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Q. Salmon canning industry is built on fish's 
homing instinct. Fact or fiction? 
A. Fact. Millions are trapped on return to 


birthplaces in Alaska, Washington, Oregon 
rivers; more than $11,000,000 worth shipped 


pe Ee | annually via the WN. P. 








Q. The second largest U. 
Station is on Pacific seaboard. Fact or fiction? 


Q. Cattle, sheep and hogs are native American S. Naval Training 


meat animals. Fact or fiction? 


A. Fiction. It is on Lake Pend Oreille, in a 
mountain valley at Farragut, Idaho, five 
miles from the main line of the Northern 
Pacific Railway. 


A. Fiction. Columbus brought them. In 
1943, packers shipped more than four 
hundred million pounds of meat via the 
Northern Pacific Railway. 
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Q. Northern Pacific engines annually use enough 


water for 150,000,000 baths. Fact or fiction? 


A. Fact. Wells and tanks of the Northern 
Pacific Railway supply its locomotives with 
41% billion gallons of water a year—enough 
for a city of 125,000 people. 
















Q. Teddy Roosevelt tamed Western outlaws 
along ‘‘ Main Street’. Fact or fiction? 


A. Fact. He served as deputy sheriff at 
Medora, N. D. on the Northern Pacific 
Railway, known to shippers and travelers 
as ‘‘Main Street of the Northwest’. 
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acific 
velers Talk about PERFECT SHIPPING! Name your spots and 


we'll drop your loads with the deadly precision of a Yank 
Bomber! We're “on target’ for direct hits anywhere mid- 
west ... with round-the-clock “sorties” to all points of the 
compass ... blanketing the area with military thorough- 
ness. Practically every DECATUR load is a war load these 
days, with swift, sure transportation imperative to keep 
vital production lines synchronized with fighting front re- 
quirements. But it’s all in the day’s work to us. For we 
have the facilities, the manpower, the modern equipment, 
the experience and the far-flung organization to meet the 
needs of the hour. That's why leading shippers depend on 
us, as YOU will, too, once you've learned why—”FOR 
SHIPMENTS MIDWEST, DECATUR IS BEST.” 
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HERE’S A. 
_ UNIFORM” -- 
- 7 YOU CAN WEAR 








‘THE RAILROADS of America are facing a man-power 
shortage which must be overcome in order to meet the 
transportation needs vital to victory in this global war. 

The railroads have already furnished the armed forces 
with 240,000 men and must furnish thousands more dur- 
ing the next few months. 

Despite man-power shortage and a shortage of equip- 
ment the railroads of the nation in 1943 carried the great- 
est load in their history. The burden will be much greater 
in 1944, 


WORKERS NEEDED! 


We need the following classes of workers: 


*CARPENTERS & HELPERS MACHINISTS 
*BRAKEMEN BOILERMAKERS 
*LOCOMOTIVE FIREMEN BLACKSMITHS 
*CLERKS FOR YARD WORK CAR REPAIRERS 
TELEGRAPHERS *HELPERS & 
*LABORERS FOR TRACK LABORERS 

WORK (Mechanical Dept. ) 
*No Previous Experience Required 

OPPORTUNITY 


Railroad labor today enjoys such advantages as seniority 
rights in a permanent industry, vacations with pay, Fed- 
erally administered retirement and unemployment insur- 
ance plans. 


APPLY TO the Railroad Retirement Board Employment 
Service or to the U. S. Employment Service, or inquire of 
any Railroad Office or Agent. 


Note: If now employed at your highest 
skill in essential industry do not apply 








AN INTERNATIONAL... 0O TRANSPORTATION SYSTEM 
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**,..1 will return!” Thus, two years ago, Gen- 
eral MacArthur sounded the battle-cry. And 
like the relentless force of a gathering storm, 


America is turning the fury of total war into 
the Pacific. 


We are going back to Bataan! 


General MacArthur well knows the indispensa- 
ble part America’s railroads are playing in 
the war. He directs more intense fighting with 
the assurance that greater numbers of men and 
larger amounts of war materials will flow across 


America to Pacific ports smoothly and efficiently. 


For ROCK ISLAND LINES and other western 
railroads, big war tasks lie ahead. Facing 
these tasks with confidence, ROCK ISLAND will 
back America’s Pacific forces with redoubled 
efforts to do an even finer war job. Our equip- 
ment, our rolling stock and our manpower will 
give a good account of themselves. 


In the peace that follows, ROCK ISLAND will pro- 
vide a transportation service that the crucible 
of war has helped to refine and perfect, for— 


As yesterday—and today—so tomorrow ROCK ISLAND’S sole purpose is to provide the finest in transportation 


a ROCK ISLAND LINES 
BUY MORE WAR BONDS 


ONE OF AMERICA’S RAILROADS —ALL UNITED FOR VICTORY 





Rock 
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PLANS FOR THE FUTURE 


Pbsccete Virginia, mother of presidents, 
is justly proud of its heritage—and of 
its commercial progress, too. Today, 
Virginia’s strategic location in the na- 
tion’s greatest storehouse of raw mate- 
rials —the South—has made this great 
state an important factor in our eco- 
nomic life. 


Here in Virginia are resources and 
taw materials in abundance and variety. 
A land of expanding industry, diversi- 
fied agriculture and friendly people, Vir- 
ginia is planning for the post-war years 
when the Old Dominion will contribute 
in ever-increasing measure to the build- 
ing of a greater and more prosperous 
nation. 


The Seaboard Railway is proud of its 
part in Virginia’s past development, for 
it has been an active partner in the ex- 
pansion of this State’s industry and agri- 
culture. The Seaboard looks forward to 
the return of peace and to its part in 
the building of a greater Virginia in the 
brighter years ahead. 

*This is one of a series of adver- Seaboard Railway, Norfolk 10, Virginia. 


tisements featuring the six States 
served by the Seaboard Railway. 
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THROUGH THE HEART OF THE SOUTH 


Buy more WAR BONDS!? 
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TO THE 


SHORTAGE! 


puck Trailers. ¢eONE ANSWER 


TODAY America’s problem is to move more ton- 
nage more miles with an inadequate number of 
motor trucks. 





Truck-Trailers provide one logical answer, be- 
cause they enable motor trucks to do more work— 
by at least doubling each truck’s carrying capacity. 


Very few heavy-duty trucks are being built to- 
day—wmilitary requirements prohibit it. But this 
lost tonnage-moving capacity can be offset if the 
light and medium -duty trucks which are being 
produced are coupled to Trailers. 


CAPACITY ONLY ONE FACTOR 


Aside from taking up much. of the slack in our 
nation’s motor truck capacity, Trailers contribute 
in several other important ways: 


Since Trailers enable trucks to haul at least \ 
double their normal loads, mileage per ton moved 
is cut in half—with a substantial reduction in the 


use of rubber and gasoline. 


There is a similar saving in steel. No other type 
of land transportation moves so much with so little 


of this vital material. 


And, even more important is the fact that dou- 
bling truck capacity means doubling the work- 
output of each driver—and manpower shortage is 











FURTHER SAVINGS in equipment and manpower are 
made when Trailers are used in a “shuttle” operation. 
“Shuttling” means that one truck is used to handle 
two or more Trailers. 
loaded and a second unloaded, the truck is en route 
with a third Trailer. 
idle for loading or unloading. 


VLA 


one of the most serious problems of the motor 
transport industry. 


TAKE OFF THE SHACKLES 


Truck-Trailers do provide one logical answer to 
the truck shortage— but their contribution to 
America at war can be still greater if the individual 
States will remove the shackles which prevent 
their operation at peak efficiency! 


These shackles are in the form of conflicting and 
restrictive State laws governing vehicle sizes and 
weights, duplicate license fees, special taxes — 
some 300 laws in all which affect the operation of 
motor trucks and trailers. 


You can help to correct this situation 
—and it is a situation which plays a part 
in the life of every citizen. As step one, 
send for the booklet, “Are the United 
States United?” and learn where your 
own State stands. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY, DETROIT 


Service in Principal Cities 













INVEST IN 
VICTORY 
BUY 
WAR 
BONDS 


While one Trailer is being 


Truck and driver never stand 


























They called it the 





“Pursuit of Happiness” 


HEY TELL you it’s over there, where 
the guard stands on watch. So you 
walk expectantly over the marble floor. 
And suddenly, there you are, peering at it. 


And there are the famous signatures— 
John Hancock. Charles Carroll, of Car- 
rollton. Samuel Adams. Button Gwinnett. 


The words, scrawled on parchment, are 
hard to read at first. But you know by 
heart the opening paragraphs— 


“We hold these truths to be self-evi- 
dent, that all men are created equal, that 
they are endowed by their Creator with 
certain unalienable Rights, that among 
these are Life, Liberty and the pursuit of 
Happiness.” 


You've heard those words, you've seen 
them—many times. But somehow, stand- 
ing there, you become conscious of mean- 
ings that used to be only sounds in the 
rausic of the language. 


They called it “the pursuit of Happi- 
ness.” The right every man was to enjoy 
in this new country was the right to 
pursue happiness. To roll up his sleeves 
and go after it and struggle and win it 
with his own two hands and his wits. 


And because the people who first heard 
those words understood them—because 
they realized that their right was one of 
pursuit—they went out with strength and 
courage and faith to hew quarries out of 
Vermont rock, to dig mines in the West 
Virginia earth, to build mills along the 
rivers of North Carolina. 


Their sons understood—and sucked oil 
out of sand and harnessed the power 
in steam and welded one end of the 
country to the other with rails of steel. 


Because of that right—and because they 
understood it—those who came here and 
their sons, made this the richest, most 
powerful, most restless nation on earth. 


Today, there are those who voice other 
words. Words not of courage or strength 
or faith. Words of despair. We are too 
wise, too old, too civilized, they say, to 
pursue happiness, We have inherited the 
right to have happiness brought to us— 
decked out and trussed up like a roasted 
turkey on a silver platter. A dead turkey. 


These words have been spoken in other 
nations throughout history, and people 





have been lulled by them into com- 
placency and submission. And slavery. 


They are words that ought to be looked 
ct for their meaning, not just listened to 
for their music—as all words ought to be 
scrutinized, including those that are so 
familiar their wisdom is likely to be lost. 

So long as the true meaning of those 


earlier words is understood, the rights 
that they proclaim will never be lost. 


THE CHESAPEAKE AND OHIO LINES 


CHESAPEAKE AND OHIO RAILWAY °* 


Cleveland, Ohio 


NICKEL PLATE ROAD 


PERE MARQUETTE RAILWAY 
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The Merchandise Traffic Struggle 


The recent ort of the for-hire motor carrier. 


bie ae 
Transportation makes, in categorical terms, the accusa- 
tion that some railroads have a definite and deliberate 
program for bankrupting the highway common carriers 
by subsidizing merchandise traffic out of earnings on 


carload traffic (see Traffic World, March 25, p. 833). 


The charge is not new. It was made, for instance, some. 

years ago when southeastern. railroads reduced_less-. 
carload rates on many commodities and when Official 

Territory railroads let it be known that they were con- 

sidering | similar action. Both rail groups said the reduc- 

eal 

tions were necessary to stop the increasing loss of mer- 
chandise traffic to the trucks. 

In opposing the southeastern rail reductions, motor 
carriers in that area insisted that they would have to 
reduce their rates to the new rail levels or “go broke.”’ 
Most of them did so reduce their rates. We have seen 
no figures to show how many of them went bankrupt 
as a result, but we have heard motor carrier organiza- 
tion executives say that many of them did. The Official 
Territory rail reductions were not made and no reason 
was ever made public as to why they were not. 


The subject comes to the fore now because of the 
admittedly desperate financial plight of many motor 
common carriers. The consulting committee’s report 
quotes O. D. T. figures to show that, of 358 Class I 
motor common carriers selected at random for study, 
42.5 per cent had operating ratios of over 100 in the 
fourth quarter of 1942, and 53 per cent in the fourth 
quarter of 1943. Some of this, it is admitted, is due to 
the increased cost of doing business on the highway. 
Continued running of obsolete vehicles; poor perform- 
ance of government-specified synthetic tires sold at 
crude-rubber tire prices; O. P. A. price ceilings that do 
not allow for customary discounts on bulk purchases of 
gasoline; poor material used in parts for replacement, 
and increased labor costs, all add to the expense side 
of the operating ratio. The committee thinks the gov- 
ernment might well do something about some of those 
items. It ought, it says, to pay something back to the 
truck operators who were forced to buy poor tires at 
the prices of good ones, and it ought to buy up the sub- 
standard parts and scrap them, replacing them on deal- 
ers’ shelves with parts made of good materials. It ought 
even, the committee suggests, to set up some scheme for 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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financing the purchase of trucks to replace the worn-out 

vehicles so expensive to operate. 

But, it adds, all this represents only one part of the 
problem. That problem will not be solved if, after those 
things are done, expenses still exceed revenues. 

The apparently obvious answer to that is to in- 
crease rates, but the committee points out that, in some 
sections of the country, truck rates are now from six 
to ten per cent above rail less-carload rates and that to 
increase them further would result in decreased rather 

than increased earnings, because ‘the traffic would no 
longer continue to move by truck. 

It thinks the Commission should step in and do 
something about railroad less-carload rates in order to 
insure the survival of the common carrier highway in- 
dustry. 


It insists that the railroads are carrying on their 
merchandise traffic business at a heavy loss and con- 
tinue to carry it at all merely because they can afford 
to do so. Merchandise traffic, it says, represents a small 
proportion of the entire business of the railroads and 
the money spent on it is considered by them to be well 
spent to keep the truckers out of the field. Merchandise _ 
freight represents between 80 and 85 per cent of ‘the _ 

imuckers. a it contends, but in 1942 it was only 
er cent of the railroads’ business. It might have 
aay that, although in 1943 it was only 5.1 per cent of 
all of the railroad traffic, it accounted for more than 30 
per cent of all claims for freight loss and damage. Spe- 
cifically, the report points to instances where the rail- 
roads pay local carters 70 cents to pick up and deliver 
a merchandise shipment on which they collect a 55-cent 
minimum charge. In 1942, it says, the railroads suffered 
aloss of $82,000, 000 on on Jess-carload freight, despite the 
fact that, in that year, average loadings of merchandise 


cars increased from 4.5 to 10.1 tons under 0. D. T. 
General C Order No, ak: 


The O. D. T., it says, should urge the Commission 
to investigate the whole question with a view to deter- 
mining the relationship of rail less-carload costs and 
rates, rail pick-up and delivery costs, and rail minimum 
charges in relation to costs. It doesn’t say so specifically, 
but the implication is that, as a result of such investiga- 
tion, it ought to order the railroads, by increasing rates 

n it, to cease “subsidizing”? merchandise traffic. 

The plea is, in a sense, unique. We have here in- 
dustry A asking the government to order industry B to 
increase the price of its product so that industry A may 
compete more successfully with industry B. 


/ The point made by. the highway common carrier 
that, in ‘fact rail carload shippers are forced 










































may have. rates lower than the cost of performing the 
service. We have no means ‘of making the investigation 
the committee suggests the Commission ought to make 

a and, therefore, are voicing no opinion as to relative costs 
and rates. We. think, however, that, if the condition 
complained o “favors one class of “shippers at the ex- 
pense of another, the complaint might be expected "to 
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neers 
to pay igher_ rates in_order that less-carload shippers 
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come from the injured s shippers. The fact probably is 
that there is no sharp line to be drawn between less- 
carload shippers, on the one hand, and carload shippers 
on the other, r. The situation is much the same as Wi 
railroad | passenger service, which most railroads were, 
until recently, conducting at a loss, the deficits being 
made up out of freight revenue. In large part, the man 
who paid the freight bills was also buying the passenger 
tickets and, to the extent that others did the traveling, 
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the business carrying on the shipping had the feeling aaa 
that traveling helped business generally anyway. dicial 
The contention of the highway carrier industry ae 
seems to be that, as to carload and less-carload freight, ~ : 
each ought to bear its own costs. Applying that logic| aes 
to business generally, it could be said that each article said t 
on the shelves of a merchant ought to be sold at a profit feocian 
—or at least not at a loss. Few merchants can do busi- on 
ness that way. The profit-and-loss statement at the end § | jines 
of the year covers the business as a whole and the mer- § | trans) 
chant himself is seldom able to say for certain that the woot 
handling of a particular line at less than cost did not | 14, vs 
help in building up his gross profit. oe 
Nor is the question of cost simple, especially in§ | 14: . 
transportation. Truckers themselves know how hard it | the p 
is to figure accurately what it costs to move a truckload ff | its pc 
of freight from one city to another, yet they handle Sale 
simple single units, for the most part. It might well be @| prese 
sh wn that, precisely allocating a proportionate share — 
a the | costs of operating a railroad, it cost more tof} the g 
= ea load of merchandise traffic from the door off bens 
echines to that of the receiver than was returned Credi 
in charges. That still would not prove, however, that,f fn. 
ifthe traffic were eliminated, the railroad would’ save separ 
the entire cost of the movement. Twenty years ago, inf ™ °° 
the old transcontinental fourth section cases, the rail-§ count. 
roads sought to show that to add the fifty-first car to aj fran 
train of fifty cars did not add two per cent to the cost} rate t 
of moving the train from Chicago to the Pacific coast. pon 
They could and did develop figures showing how much} brect 
more it cost to haul the fifty-one than the fifty cars, ~s 
and called the result the “fair cost for added traffic.”} ment’: 
It was not nearly as high as the proportionate weight] {"°"°, 
of the extra car would indicate. > 
The layman would be puzzled to know why the}, make 
railroads insist, not merely on continuing to haul mer-]| - .~ 
chandise traffic at a loss, but on developing as much of}, sta 
it as they can. The argument of the highway carrier} truck 
is that, having driven the trucks off the highway by] not 2 
paying merchandise traffic losses out of carload reve- bility 
nues, the railroads would have a monopoly of the field W 
and could then increase merchandise freight rates as'|| creat 
they pleased. This, again, ignores the man who pays} te 
the rates. Anyone who knows the eagle-eye the shipper} — 
keeps on his rates and the jealousy with which the Com-} is aut 
mission guards their level, cannot see such a possibility} 5". 
as much of a menace. ang 
Unquestionably, in view of modern developments, —_ 
the highway carrier is a necessity in American business. | ‘eneael 
(Continued on page 1005) j be can 
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Government Transit Grain 


“We find that the underlying purpose of the rules under 
suspension is lawful but that the establishment thereof as pro- 
posed would not have a wholly just, reasonable and nonpreju- 
dicial result and therefore these proposed rules are unjust, un- 
reasonable, and unduly prejudicial,” said the Commission divi- 
sion 3, Commissioner Johnson dissenting, in a report in I. and S. 
No. 5249, Transit Government Grain at Ohio River. An accom- 
panying order required the suspended schedules canceled on or 
before May 4, on not less than one day’s notice, but the report 
said that this would be without prejudice to the publication of 
revised rules for consistent general concurrent application, in 


stry 
ight, 
logic} 
ticle | 





rofit® accordance with the views expressed. The proceeding was dis- 
busi- @ | continued. 

The proceeding involved rules by which respondent rail 
> end § | lines proposed to govern the application of their rates for the 
mer- transportation of government transit grain, from Ohio River 

and other terminal grain markets to destinations in southern 
t the territory. The schedules were filed to become effective August 
1 not @ | 14, 1943, to expire December 31, 1943, and were suspended on 
protests of the Louisville Board of Trade, the Cincinnati Board 
of Trade, Inc., and the Department of Agriculture, until March 

ly in| 14, and their operation deferred -voluntarily until July 20. 

, The government, supported by all protestants, had opposed 
ard it § | the proposed rules on the ground that grain owned by it or in 
kload | its possession was singled out by the respondents for unneces- 

sary and burdensome control different from that applied to other 
andle grain, the report said. After describing the operation of the 
ell be | present rules of the Louisville & Nashville as typical, the report 
said the respondents had proposed no longer to accept certifica- 
share! tions by the elevator operators or warehousemen on behalf of 
yre tof the government in making outbound shipments that the ship- 
‘ ments were entitled to rate balances, but to require that such 
or of certifications be made by accredited officers of the Commodity 
urned™ Credit Corporation, controlling and directing the disposition of 
that government owned and possessed grains, among other things. 
| a8 The requirement of basic importance, the report said, was “the 
1 Save separate registration of and accounting for grain owned by or 
‘20. in in possession of the government,” and continued: 
80, ‘ The purpose of the requirements proposed is to guard against and 
= rail- counteract the provisions of paragraph 22 of the government’s uniform 
toa grain storage agreement with the warehousemen which permits ware- 
ir housemen and elevator operators to use, for the purpose of obtaining 
e cost rate balances on outbound shipments of their own grain, the unused 
but available freight bills issued the government on its inbound ship- 
coast.# ments of grain. There would be no objection by respondents to such 
h use of inbound government freight bills by the warehousemen, elevator 
muc operators, or other commercial grain dealers, if the grain represented 
7 cars by those bills, or the equivalent thereof in kind and grade, were actu- 
a ally sold by the government to the commercial users of the govern- 
raffic. ment’s inbound freight bills, for such transfers of freight bills, where 
ight there has been a. bona fide sale of the grain represented thereby to the 
welg transferee, are authorized by respondents’ tariffs not only in reference 
to inbound government grain but also inbound commercial grain as 
well. The government’s uniform grain storage agreement does not 
hy the}, make the sale of the grain a condition precedent to the described use 
, of the Government freight bills by others. 
1 mer-}| The important objectionable consequence, which respondents are 
uch of | here seeking to guard against, is that freight bills for inbound govern- 
1, ment grain stored in 'arge volume at Louisville for delivery locally by 
carrier}! truck to Louisville distilleries for the purposes of making alcohol, are 
left available for use in connection with outbound movements of grain 
Way by] not stored as government grain or shipped as such. Respondents’ 
d reve- avowed purpose is to establish preventive measures against the possi- 
bility of such results. 
he field Where either government or non-government grain is held in stor- 
age at the terminal grain markets, and subsequently is disposed of 
ates as | locally at those markets, respondents’ present rules provide that regis- 
10 pays tered inbound freight bills, representing the equivalent in tonnage, be 
| canceled, Their transit agent, the Southern Weighing and Inspection 
shipper } Bureau, is charged with the duty of supervising and policing such 
transactions. A condition under which the application of rate balances 
1e Com-} is authorized, is that the records of the receipt and disposal of all 
ssibility grain, by all dealers in that product at the markets, not excluding the 
government, who register their inbound freight bills, must be kept 
Open and available to respondents’ representative. There is an indica- 
tion that ways may have been found to evade the requirements. No 
pments, practical obstacle is suggested of record why inbound government 
usiness freight bills, equivalent in tonnage to the quantity of grain that the 


sovernment may dispose of locally to distilleries, or others, may not 
be canceled as required by the governing rules. Means of escaping that 
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cancellation appear to reside in the government’s uniform grain stor- 
age agreement, paragraph 22, which permits substitution of billing 
covering government grain for billing covering other grain. 


The report quoted from messages sent through the Chi- 
cago office of the Commodity Credit Corporation first request- 
ing, and later withdrawing the request, that freight bills re- 
corded for storage in transit privileges covering grain received 
for the corporation be reserved for outbound shipments made 
for the account of Commodity Credit Corporation. The report 
then discussed the argument of the warehouseman, an inter- 
venor supporting the respondents, to whom the communica- 
tions were addressed, that purported sales of grain to the 
warehousemen by the government, that would permit transfers 
of the government’s inbound freight bills to the purchasers for 
use by them in making outbound shipments of their own grain 
at the rate of balances authorized were not bona fide sales. 

The report referred to protests that the proposed rules 
had not been published for application at other points, and the 
contention that inequalities as between shipping interests, and 
as between localities, would constitute unjust discrimination 
and undue prejudice. It continued: 


We see nothing in the terms or on the face of the suspended rules, 
addressed exclusively to grain owned by or in possession of the gov- 
ernment, that in their purpose are at variance with the statutory re- 
quirements or at variance with the purpose of corresponding rules 
that would govern exclusively shipments of grain not owned by or in 
possession of the government. Respondents’ proposed rules are designed 
to give separate treatment to government transit operations as a whole 
and effectively prevent intermingling with operations relating to non- 
government transit grain. It is within the legal discretion of carriers 
to limit transit operations to the extent proposed, provided undue 
prejudice and unjust discrimination are avoided by equal application 
of limitations and conditions to operations of every affected transit 
operator, owner, and shipper of grain and no unnecessarily burden- 
some procedure is required. Reasonable limitations and conditions can 
and should be designed and should be consistently applied at affected 
transit points on respondents’ lines. 


Commissioner Johnson said the record disclosed many 
abuses in the operation of so-called transit privileges at Ohio 
River crossings and other terminal grain markets. As there was 
nothing in the evidence to suggest that the elimination of some 
of those abuses, as contemplated by the suspended schedules, 
would be unlawful in any respect, he said he was of the view 
that the suspended schedules should be permitted to take effect. 


Track Competition Relief 


Dealing with an application of rail carriers for further 
relief, which the carriers said was made necessary by motor 
carrier establishment of exception ratings on additional less- 
truckload traffic, special ratings applying on minimum quan- 
tities, and a motor carrier abatement rule in the southwest, 
the Commission, division 2, by a report and supplemental fourth 
section orders in Fourth section Application No. 18323, Class 
Rates in the Midwest and Southwest, embracing fourth section 
applications Nos. 18323, as amended, 18643, 18793, 18794, and 
20172, has granted the following relief, subject to conditions: 


Applicants will be authorized subject to conditions to establish and 
maintain, on interstate traffic and between points indicated in succeed- 
ing paragraphs hereof, over existing routes, the lowest rates on like 
traffic that may be constructed over any line or route from and to the 
same points on the bases set forth in the respective applications and 
described herein, and to maintain higher rates from, to, and between 
intermediate points. 

In Nos. 18643 and 20172, between points in Missouri, Kansas and 
Illinois, as described in the respective applications, on articles in less 
than carloads which in the western classification or exceptions thereto, 
are rated classes 1, 2, 3 and 4. 

In No. 18323 as amended, between points in Arkansas, Kansas, 
Missouri and Oklahoma; in No. 18793, between points in Arkansas, 
Louisiana, Missouri, Oklahoma, Texas and Illinois, and between those 
points and Memphis, Tenn.; in Nos. 18794, 18643 and 20172, between 
points in Missouri, Kansas and Illinois, as more fully described in the 
respective applications, on articles in less than carloads which, in the 
aforementioned classification or exceptions, are assigned ratings other 
than classes 1, 2, 3 and 4, but not lower than column or class 27.5, 
including articles accorded less-than-carload ratings which are subject 
to minimum weight requirements. 

In No. 18793, rates from Belleville, Ill., and points intermediate to 
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St. Louis, Mo., to points in southern Missouri, the same as the rates 
from St. Louis to the same destinations. 


The relief was granted in seventh supplemental fourth 
section order No. 11892 in the title application; by supplemental 
fourth section order No. 12023, in fourth section application 
No. 18793; and by fifth supplemental fourth section order No. 
12162, in fourth section applications Nos. 18643 and 20172, 
amending previously modified and amended orders of those 
numbers. 

Fourth supplemental fourth section order No. 11893, in so 
far as it pertained to application No. 18323, was vacated and 
set aside. 

The report said the areas directly involved were Arkansas, 
Kansas, Missouri, and Oklahoma, small portions of Illinois, 
Louisiana, and Texas, and Memphis, Tenn. It said the asserted 
grounds for the relief prayed were the competition of carriers 
by motor vehicle, the disparities in the levels of rates prescribed 
by state authorities and by the Commission, and the desire of 
the rail carriers operating over indirect routes to compete with 
railroads whose lines were more direct. Discussing the under- 
lying situation, the report said: 


In other proceedings disposed of by decisions entered in 1935 and 
1936, the carriers who are now applicants in No. 18323, as amended, 
Nos. 18793 and 18794, were authorized by fourth section orders Nos. 
11893, 12023 and 12162, respectively, to establish within defined areas 
and for limited distances truck competitive class rates for application on 
less-than-carload shipments of articles rated classes 1 to 4 in the 
western classification or exceptions thereto. Herein the respective ap- 
plicants ask that those orders be so modified as to authorize the estab- 
lishment of additional class rates, related by percentages to the several 
scales of truck competitive class 1 rates now in effect, for application 
on less-than-carload shipments of articles which, in the western classi- 
fication or exceptions thereto, are assigned ratings other than classes 
1, 2, 3 and 4, viz.: Ratings such as columns 80, 75, 68 and 60, and 
down to but not lower than class 27.5 including less-than-carload rat- 
ings which are subject to minimum weight requirements. Relief to 
cover rates on commodities which hereafter may be given ratings based 
on the western classification or exceptions thereto is also requested. 
In No. 18323, as amended, relief was granted by fourth supplemental 
fourth section order No. 11893, and thereafter the application was 
reopened for hearing. Temporary relief has been authorized in No. 
18793 by fourth section order No. 14414 and in No. 18794 by fourth 
section order No. 14401. 


After discussing the level of rates prescribed by the Kansas 
and Missouri state authorities and the action of carriers to meet 
competitive truck rates, the report said a considerable volume 
of less-than-carload traffic had been restored to the rails since 
truck competitive class rates on articles rated classes 1, 2, 3, 
and 4 were made effective. However, it said, applicants declared 
that competing motor carriers had established (1) classification 
exceptions ratings to apply on additional articles transported 
in less-than-truckloads, and (2) special ratings to apply on 
minimum quantities. In addition, it said, motor carriers in the 
southwest published an abatement rule, by which they offered 
to transport shipments of 10,000 pounds or more at rates 10 
per cent lower, and shipments of 5,000 pounds or more at rates 
5 per cent lower, than their less-than-truckload rates. 

The departures involved in the instant proceedings were 
of the same character as the typical examples discussed in 
connection with proceedings granting prior relief, the report 
said, and that the routes were the same, with a few added 
points, as those considered in those proceedings. There were, 
however, two matters to which applicants called particular 
attention, the report said, and continued: 


One relates to departures occasioned by interstate class rates, pre- 
scribed by this Commission, which are considerably higher than the 
intrastate rate level within Missouri. Such departures occur on the 
lines of railroad companies which operate over interstate routes through 
another state in order to transport shipments from and to Missouri 
points such as St. Louis to Kansas City or Kansas City to Joplin. The 
intrastate truck competitive class 1 rate from St. Louis to Kansas City 
is 92 cents. The single line route of the Missouri-Kansas-Texas Rail- 
road Company from St. Louis to Kansas City passes through Olds, and 
Paola, Kans., to which first and last higher-rated intermediate points 
the class 1 rate from St. Louis is 123 cents. The class 1 rate of 92 
and 123 cents are maintained by both rail and motor carriers. Appli- 
cants emphasize the point that if required to publish rail rates, from 
and to intermediate points on this route in Kansas, based on the 
Missouri intrastate scale, they would disrupt the interstate adjustment 
and would establish interstate rail rates lower than those maintained 
by competing motor carriers. The interstate class rates prescribed by 
this Commission are generally applied from points in Missouri to points 
in Kansas, except to border points on the Missouri River such as Atchi- 
son, Leavenworth, etc. 

Second, applicants declare that establishment of the Missouri scales 
of class rates from points in that state to certain parts of Kansas, 
without extending the same rate level to numerous points in the south- 
west, would contravene findings of undue preference and prejudice 
embodied in the original report in the consolidated southwestern pro- 
ceeding. Those findings were modified in the fourteenth and sixteenth 
supplemental reports, 185 I. C. C. 357 and 188 I. C. C. 307, by author- 
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izing rate reductions under certain conditions to meet bona fide existing 
or impending truck competition. They were further modified in the 
twenty-fourth supplemental report, 218 I. C. C. 11, 21-22, by excluding 
points in Kansas situated north of a line extending from the Kansas- 
Missouri boundary in a westerly direction through Fort Scott, Iola, 
Eldorado and Wichita. The findings still apply to points in Kansas 
south of the described line, and it is these points to which rates from 
certain areas cannot be reduced unless corresponding reductions are 
made to points in Oklahoma. As previously stated the interstate rail 
and motor carrier rates are on the same level. To illustrate the point 
raised, the Missouri intrastate class 1 rate from Kansas City to Joplin, 
by rail and by motor carrier, is 72 cents. The line of the Missouri- 
Kansas-Texas extends from Kansas City southward into southern Kan- 
sas to Parsons, thence southeastward to Joplin. The interstate class 1 
rate, maintained by rail and motor carriers from Kansas City to Par- 
sons is 89 cents. Parsons is south of the aforementioned line. 

















Apples from West Coast 


In its report in I. and S. No. 5238, Apples—Transcontinental 
Eastbound (see Traffic World, April 1), the Commission pointed 
out that, while action was being withheld in the proceeding at 
the request of the Office of Price Administration, and that the 
O. P. A. and the Commodity Credit Corporation had full knowl- 
edge that the proposed rates might be found justified, the 
O. P. A. had, nevertheless, fixed maximum prices on apples 
from seven states for the first time. 

“Under the circumstances,” said the report, written by 
Commissioner Aitchison, “we do not believe the increases, even 
if they should require a change in the Office of Price Adminis- 
tration’s amendment referred to above (fixing the maximum 
prices) and in the Commodity Credit Corporation’s offer of 
equalization payments, would be the proximate cause of any 
adverse effect on the stabilization policy of the Congress.” 

In I. and S. No. 5238, by a report and order, the Commis- 
sion, division 2, made the following findings: 













We find that the proposed rates and minimum weight from north 
and south Pacific coast origin points to eastbound transcontinental 
destinations except to destinations in group K-1 in the Florida peninsula 
are just and reasonable. We further find that a unified estimated weignt 
of 51.5 pounds per standard box from north and south Pacific coast 
origin points to eastbound transcontinental destinations and to Montana 
is just and reasonable. We further find that the maintenance of the 
approved unified weight from south Pacific origin points to eastbound 
transcontinental destinations on one variety of apples and other esti- 
mated weights on other varieties is not shown to be just and reason- 
able. We further find that the proposed rates to destinations in east- 
bound transcontinental group K-1 are not just and reasonable. We fur- 
ther find that respondents’ proposal to permit the present rates to ex- 
pire has not been shown to be just and reasonable. 


In addition to the aforementioned findings, a finding was 
contained in the body of the report to the effect that “respond- 
ents have not sustained the burden of showing that the pro- 
posed increased rates to Montana would be just and reason- 
able.” The reference was to a proposal of the respondents to 
allow the present rates, effective October 3, 1940, subject to a 
37,000-pound minimum, to expire, leaving in effect rates sub- 
ject to 20,000 and 26,000-pound minima, and to increase the 
estimated weight a box from 49% to 50 pounds. Those pro- 
posals were suspended and were the subject of this part of the 
investigation, the report said, referring to its discussion of the 
proposed increase in the estimated weight a box from 50 pounds 
to 51.15 pounds. The report said that the estimated weights 
from north Pacific origins to Montana and to transcontinental 
destinations should be the same. 

By schedules filed to become effective July 1, 1943, it was 
proposed to increase the rates on apples, in carloads, in stand- 
ard size boxes, from points of origin in the north Pacific states, 
and to increase some of the rates and reduce others from south 
Pacific origin points to transcontinental destinations, and to in- 
crease the estimated weight a standard box on all apples from 
north Pacific coast origin points and on one variety of apples 
from south Pacific coast origin points to transcontinental desti- 
nations. By other schedules filed to become effective the same 
date, it was proposed to increase the rates on apples, in car- 
loads, in standard crates, from north Pacific origin points to 
destinations in Montana, and to increase the estimated weight 
a standard crate. On protests by the Secretary of Agriculture, 
the Administrator of the Office of Price Administration, and the 
Greater Miami Traffic Association of Miami, Fla., the operation 
of the schedules was suspended until February 1, and further 
postponed voluntarily by the respondents until May 1. 

After tracing the efforts of the carriers, since February 11, 
1933, when they first established emergency rates, to aid ship- 
pers in the northwest, having been convinced that the condition 
of the apple industry was extremely bad, the report said that 
because of improved conditions of the industry, the respondents 
now proposed to increase the rates. 


The report related the activities of the O. P. A. in fixing | 
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maximum prices on apples, grown in and shipped outside of 
Idaho, Washington, Oregon, New York, Pennsylvania, Virginia, 
and West Virginia, pointing out that the evidence did not show 
that any maximum prices had been prescribed on apples grown 
in other states, including California, which, it said, was an 
important origin territory in this proceeding. The report also 
outlined the equalization payments made by Commodity Credit 
Corporation. Referring to the maximum price regulation, the 
report said: : 


We are not advised what minimum price and ‘‘differenuals’’ were 
used in arriving at the maximum prices f. o. b. shipping points or at 
destinations. The principal question here presented is whether respon- 
dents shall be permitted to increase emergency rates established solely 
to aid a distressed industry to a level more consonant with the rates 
they reduced. There is no serious contention here that the economic 
conditions of the apple growers for whose benefit the emergency rates 
were estabi:shed has not improved sufficiently to enable them to bear 
the proposed rates. No representative of the industry or shipper opposed 
the increases or questioned respondents’ statement that the increases 
are in accord with the understanding between the carriers and the 
shippers’ representatives reached at the time the reductions were made. 


In pointing out that respondents had used the rates and 
destination grouping from Wenatchee and Yakima, Wash., as 
representative of the entire adjustment from all Pacific coast 
origin points, and that those same factors had been used in the 
report, it said that no one at the hearing had questioned the 
propriety of such use, the representativeness of the adjustment 
portrayed by those rates, or the desirability of the proposed 
relation of the rates from south Pacific coast origin points. to 
those from the north Pacific coast origin points. 


As to the proposed increase in the estimated weight a stand- 
ard box, the report said: 


It is also proposed to increase the estimated weight per box from 
50 to 51.5 pounds which, if the shippers continue to load 798 boxes per 
car in accord with the present practice, would mean an increase of 
1,197 pounds per car or 3 per cent. Taking into account the increased 
weight, the only instance in which the earnings at the suspended rates 
would exceed those at the normal rates and 35,000-pound minimum 
would be to group K-1 south. The next nearest would be per car earn- 
ings of $544.80 to groups A and K. If the normal rates in connection 
with the estimated weight of 49.5 pounds per box were adjusted so as 
to produce the same revenue per 100 pounds, using an estimated weight 
of 51.5 pounds per box the $1.58 rate would be $1.518, the $1.34 rate 
would be $1.2s2, the $1.48 rate would be $1.423, and the $1.25 rate 


would be $1.201. The normal rates so adjusted are higher than the 
proposed rates. 


In discussing the rates to eastbound continental group K-1 
(Florida peninsula) the report said that in Transcontinental 
Class and Commodity Rates, 169 I. C. C. 522, the Commission 
had found that the peninsula should be treated the same as all 
other coastal territory so far as the basic group rates were cory 
cerned, and that compensation should be provided for the m 
burdensome transportation conditions by reasonable arbitraries, 
and had prescribed the formula for determining the arbitrary 


“We also conclude that a rate on apples to Miami more 
than 6 cents higher than the rate to Jacksonville, and rates to 
other points in the Florida peninsula higher than they would 
be if made on the formula approved in Transcontinental Class 
and Commodity Rates, supra, are, and for the future will be, 
unjust and unreasonable,” the report said. 


As to the estimated weights, the report said: 


The estimated weights per box on gravenstein apples from Cali- 
fornia, which was first established in 1899, is 50 pounds per box. It is 
here proposed to increase the estimated weight on those apples to 51.5 
pounds per box. There are presently maintained three other estimated 
weights of 46, 51, and 52 pounds per box on other kinds of apples which 
it is not here proposed to change. Respondents say that there is no 
necessity to maintain estimated weights on any but gravenstein apples 
from California to transcontinental destinations as they are the only 
kind that move from south Pacific origins to such destinations. Re- 
spondents explain that many years ago there probably was a movement 
of other kinds and that they have not taken the other estimated weights 
out of the tariffs. They did undertake to eliminate all of the estimated 
weights except on gravenstein apples in 1939, but in Estimated Weights 
on Fruits and Vegetables, 245 I. C. C. 479, the Commission found, among 


| other things, that a unified estimated weight of 51.5 pounds per box was 
| justified from north and south Pacific territories. 


Respondents, how- 
ever, have not put in that unified weight but have continued four esti- 


mated weights from the south Pacific origins. It is not explained how 
the shipments from California are to be policed if the four estimated 
weights are continued in effect. As gravenstein apples are the only 
variety moving to transcontinental destinations, there is no reason for 
the maintenance of more than one estimated weight and the continued 
maintenance of the four estimated weights violates the principle on 
which a unified estimated weight was approved. 


The report carried a five-page appendix entitled ‘“Approxi- 
mate descriptions of destination groups on eastbound transcon- 
tinental traffic from north and south Pacific origin points here- 
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a referred to as northern and southern origins, respec- 
tively.” 

The order required the respondents to cancel the suspended 
schedules on or before May 1, on not less than one day’s notice, 
without prejudice to the filing on not less than 10 days’ notice 


of schedules in conformity with the conclusions and findings set 
forth in the report. 


CENTRAL PACKAGE FORWARDER RIGHTS 


By a report, permit and order in FF-12, Central Package 
Car Co. Freight Forwarder Application, embracing FF-13, 
Central Forwarding, Inc., Freight Forwarder Application, the 
Commission, division 4, has found Central Package a freight 
forwarder, and that it should be granted a permit authorizing 
it to forward commodities generally from points in Connecti- 
cut, Delaware, Illinois, Indiana, Iowa, Kentucky, Maine, Mary- 
land, Massachusetts, Michigan, Minnesota, Missouri, New 
Hampshire, New Jersey, New York, Ohio, Pennsylvania, Rhode 
Island, Vermont, West Virginia, Wisconsin, and the District of 
Columbia, to all points in Texas. 


At the request of the applicants, the application filed by 
Central Forwarding, Inc., was dismissed. 


VALVOLINE OIL VALUATION 


By a report and order in Valuation Docket No. 1270, 
Valvoline Oil Co., Pipe Line Department, the Commission, divi- 
sion 2, has found the final value for rate-making purposes of 
the Valvoline Oil Co., Pipe Line Department, owned and used 
for common-carrier purposes, to be $1,950,000, as of December 
31, 1939; of property owned but not used, out of service $35,000; 
and of property used but not owned $5,425. 

The report pointed out that by an order of August 3, 1943, 
the Commission had completed the tentative valuation of the 
property of the carrier, notice of which had been given the 
carrier and other interested parties, and that no protest had 


been filed. The instant report and order made the tentative 
valuation final. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
Mimeographed copies of such reports in full may be ob- 
y prompt application to the Commission.) \ 












I. and S. No. 5205, Airplane Engines in Official Territoty. 
Division 2. Discontinued. Proposed elimination of appli- 
ation of commodity rates on airplane engines, in carloads, from 
central, Buffalo, N. Y., Erie and Pittsburgh, Pa., territories, to 
north Atlantic and Canadian points for export not shown to be 
just and reasonable. Suspended schedules ordered cancelled on 
or before May 2, on not less than One day’s notice. By schedules 
filed to become effective March 15, 1943, and later, respondents, 
rail and water carriers operating in official territory, proposed 
to increase the export rates on airplane engines, in carloads, 
from and to the aforementioned territories. On protest of the 
Secretary of War, the Price Administrator, and the Director 
of Economic Stabilization, the operation of the schedules was 
suspended until October 15, and voluntarily postponed by re- 
spondents pending disposition of the proceeding. The report 
said steam or internal combustion engines, n.o.i.b.n., mounted 
or not mounted, on hand or horse drawn trucks, and agricul- 
tural implements other than hand, n.0.i.b.n., were rated column 
40, minimum 24,000 pounds, subject to rule 34 in the official 
classification. The description “airplane engines” was not used 
in the classification or any other tariff, it said, except in con- 
nection with a commodity rate published by one carrier and 
that it was not shown whether any engines moved at that rate. 
It said respondents regarded present earnings on airplane en- 
gines as unduly low and felt they should be increased, and that, 
in arriving at that conclusion they had considered only the 
value of the engines. The unusually costly and effective pro- 
tection given those engines in shipping diminished the im- 
portance of value as an element in determining the reasonable- 
ness of rates, the report said, adding that the manner in which 
it was proposed to effect the increases, namely, with reference to 
the use to which the engines were put, was sufficient to con- 
demn the suspended schedules in their present form. There 
were few, if any, types of internal combustion engines used 
exclusively in airplanes, the report said, pointing out that such 
engines made by one manufacturer, on the report said, pointing 
out that such engines made by one manufacturer, on one assembly 
line, might be, and frequently were, used in army combat tanks, 
amphibian tanks, landing boats, PT boats, and for other pur- 
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poses. The evidence did not show that the term “airplane 
engines” was sufficiently definite to distinguish a particular 
kind of type of internal combustion engine from similar en- 
gines used for other purposes, said the report, and that the 
use of the term as a commodity description would tend to cause 
confusion and conteniton. Commissioner Splawn dissented, say- 
ing that the classification was replete with instances of de- 
scriptive terms that connoted the general or predominant 
usages of the article described. He said the term “airplane” was 
descriptive of a class of engines that, in the present state of the 
arts, had distinctive characteristics, readily identifying them as 
such. He pointed out that the present 35-cent rate, minimum 
40,000 pounds, from Detroit to New York, 631 miles, was the 
same as the truck rate from a plant at Paterson, N. J., to 
New York, 16 miles. The present rates from Detroit and Chi- 
cago, yielding car-mile revenue as low as 19.5 and 18 cents, 
on this extremely high-grade traffic, were not consistent with 
sound principles of rate-making and classification, Commis- 
sioner Splawn said, adding that value must be given greater 
significance than that which the majority had attached to it. 
He said the “costly and effective protection” of these engines 
emphasized rather than diminished the importance of their 
high value as an element bearing on the issue of reasonableness. 


Fresh Meats 


Fourth section application No. 19424, Fresh Meats from 
Central and Adjacent Territory to East, embracing fourth sec- 
tion applications Nos. 18182 and 19468. By division 2. Authority 
granted, by fourth section order No. 15087, on conditions, to 
continue, establish and maintain rates on fresh meats and re- 
lated articles, in carloads, from points in central, including 
Illinois, territory and in adjacent territories in Iowa, Missouri, 
Wisconsin, and Michigan, and from Prairie du Chien, Eau 
Claire, Wis., and Winona, Minn., to points in trunk-line and 
New England territories, without observing the long-and-short- 
haul provision of section 4 of the interstate commerce act. As 
to No. 19424, the order provided that, effective 6 months after 
the termination of the present war, the relief should not apply 
to circuitous lines or routes as described in the order. Tem- 
porary relief was authorized over circuitous routes by fourth 
section order No. 14483. In 19424, the lowest rates to be those 
that may be constructed over any line or route on the basis 
approved in Morrell & Co. vs. N. Y. C. R. R. R. Co., 104 I. C. C. 
104, 129 I. C. C. 537, but not less than the present rates from 
and to the same points. In Nos. 18182 and 19468 carriers were 
authorized to maintain the proposed rates as set forth in the 
report over existing routes to central territory gateways from 
or through which rates applied on the basis prescribed in Mor- 
rell & Co., supra., over the routes prescribed in No. 19424. 
Commissioner Splawn dissented in part, saying he disagreed 
with the finding that imposed the mileage circuity limitations 
effective six months after the termination of the present war. 
From and to these points, said he, the rates on packing house 
products generally, except the fresh meats embraced in these 
proceedings, were on the class-rate basis which, he said, meant 
that such rates might be applied over the customary class-rate 
routes. As the proposed rates on the fresh meats were sub- 
stantially higher than the class rates applicable on other pack- 
ing house products, he said he would limit the relief to routes 
that did not exceed in length the longest routes over which 
relief was authorized in connection with the corresponding 
class rates. 


Hardwood Lumber 


No. 28861, E. J. Stanton & Son vs. Atchison, Topeka & 
Santa Fe Railway Co. et al. By division 2. Dismissed. Car- 
load shipments of hardwood lumber from the Philippine Islands 
to Los Angeles Harbor, Calif., stored at the port, and reshipped 
to Canadian destinations, found to be foreign commerce not sub- 
ject to the interstate commerce act. Rates applicable for trans- 
portation within the United States of carload shipments of hard- 
wood lumber from Los Angeles, Calif., to Canadian destinations, 
found not unreasonable or unduly prejudicial. The report said 
the record contained no evidence of competition between com- 
plainant and shippers at north Pacific ports, and that com- 
plainant had not shown that it was subjected to undue preju- 
dice by reason of the maintenance of the alleged preferential 
rates from north Pacific coast ports. The report said the record 
showed that no shipments of Philippine lumber had been made 
from north Pacific coast ports over routes within the United 
States to the involved Canadian destinations in 1940, 1941, and 
1942. It was found that the domestic rates from Los Angeles 
to Port Huron and Detroit, Mich., were applicable for that 
part fo the through transportation that took place within the 
United States, on the shipments that originated at Los Angeles, 
and that these rates were not shown to have been unreasonable 
or unduly prejudicial. 
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Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 1003, Sub. 8, Meyer Transit Co., Inc., Davis, W. Va., 
extension. Certificate granted. Passengers and their baggage, 
and express, mail, and newspapers in the same vehicle with 
passengers, (a) between Davis and Franklin, W. Va., over a 
specified route, and return over the same route serving all 
intermediate points; and (b) between Elkins and Harman, 
W. Va., over U. S. highway 33, serving no intermediate points, 
authority granted not to be construed as duplicating any pres- 
ently-held authority. 


*MC 77365, Sub. 4, North South Freightways, Inc., Pater- 
son, N. J., extension. Certificate denied. General commodities, 
between New York, N. Y., and points in N. Y. and N. J. within 
50 miles of New York City, Allentown, Pa., and Philadelphia, 
Pa., and points within 20 miles of those points, and Lehighton 
and Weissport, Pa., on the one hand, and, on the other, all points 
in Miéss., over irregular routes. 


MC 95463, Sub. 2, Royal Cadillac Service, Inc., New York, 
N. Y., common carrier—new operations. Certificate denied. 
Passengers and their baggage, and express and newspapers, 
between New York, N. Y., and certain points in Sullivan and 
Ulster counties, N. Y., over regular routes, serving specified 


intermediate and off-route points. Commissioner Lee noted a 
dissent. 


*MC 104481, Sub. 1, E. H. Moorman, Indianapolis, Ind., 
common carrier. Certificate granted. Masonry contractors’ 
equipment and supplies, between points in Ind., on the one hand, 
and, on the other, points in Ill., Ky., Mich., and O.; (2) ac- 
coustical blocks, brick, building and roofing tile, cement, cinder 
blocks, clay products, concrete blocks, flexicor, flue lining, 
hadite blocks, lime, metal lath, mortar, plaster, concrete re- 
enforcing steel, rough and dressed stone, and sewer tile, from 
points in Ind. to points in Ill., Ky., Mich., and O., and same 
commodities, unused, damaged, or rejected in return move- 
ments; and (3) brick from Danville, Ill., to points in Ind. 


MC 100279, Sub. 1, M. L. Brady, Binghamton, N. Y., con- 
tract carrier. Permit denied. Applicant’s operation in trans- 
porting petroleum products from Kingston, Pa., to Binghamton, 
N. Y., found to be that of a contract carrier, but not consistent 
with the public interest. The report said there was no testi- 
mony that authorized motor carriers service from Kingston 
to Binghamton was now inadequate, and that there was no 
testimony or evidence to show any such future need. If appli- 
cant’s service was actually needed for the duration of the 
present emergency, despite the apparently adequate service now 
available, the report said applicant might file an application 
for appropriate temporary authority. 


*MC 41098, Sub. 1, Busy Bee Transfer & Storage Co., Inc., 
Dallas, Tex., extension. Certificate granted. Household goods, 
between points in Mich., Wis., and D. C., and (2) between points 
in Mich., Wis., and D. C., on the one hand, and, on the other, 
points in Ala., Ark., Calif., Colo., Fla., Ga., Ill., Ind., Kan., Ky., 
La., Md., Miss., Mo., Neb., N. J., N. M., N. Y., N. C., O., Okla., 
Pa., S. C., Tenn., Tex., Va., and W. Va., over irregular routes. 


*MC 95979, Sub. 1, Earl H. Dallmeyer, Pittsfield, Mass., 
extension. Certificate granted, and holding by applicant of cer- 
tificate and permit issued in MC 15792 found consistent. In 
MC 95979, authority granted as to (1) machinery, between Pitts- 
field, Mass., on the one hand, and, on the other, points in Conn., 
N. J., N. Y., Pa., R. I., and Vt.; and (2) household goods, be- 
tween Pittsfield and points within 35 miles thereof, on the one 
hand, and, on the other, points in Pa., all over irregular routes. 

*MC 39720, Sub. 3, Arthur J. Herron, Salem, O., extension. 
Certificate denied. General commodities, in truckloads, over 
irregular routes, between Salem, O., and points in IIl., Ind., 
Mich., N. Y., N. J., Pa., and W. Va. 

*MC 1353, Sub. 4, M. H. Hummel, Allentown, Pa., exten- 
sion. Permit denied. Cocoanut oil, cocoanut oil products, lard 
substitutes or compounds, cooking oils, glycerine, stearine, toilet 
preparations, soap, soap products, from Port Ivory (Staten 
Island), N. Y., to Lock Haven and Williamsport, Pa., and 
empty containers and rejected shipments on return to Port 
Ivory, over irregular routes. 

*MC 25153, Sub. 2, Thomas H. Martin, Waynesboro, Pa., 
extension. Certificate granted. Machinery and machinery parts, 
over irregular routes, between Waynesboro, Pa., on the one 
hand, and, on the other, points in Va., W. Va., Md., Del., N. J., 
and N. Y., within 250 miles of Waynesboro, except to the extent 
authorized in MC 25153. 
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Railroad Abandonments 


Lexington Terminal 


By a report and certificate in Finance No. 14442, Lexington 
Terminal Railroad Co. et al. Abandonment, the Commission, 
division 4, has permitted abandonment by the Lexington Ter- 
minal Railroad Co., and abandonment of operation by the 
Atlantic Coast Line Railroad Co., and the Louisville & Nash- 
ville Railroad Co., lessees, of a line of railroad extending from 
a convict camp about a mile and a half from Crawford, Ga., to 
Lexington, Ga., 1.43 miles, in Oglethorpe county, Ga. 


Alton 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 14351, Alton Railroad Co. Trustee Abandonment, has rec- 
ommended denial of the application for authority to abandon 
a branch line of railroad extending from a point at or near 
South Main Street in Carrollton, to East Hardin, approximately 
19.4 miles, in Greene and Jersey counties, Ill. The report said 
the facts of record did not warrant abandonment. The indus- 
tries served by the branch, especially the apple-growing inter- 
ests in the vicinity of East Hardin, had shown considerable need 
for rail-transportation facilities, it said, and that the need for 
rail transportation was growing more urgent with the curtail- 
ment of truck operations. The cost of the additional truck haul 
20 miles to shipping points on other lines of railroad, for the 
apple-growing interests alone, would be over $13,000 a year, 
based on 1942 business, it said, while the system loss from 
operation of the branch that year was shown by the applicant 
to be $8,363. It was clear, it said, that the inconvenience to 
the shippers, and the losses to the public occasioned by longer 
truck hauls, outweighed the burden that continued operation of 


the branch would impose on the applicant or an interstate com- 
merce. 


Rock Island 


By a report and certificate in Finance No. 14465, Chicago, 
Rock Island & Pacific Railway Co. Trustees Abandonment, etc., 
the Commission, division 4, has permitted abandonment by 
Joseph B. Fleming and Aaron Colnon, trustees of the Rock 
Island, of a line of railroad extending from a point near Perlee, 
to Eldon, and has authorized the construction by them of a line 
between the same points, all in Jefferson and Wapello counties, 
Ta. 

M-K-T 

The Commission, division 4, on request of the applicant, has 
dismissed the application in Finance No. 14287, Missouri-Kan- 
sas-Texas Railroad Co. The proceeding involved a request for 
permission to abandoning a line of railroad less than one mile 
long, extending between Krebs Junction and Krebs, Okla. 


Seaboard Air Line 


By a report and certificate in Finance No. 14461, Seaboard 
Air Line Railway Co. Receivers Abandonment, the Commis- 
sion, division 4, has permitted abandonment by Legh R. Powell, 
Jr., and Henry W. Anderson, receivers of Seaboard, of a por- 
tion of a branch line of railroad in Manatee county, Fla., 1.3 
miles long, extending from Fletcher to Terra Ceia. 


Cc. A. & S. 


Losses that a carrier might suffer in the future were not 
sufficient to warrant abandonment of a line of railroad, said the 
War Food Administrator in a brief submitted to the Commis- 
sion in Finance No. 14358, Chicago, Attica & Southern Railroad 
Abandonment. The application involved a request for authority 
to abandon a line of railroad extending from Morocco to Vee- 
dersburg, in Newton, Benton, Warren, and Fountain counties, 
Ind., approximately 59.1 miles. 

The War Food Administrator maintained that Dulien Steel 
Products Co., owner of the road, had made its purchase of the 
road with full knowledge that its predecessor in interest had 
been granted authority by a federal court to purchase the rail- 
road with the specific condition that it continue operation of 
freight service over the road. A large agricultural area was 
dependent on the road for its transportation, and truck trans- 
portation would not be available to substitute for the service 
of the road, he said. He alleged, further, that the present own- 


_ ers had not attempted in good faith to operate the railroad at a 


profit; and that no attempt had been made by the applicant to 
obtain the service of a manager with railroad operating experi- 
ence. The general manager had been appointed, he said, pri- 
marily for the purpose of supervising the dismantling of the 
abandoned sections, “and to take such steps as were necessary 
to insure an adequate return to the owners for the sale of rail- 
road equipment material used in the operation of the line.” 

It was “significantly unusual,” he said, that, in 1943, $21,- 
761.12 had been spent for the single item of repair to three 
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locomotives, and that it was apparent that ‘one of Mr. Lands- 
berger’s chief duties was to place in good condition, at the ex- 
pense of the operating corporation, the railroad’s equipment so 
that it could be sold at an advantageous price.” 


Mixed Carload Rule 


Various commercial interests, interveners in No. 28989, 
Illinois Territory Industrial Traffic League vs. Union Pacific 
Railroad Co. et al., have filed with the Commission briefs set- 
ting forth arguments for or against a proposal by the com- 
plainant in No. 28989 to “modernize” Rule 10 of the Consoli- 
dated Freight Classification so as to apply, with respect to 
articles combined in a mixed carload, the carload class or com- 
modity rate applicable to each article, instead of applying on 
the entire carload the highest rate applicable to any article in 
the mixture, as presently provided by Rule 10. A brief in sup- 
port of the complaint has been filed by the War Department, 
through its Judge Advocate General; the defendant railroads 
have filed a brief in support of their position that Rule 10 
should not be changed, and the complainant, in its brief, has 
stated its arguments to the contrary. 

Several of the interveners opposing the complaint expressed 
a belief that adoption of the Illinois league’s proposal would 
result in the destruction of the business of jobbers, wholesalers 
and warehousemen by doing away with the existing commer- 
cial advantage to be had by obtaining specific commodities in 
carload lots and by opening the way for purchases by retailers 
of mixed shipments in carload lots. 

The Illinois league said in its brief that adoption of the 
proposed “modernized” rule would tend to lessen the number 
and reduce the complexity of the present “innumerable” special 
tariff provisions on carload mixtures, would tend to temper the 
losses of less-carload traffic by the railroads to motor trucks, 
etc., would improve transportation service for the public, would 
improve railroad earnings through comparatively greater use 
of carload transportation, with concentrated loadings instead 
of “less profitable l.c.l. freight, and would reduce the impor- 
tance of and need for so-called all-commodity rates or all- 
freight rates. It charged that the “platform” of the opposing 
interveners was, “Good health and long life to the jobber! Let 
no one endanger his profit margin!” The league said the pres- 
ent rule actually observed in eastern and southern territories 
was the same as that embodied in complainant’s proposed 
rule 10. 

Position of War Department 


The War Department averred that the “basic and most 
important” consideration favoring the rule proposed by the 
Illinois league was that under this proposal “the aggregate 
transportation on mixed carload shipments would be deter- 
mined with due regard to the transportation characteristics of 
each commodity, in that the total charges would be computed 
on the basis of the carload rate applicable to each individual 
article.” It said that the “modernized” rule would be in har- 
mony with the purpose of General Order No. 18 of the Office 
of Defense Transportation. Deficits in loadings should be 
charged for at the rate applicable to the article having the 
highest minimum weight, it contended. With respect to testi- 
mony that land-grant rate deductions would continue to be 
applicable under the “modernized” rule, the War Department 
said that such evidence was “immaterial in that land-grant 
deductions cannot properly be considered by the Commission 
in determining . . . the reasonableness of rules. .. .” It joined 
the complainant in asking the Commission to find the present 
Rule 10 unjust and unreasonable. 

The Wisconsin Paper & Pulp Manufacturers Traffic Asso- 
ciation advocated adoption of the proposed “modernized” rule 
so that the paper products of its members might be combined 
in carloads “without rate penalties.” Such penalties, it said, 
were “in the nature of excess charges for which no additional 
transportation service is performed.” The Aeronautical Cham- 
ber of Commerce of America, Inc., supported the complainant’s 
position and said the defendants’ testimony was based on “the 
loss they insist will result if the small shipper is permitted to 
consolidate his shipments and offer them to the carrier as a 
carload consignment.” 


Contentions of Defendants 


Western trunk line and transcontinental railroads, defend- 
ants, in their brief declared that the only issue in the case was 
whether or not the charges under present Rule 10 and under 
the mixing rules contained in the transcontinental westbound 
tariffs were unjust and unreasonable. They said that, while 
the small volume shippers might be benefited by the proposed 
change in the mixing rules, the principal benefit would be to 
the large volume shippers; that the proposed rule was unrea- 
sonable because it disregarded “the fundamental principle that 
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the minimum weight is a component part of the rate’’; that it 
would probably result in unlawful discrimination and undue 
preference and prejudice; that it could not be effectively policed 
so as to assure the correct assessment of charges, and that it 
was objectionable because it would permit “manipulation” in 
connection with the application of the lowest rate’ on any 
deficit in the minimum weight, in place of the highest rate, as 
in the present Rule 10. The railroads said the burden of proof 
on the propositions that Rule 10 produced unreasonable charges 
and that the proposed rule would produce maximum reasonable 
charges and would not result in unlawful discrimination or 
undue preference and prejudice had not been sustained. South- 
western railroad defendants, in a separate brief, argued that 
there was a general recognition of the carload as a distinct 
unit of shipment, that the differences between less-carload and 
carload shipments were reflected in the rate structure and were 
distinctive one from the other, and that to accede to complain- 
ant’s prayer would result in “fa scrambling of this rate struc- 
ture to the detriment of carriers’ financial well-being and of 
the commercial interests in southwestern territory.” 


Green Bay Jobbers 


A brief filed in behalf of five companies, described as job- 
bers at Green Bay, Wis., stated a position generally in agree- 
ment with that of the railroads. Likewise, the Sheffield Steel 
Corporation argued that, since shippers of straight carload 
quantities were required to abide by tariff minimum loading 
requirements, it was not unreasonable to require shippers of 
l.c.l. quantities of the same articles in mixed carloads to pay 
the highest rate and the highest minimum on any article in 
the mixed carload. The Green Bay Traffic Association said 
that under the proposed rule the “established legitimate job- 
ber” would be subject to competition of the “irresponsible fly- 
by-night peddler who would be enabled to distribute various 
lines of merchandise including paper directly from a single car 
to local consumers.” 


West Coast C. of C. Views 

Chambers of Commerce of Oakland, San Francisco and 
Sacramento, Calif., and the Industrial Traffic Club of San Fran- 
cisco, parties to one brief, averred that the proposed rule would 
cause “irreparable injury” to manufacturers and jobbers in 
western territory. They said that, given an opportunity to 
ship less-carload lots into the western territory at carload 
rates, manufacturers, jobbers and others located at Chicago 
and other eastern points would have “an unjust and undue 
advantage over the manufacturers and wholesalers in the west 
that would be ruinous to the latter, and destructive to the 
future development of industry in the entire area.” 

The Kansas City, Mo., and Springfield, Mo., Chambers of 
Commerce and the Industrial Traffic Managers Association of 
Kansas City, joining on brief, contended that not one reason 
had been shown for the establishment of the proposed rule 
“except the desire and wish of eastern shippers to reduce the 
charges on their commodities into western territory and secure 
more business for themselves.” If the proposed rule went into 
effect, they said, it would be found that the eastern interests 
had received substantial reductions in rates or charges and that 
the western interests had been placed at a “corresponding and 
severe disadvantage.” 


PORT STORAGE PROTEST 


The National Industrial Traffic League has asked the Com- 
mission to suspend paragraph (b) of supplement 14 of freight 
tariff 116-B, Local, Joint and Proportional Freight Tariff, in- 
cluding Lighterage and Terminal Regulations in New York 
Harbor and Vicinity, Agent W. S. Curlett’s I. C. C. No. A-788, 
effective April 6. 

The supplement, said the League, provided for reduction 
in the free time on export shipments held in cars at New York 
to not exceeding 7 days, in accordance with service order No. 
183, to which the protest was not directed, but added that the 
supplement also carried a change not required by the service 
order. This change, it said, reduced the free storage time al- 
lowed in shipments while held in storage in other than cars 
to the same limit. This change was not only not contemplated 
by service order No. 183, it said, but would tend to defeat the 
purpose of bringing about release of cars. 

In its reply to the protest of the League, the Trunk Line 
Association said the holding of freight in cars or in carriers’ 
warehouses or on carriers’ premises for exportation “runs hand 
in hand.” The reply continued: 


To divorce one from the other would set up not only an impossible 
situation from a practical standpoint but also one of discrimination, 
due to the fact that on account of labor shortage under present day 
conditions, the carriers cannot unload all the cars upon arrival and, 
therefore, reserve the right at their option to hold such freight in 
cars. In other words, the shipper whose freight would be held in the 
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ear would be confined to seven days’ free time, whereas the shipper 


who had his freight unloaded from the car would be allowed ten days’ 
free time. 


The solution, said the association, was to approach the 
problem from a practical standpoint in order to maintain a 
parity of free time allowance on export freight whether held 
in or out of cars. The suspension of the rule as sought by the 
League, said the association, would disrupt this parity and 
would not be in the public interest. 

It asked the Commission to permit the paragraph carrying 
the rule to become effective concurrently with the effective 
date of service order No. 183. It pointed out that the Commis- 
sion had postponed the effective date of service order No. 183 
from March 1 to April 6 so as to permit the carriers to accord 
the same free time allowance at north Atlantic ports on export 
freight whether held in or out of cars (see Traffic World, 
March 4, p. 602). 


PROTECTIVE SERVICE AGAINST COLD 


The Maine Potato Growers and Shippers Committee, Inc., 
has filed with the Commission a brief in No. 20769, Charges for 
Protective Service to Perishable Freight, Protective Service 
Against Cold, expressing approval of the rates recommended 
by Examiner F. L. Sharp in his proposed report in that pro- 
ceeding (see Traffic World, Aug. 14, 1943, p. 357) and showing 
dissatisfaction with the railroads’ present treatment of potato 
shipments. 

The committee estimated that the loss hecause of frost 
damage to Maine potatoes in transit in the winter of 1942-1943 
was “in the neighborhood of $200,000” and that the loss in the 
winter of 1943-1944 was even greater. 

“It is our belief,’ said the committee in its brief, “that a 
greater part of the financial loss to the potato growers and 
shippers in Maine, in addition to the loss of valuable food to the 
consumers of the nation because of transit frost incurred on 
Maine potato shipments the last two seasons, is very much due 
to apathy and indifference on the part of the carriers since they 
have had no financial responsibility. It appears a matter of 
complete indifference to them as to whether or not the ship- 
ments arrive at destination in proper condition. It is our belief 
they should be charged with responsibility and that carriers’ 
protective service on Maine potatoes would force the carriers 
to give the shipments the service and attention they well merit.” 

In the report of a hearing held by Examiner F. L. Sharp at 
Chicago, March 15, in No. 20769, charges for protective service 
to perishable freight, protective service against cold (Traffic 
World, March 18, p. 716), it was erroneously stated that the 
examiner had issued a supplementary proposed report in the 
case last August recommending that the railroads increase their 
charges for heater service on shipments of perishables. The 
report—the first in the case, not supplemental—proposed among 
other things that the charges be based on “average distance 
scales” and in dollars and cents carload, rather than, as at 
present, in cents a hundred pounds. In some cases the change 
in basis would result in increased and in others in decreased 
charges in normal times, though, at present, with heavier 
loadings prevailing under O. D. T. regulations, the effect would 
be to decrease the charges for the service. As stated in the 
report, however, the hearing was held for the purpose of re- 
ceiving evidence on the effect of the ‘‘average distance scale” 
basis on movements to gateways, and there was no testimony 
concerning the level of the charges. 


MOTOR FINANCE CASES 

MC F-2482, Far-Go Truck Lines—Purchase—Georgia Motor Express, 
Inc. Application for authority under section 210a(b) of Far-Go Truck 
Lines of Memphis, Tenn., for temporary operation of a portion of the 
motor carrier rights and properties of Georgia Motor Express, Inc., of 
Atlanta, Ga., granted with conditions. 

MC F-2370, John D. Bair, Jr., and G. R. Watkins—Control; Blue 
Line Transfer Co., Inc.—Consolidation—John D. Bair, Jr., R. F. Cage, 
and G. R. Watkins. Consolidation into Blue Line Transfer Co., Inc., of 
Chester, Pa., of operating rights and property of John D. Bair, Jr., 
doing business as Wehaulem, of Eddystone, Pa., and R. F. Cage and 
G. R. Watkins, partners, doing business as Blue Line Transfer Co., 
also of Chester, and acquisition of control of said properties by John 
D. Bair, Jr., and G. R. Watkins, through said consolidation, approved 
and authorized, subject to condition. 

MC F-2474, Stacey W. and Louis M. Wade—Lease—Queen City 
Coach Co. Application for authority under section 210a(b) of Stacey 
W. and Louis M. Wade, doing business as Durham-Dunn Bus Company, 
of Fuquay Springs, N. C., for temporary operation of a portion of the 
motor carrier rights and properties of Queen City Coach Company, of 
Charlotte, N. C., denied. 

MC F-2450, Strickland Transportation Co., Inc.—Lease—Austin 
Franklin Akin. Application for authority under section 210a(b) of 
Strickland Transportation Co., Inc., of Dallas, Tex., for temporary 
operation of a portion of the motor carrier rights of Austin Franklin 
Akin, doing business as Akin Truck Line, of Shreveport, La,, granted, 
with conditions. 
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Proposed Reports 


Railroad, Water, and Motor Transport 





in I. C. C. Cases 





Illinois Intrastate Coal Rates 


The controversy concerning coal rates from Kentucky, Indi- 
ana, and Illinois to points in northern Illinois, and to points in 
southern Wisconsin, involving Illinois intrastate rate relation- 
ships, is discussed in a proposed report in No. 28881, Bitumin- 
ous Coal Rates Within Illinois, embracing I. and S. No. 5139, 
Coal to Beloit, Wis., and Northern Illinois, by Examiner R. N. 
Trezise, now retired. Pointing out that the Commission had 
before it in the instant proceedings the “very controversy, at 
least in principle, that was considered and decided in Coal 
to Illinois and Wisconsin, 232 I. C. C. 151, concerning proposed 
increased rates from Indiana to Northern Illinois destinations 
and the concurrent proposal to increase the intrastate rates 
from [Illinois origins to northern Illinois destinations,” the 
examiner proposed the following findings: 


The Commission should find that the proposed rates are not such as 
might be prescribed upon a record sufficient to correct the many incon- 
sistencies that are illustrated in the appendices to the report, but that 
the proposed adjustment with all of its infirmities is a step in the direc- 
tion of curing a maladjustment that has existed for many years, and 
has greater merit from the standpoint of justness and relative reason- 
ableness than the present lower level of rates. 

The Commission should further find that the proposed intrastate and 
interstate rates will not have an unfavorable effect on the national econ- 
omy nor impair the government’s anti-inflation program. 


The Commission should further find that the proposed increased 
rates on interstate shipments of coal, in carloads, from Indiana and 
western Kentucky to Beloit, Wis., and points in northern Illinois as 
published in tariffs described in appendix F, of which representative 
rates are set forth in column headed ‘‘Approved as reasonable in the 
present proceeding’’ in appendix A, are and for the future will be rea- 
sonable rates for application on interstate traffic. 


The Commission should further find that the present record defi- 
nitely establishes that coal from Indiana and western Kentucky, and 
from Illinois mines is highly competitive at Rockford and other northern 
Illinois points to which it is proposed to increase the rates from Illinois 
origins in the Illinois proceedings heard jointly on the present record, 
and that there is a substantial movement of coal from [Illinois mines 
and from Indiana and western Kentucky mines, or both, to these 
northern Illinois destinations. It should further find that the movement 
of such coal from the Illinois points or groups and to the Illinois desti- 
nations to which the rates are under suspension in the tariffs described 
in appendix F is at intrastate rates which are generally substantially 
lower, distance considered, than are the reasonable interstate rates, 
herein approved, under which such coal would move to the same desti- 
nations from Indiana and western Kentucky mines; that this disparity 
in rates would be greater than is warranted by the difference in trans- 
portation conditions from the Illinois mines, on the one hand, and the 
Indiana and western Kentucky mines, on the other; that any failure 
on the part of respondents to increase their intrastate rates on bitu- 
minous coal, in carloads, from Illinois coal rate groups to destinations 
in northern Illinois to the basis as proposed and set forth in their tariffs 
described in appendix F, concurrently with the increase of the pro- 
posed interstate rates from Indiana and western Kentucky to points in 
northern Illinois as described herein, will result in undue and unrea- 
sonable disadvantage and prejudice against shippers of coal and their 
traffic in interstate commerce and undue and unreasonable advantage 
and preference of shippers of coal and their traffic in intrastate com- 
merce from Illinois coal rate groups to the same destinations, and un- 
just discrimination against interstate commerce, in violation of section 
13(4) of the act. 

The Commission should further find that the establishment and 
maintenance of intrastate rates from the points or groups to the desti- 
nations from and to which the assailed rates apply which are no lower 
than the specific rates proposed in the tariffs described in appendix F, 
will result in non-prejudicial, non-preferential, and non-discriminatory 
rates. These findings necessarily should be given general application, 
and should it develop that in special instances the proposed findings 
would result in relatively higher intrastate rates within the state of 
Illinois than applies or would apply on interstate traffic, the Commis- 
sion’s attention should be directed to such instances in order that relief 
from the present findings may be given consideration. 


_. The examiner recommended entry of an order consistent 
with the findings, “unless it is avoided in cooperation with the 
a Commerce Commission and agreement of the respond- 
ents,” 

_ He disposed of the contention of the Office of Price Ad- 
ministration that the record had not established that the rev- 
enues of the carriers were insufficient to meet their expenses 
in the transportation of coal with a quotation from the Com- 

| Mission’s decision in Bicycles from Westfield, Mass., to New 
| England and East, 42 M. C. C. 442 to the effect that that in- 


} 





vestigation dealt with the lawfulness of the proposed rates. The 
quotation continued: 


The present basis might not be unreasonably low, and the proposed 
basis not unreasonably high. That there exists a zone of reasonable- 
ness in the measure of rates has long been recognized. The question to 
be determined is whether the proposed rates exceed a maximum rea- 
sonable basis. & 


After pointing out that three principal scales of rates had 
been prescribed in the Illihois territory for short-haul traffic, 
set forth in an appendix to the report, the examiner said that 
the proposed increased intrastate rates in Illinois were incon- 
sistent with each of the scales in the appendix. On the ques- 
tion of the differential relation between the rates from Fulton- 
Peoria and southern Illinois to northern Illinois destinations 
and the contention of the respondents that these differentials 
should be somewhat lower as at present than the differentials 
between those origins to Iowa and Wisconsin destinations to 
which the rates were relatively higher than within Illinois, the 
examiner said the question of altering the present differentials 
on this intrastate traffic to remove discrimination was not a 
primary issue in the proceeding. So long as the rates met the 
requirements of the interstate commerce act, he said, no 
disturbance was warranted, although it would seem that steps 


should be taken to remove some of the inconsistencies indi- 
cated in the report. 





Phillips Packing Water Rights 


In a proposed report in W-652, Phillips Packing Co., Inc., 
Common Carrier Application, the Commission’s Bureau of 
Water Carriers and Freight Forwarders has recommended that 
the applicant be found entitled to continue operation as a com- 
mon carrier by self-propelled vessels in the transportation of 
canned goods from Cambridge, Md., to Baltimore, Md., Norfolk, 
Petersburg, Richmond, Portsmouth, and Newport News, Va. 

The report said the applicant was a packer of canned foods 
operating canning plants at Cambridge, Md., and that its fleet 
of three vessels had been used in the transportation of canned 
goods sold by it. On inbound trips, it said, canning supplies 
were transported for the company’s own use, and that hard- 
ware and harness were occasionally transported from Balti- 
more and Richmond for a hardware company at Cambridge. 

It said that the canned goods transported by the applicant 
from Cambridge to the several ports were sold either f. o. b. 
factory or the company absorbed a portion or all of the cost 
for transportation. When the canned goods were sold f. o. b. 
factory, it said, the applicant added to the invoice its published 
rate, in a separate amount, for the transportation from Cam- 
bridge to the port where the shipment was delivered to an- 
other carrier for transportation to consignee. The transporta- 
tion of property sold f. o. b. production point was a service for 
the consignee, and applicant’s services as a water carrier were 
available to that part of the public having a need therefor by 
reason of purchases of canned goods from it, the report said. 
It added that, in view of the fact that the applicant performed 
transportation for compensation, and served that part of the 
public to which it sold canned goods, the Commission should 
find that its operations were those of a common carrier. 

Noting that the applicant used some vessels of not more 
than 100 tons cargo-carrying capacity, or not more than 100 
indicated horsepower, the report recommended that the author- 
ity granted authorize applicant to perform transportation both 
by small and large craft. 


a D. L. & W. MERGER 

By a proposed report in Finance No. 14433, Delaware, 
Lackawanna & Western Railroad Co., et al. Merger, etc., Ex- 
aminers R. Romero and G. M. Eddy have recommended that 
the Commission, division 4, find that the merger of the proper- 
ties of the New York, Lackawanna & Western Railway Co. 
into the D. L. & W. for ownership, management, and operation, 
and acquisition by the D. L. & W. of control of the N. Y. L. 
& W., through ownership of stock, were consistent with the 
public interest. 

The examiners also recommended that the D. L. & W. be 
authorized to issue certificates of deposit in respect of not 
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exceeding 98,320 shares of the capital stock of the N. Y. L. & 
W.; not exceeding $5,899,200 of first and refunding mortgage 
5 per cent bonds, series C; and $3,932,800 of income mortgage 
bonds, both of the N. Y. L. & W. division, and scrip certificates 
representing fractional interests in those bonds. 

They recommended also that the D. L. & W. be authorized 
to assume obligation in respect of the payment of the principal 
of and interest on $23,639,000 of bonds of the N. Y. L. & W. 
consisting of first mortgage 4 per cent gold bonds, series A, and 
first and refunding mortgage 4% per cent gold bonds, series B. 

The report said that an intervener, owner of 37 shares of 
stock of the N. Y. L. & W., had protested the application, ques- 
tioning the Commission’s jurisdiction on the ground that the 
proposal constituted but one step in a general program to 
merge various properties now being operated under leases by 
the Delaware company and that such general program was 
being presented piecemeal. Thus, it was contefided, the Com- 
mission was not afforded an opportunity to pass on the fairness 
of the entire plan; and that what appeared to be a merger was 
in fact a reorganization of the Delaware company and there- 
fore a matter within the provisions of section 77 of the bank- 
ruptcy act. Merger of the properties involved in this proceed- 
ing, said the examiners, was not dependent on the merger of 
other lessor properties, and that the matter was one over which 
the Commission had jurisdiction. 


SHERBURNE WATER RIGHTS 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-614, Sherburne Trans- 
portation Co., Inc., Common Carrier Application, has recom- 
mended that the applicant be found entitled to continue opera- 
tion as a common carrier (1) by self-propelled vessels in the 
transportation of commodities generally between ports and 
-points on the Mississippi River from Baton Rouge to New 
Orleans, inclusive, and on the Gulf Intracoastal Waterway and 
tributary and interconnecting waterways from New Orleans to 
New Iberia, inclusive; and (2) by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
commodities generally on the Mississippi River from St. Louis 
to Plaquemine, La. 


AMERICAN FREIGHT FORWARDING APPLICATION 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in FF-125, American Freight 
Forwarding Corporation Application, embracing FF-117, Ameri- 
can Carloading Corporation Application, has recommended that 
American Freight Forwarding Corporation be found to be a 
freight forwarder subject to the interstate commerce act. The 
bureau said the applicant should be granted a permit authoriz- 
ing it to forward commodities generally, in interstate com- 
merce, (1) between points in Massachusetts, Rhode Island, 
Connecticut, New York, New Jersey, Delaware, Maryland, 
Pennsylvania, Ohio, Michigan, Indiana, Wisconsin, [linois, 
Minnesota, Iowa, and Missouri; and (2) from points in the 
aforementioned states to points in Wyoming, Louisiana, Ten- 
nessee, Kentucky, North Dakota, South Dakota, Nebraska, 
Colorado, Kansas, Oklahoma, Arkansas, and Texas. 

The bureau recommended denial of that portion of the 
application requesting authority to perform forwarder opera- 
tions from points in Kentucky, Louisiana, Tennessee, Wyoming, 
North Dakota, South Dakota, Nebraska, Colorado, Kansas, 
Oklahoma, Arkansas, and Texas, saying that the evidence of 
past operations filed in support of the application had failed 
to show that it had performed such operations. 

The report said the applicants had requested that the two 
applications be consolidated and a permit be issued to Ameri- 
can covering their combined services. 





Proposed Reports 
Steel Mine Cars 


No. 28944, Utah Fuel Co. vs. Baltimore & Ohio Railroad 
Co. et al. By Examiner John Davey. Rates on steel mine cars, 
in carloads, from Barnesville, O., to Sunnyside and Clear Creek, 
U., unreasonable. Recommends award of reparation.*The re- 
port said the Commission should find the assailed rates were 
unreasonable to the extent that they had exceeded 154 cents 
to Clear Creek, and 163 cents to Sunnyside, and that the com- 
plainant was entitled to reparation of $1,065.97, with interest. 
It said defendants had stressed the adverse operating conditions 
over the mountainous route of the D. & R. G. W., as a reason 
for higher rates to the branch-line points, but pointed out that 
the greater portion of the total transportation service had been 
performed in the prairie states. It said also that ordinarily 
the defendants moved gondola cars empty to the point of load- 
ing at the mines, but that in this instance the cars were under 


TRAFFIC WORLD 


load of revenue freight and returned loaded with coal. Average 
earnings of 56.27 a car-mile and 16.81 mills a ton-mile under the 
$169-cent rate charge to Clear Creek, and of 68.36 a car-mile, 
and 17.60 mills a ton-mile under the 173-cent rate charged to 
Sunnyside were not justified by any fact or circumstance of 
record, and that earnings of 51.23 cents a car-mile, and 15.31 
mills a ton-mile under the 154-cent rate to Clear Creek, and 
60.17 cents a car-mile, and 16.58 mills a ton-mile under the 
rate of 163 cents to Sunnyside, were compensatory by any 
standard of measurement. The basic facts, the report said, 


showed the rates charged to have been unreasonable under 


any adjustment. 
Wood Pulp 


No. 28962, Kalamazoo Vegetable Parchment. Co. vs. Chi- 
cago, Kalamazoo & Saginaw Railway Co. et al. By Examiners 
L. Way and W. K. Berryman. Rate charged on wood pulp, in 
carloads, from Appleton, Wis., to Kalamazoo, Mich., from May 
26, 1940, to January 5, 1941, unreasonable. Recommend award 
of reparation. The examiners said the Commission should find 
that the rate assailed was unreasonable to the extent that it 
had exceeded 22 cents, and that the complainant was entitled 
to reparation. They said defendants admitted the rate charged 
had been unreasonable, and that they were willing to pay 
reparation on the same basis as was found reasonable in Kala- 
mazoo Vegetable Parchment Co. vs. Chicago, K. & S. Ry. Co., 
220 I. C. C. 665, that is, 90 per cent of sixth class, which, the 
report said, would be 23 cents as of the date of the shipments. 


Dairy Products, Etc. 


I. and S. M-2317, Dairy & P. H. Products—Central to 
Eastern Points. By Examiner Carmine Garofalo. Proposed mo- 
tor common carrier commodity rates and classification excep- 
tion rating on dairy and packing house products, in truckloads, 
representing increases, from points in central territory to points 
in trunk-line and New England territories, not shown just and 
reasonable. Recommends cancellation of suspended schedules 
and discontinuance. By schedules filed to become effective 
October 14, 1943, motor common carriers parties to tariff MF- 
I. C. C. No. A-1, of Eastern-Central Motor Carriers Associa- 
tion, agent, proposed to cancel column 50-K rates (approxi- 
mately 48 per cent of first class), minimum 20,000 pounds, 
published to meet rail competition, and permit application of 
class rates based on an exception rating of column 50 (50 per 
cent of first class), minimum 20,000 pounds. The report said 
the evidence of the respondents amounted principally to a claim 
that the present commodity rates from the several producing 
points in central territory discriminated unjustly against other 
producing and destination points in the respective territories 
and that if the proposed adjustment was permitted to go into 
effect it would result in uniformity as to commodities, origins, 
destinations, and carrier participation. Except for a compar- 
ison of the rates from the seven involved origins with the rates 
presently applicable from the same origins to other destinations 
in the same territory, no evidence had been presented to sup- 
port the allegation that the rates were unjustly discriminatory 
or gave undue and unreasonable preference to shippers or re- 
ceivers of dairy and packing house products moving on the 
rates, and subjected shippers or receivers of shipments moving 
on the higher rates to undue and unreasonable prejudice and 
disadvantage, said the report. It said further that the carriers 
had offered no information that would enable the Commission 
to relate the costs of transporting these products to the carriers’ 
total average costs. 


Commodity Rates in South 


I. and S. M-2329, Cancellation of Commodity Rates in the 
South. By Examiner Richard Yardley. Cancellation of com- 
modity rates on pulpboard, furniture, and citrus fruits and 
vegetables, resulting in the application of higher class rates 
between certain points in the south, just and reasonable. Rec- 
ommends discontinuance. By schedules filed to become effective 
November 23, 1943, Southern Motor Carriers Rate Conference, 
agent, on behalf of certain member carriers proposed to cancel 
commodity rates on the aforementioned products, between 
named southern points. On protest of the Acting Price Admin- 
istrator, the Lynchburg Chamber of Commerce and the Amer- 


ican Newspaper Publishers Association, operation of the pro- | 


posed schedules was suspended until June 23, 1944. None of 
the protestants appeared at the hearing, the report said, and 
that subsequently the suspended schedules on newsprint paper 
from Newport News, Norfolk, and Portsmouth to nine desti- 
nations in North Carolina, and on paper board or pulp board 
from Lynchburg to Greensboro were cancelled. The report said 


respondent for three years had been trying to clear its tariffs | route. 


of “paper’ rates. Prior to the publishing of the suspended 


schedules, it said, the proposals had been placed on the re- 


spondent’s public docket. There had been no objection from 
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either shippers or the carriers to the cancellation of the pro- 
posed rates, it said. It added that, although the proposed rates 
produced high truck-mile earnings, there appeared no reason 
for the maintenance of ratings lower than the classification or 
exception rating basis on shipments of articles that did not 
move between the points, and that the cancellation of the com- 
modity rates should be approved. 


Coal 


No. 28888, Middle States Fuels, Inc., vs. Atchison, Topeka 
& Santa Fe Railway Co. et al. By Examiner R. N. Trezise. 
Rates on bituminous coal, in carloads, from Atkinson, IIl., to 
Beloit, Wis., unjust and unreasonable to the extent that they 
exceeded the contemporaneous rates from the Fulton-Peoria 
group to the same destinations; rates on bituminous coal, in 
carloads, to Beloit, from mines in the Fylton-Peoria rate group 
in Illinois, not in violation of section 1 of the interstate com- 
merce act, except from Atkinson, but all of those rates unduly 
prejudicial against shippers from those mines and unduly pref- 
erential of shippers of like traffic from competing mines in 
Illinois, Indiana, and western Kentucky. Recommends that the 
Commission find that the maintenance of a differential greater 
than 24 cents, Fulton-Peoria over northern Illinois and less 
differentials than those indicated, over Fulton-Peoria group, 
from other groups as set forth in an appendix, ranging from 35 
cents under Springfield to 105 cents under western Kentucky, 
unduly prejudiced -coal operators in the Fulton-Peoria group 
and shipments of coal therefrom, and unduly preferred coal 
operators in the other groups named and shipments of coal 
therefrom, to the extent that they differed as maximum or 


minimum, as the case might be, from those set forth in the 
appendix. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
«he order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘biack face’’ type, 
with name of town or city following.) 


New York (Brooklyn)—MC 21479, Sub. 1, Sarah Edelstein, 
Benjamin Edelstein and A. Irving Edelstein, common carrier. 
Denial of certificate proposed. Household goods, between New 
York, N. Y., on the one hand, and, on the other, points in O., 
Va., Del., Md., and D. C., over irregular routes. 


Alabama (Mobile)—MC 86761, Sub. 12, Gulf Transport 
Co., extension. Certificate proposed. General commodities, with 
exceptions, between Bells and Humboldt, Tenn., over Tenn. 
highway 76, serving no intermediate points as an alternate 
route for operating convenience only, subject to conditions that 
service be auxiliary to, or supplemental of, rail service of the 
Gulf, Mobile & Ohio; that carrier shall not serve or interchange 
traffic at any point not a station on the rail line; and shipments 
to be limited to those received from or delivered to the railroad 
under a through bill of lading covering a prior or subsequent 
movement by rail. 


Minnesota (Minneapolis)—-MC 1509, Sub. 47, Northland 
Greyhound Lines, Inc., extension. Certificate proposed. Pas- 
sengers and their baggage, and express, newspapers, and mail 
in the same vehicle with passengers between junction U. S. 
highway 61 and Minn. highway 66 (north of Sandstone, Minn.) 
and Duluth, Minn., over a specified route, and return, serving 
the intermediate points of Askov, Bruno, Kerrick, Duquette, 
and Nickerson Corner, Minn. 

Minnesota (St. Paul) —-MC 22317, Fidelity Storage & Trans- 
fer Co., common carrier. Certificate proposed. Continuance in 
operation, household goods, between points in Ark., Calif., Colo.., 
Del., Ill., Ind., Ia., Kan., Md., Mich., Mo., Neb., N. J., N. Y., 
N. D., O., Pa., S. D., W. Va., Wis., and D. C., traversing Ky., 
U., and Nev., over irregular routes. Proposes finding public 
convenience and necessity require operation as to household 
| goods, between points in Tex., on the one hand, and, on the 

other, points in the aforementioned states, traversing Ky., Okla., 

U., and Nev., over irregular routes. 

_ New Hampshire (Manchester)—-MC 48388, Joseph E. Fal- 

tin, common carrier. Certificate granted, on further hearing. 
_ Continuance in operation, general commodities, with exceptions, 

between Manchester, N. H., and points in N. H. within 20 miles 
thereof, on the one hand, and Hartford and New Haven, Conn., 
——— and Worcester, Mass., on the other, over irregular 
routes. 

_ New York (Brooklyn)—MC 95180, Sub. 3, Harry Smolo- 

| witz and Morris Smolowitz, extension. Certificate proposed. 
| 


_ Household goods, between New York, N. Y., on the one hand, 
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and, on the other, points in O. and Va., over irregular routes, 
traversing highways in N. Y., Del., Md., N. J., O., Pa. Va., 
W. Va., and D. C. 

North Carolina (Rocky Mount)—MC 58021, Sub. 3, D. T. 
Ramsay, common carrier. Certificate proposed. Passengers and 
their baggage, newspapers, express, and mail, in the same 
vehicle with passengers, between Rocky Mount, N. C., and 
Oxford, N. C., over a specified route, and return over the same 
route, serving intermediate points; and between Wilton, N. C., 
and Creedmoor, N. C., over N. C. highway 56, serving all inter- 
mediate points. 

New York (Camden)—MC 57529, Sub. 1, Lawrence H. 
Perin, common carrier. Certificate proposed. General com- 
modities, with exceptions, between points in Oneida county, 
N. Y., and between points in that county, on the one hand, and, 
on the other, Altmar, Syracuse, and Williamstown, N. Y., over 
irregular routes. 

Tennessee (Memphis)—-MC 12284, Acme Storage Co., 
broker. Denial of license proposed. Household goods, between 
points in Ark., Miss., and Tenn., and between points in those 
states, on the one hand, and, on the other, all points in the 
United States. 

INinois (Chicago)—-MC 29130, Sub. 37, Rock Island Motor 
Transit Co., extension. Certificate proposed. General commodi- 
ties, with exceptions, serving Enterprise, Elkhart, Shipley, 
Fernald, McCallsburg, Garden City, Sherman, Buckeye, Brad- 
ford, Reeve, Chapin, and Hurley, Ia., as off-route points in con- 
nection with applicant’s presently authorized regular route 
operations over U. S. highway 65 between Des Moines and 
Mason City, Ia., subject to any conditions now attached to that 
operating authority. 

Kansas (Marysville)—-MC 52346, Sub. 2, C. L. Hancock, 
extension. Certificate proposed. General. commodities, with 
exceptions, (1) between Seneca and Fairview, Kan., over re- 
located U. S. highway 36; (2) between Sabetha, Kan., and 
junction of U. S. highway 75 and relocated U. S. highway 36, 
near Fairview, Kan., over U. S. highway 75; and (3) between 
Oneida, Kan., and junction of an unnumbered highway extend- 
ing south from Oneida with new. U. S. highway 36, near Seneca, 
Kan., over the unnumbered county highway; all routes to be 
used for operating convenience only, with service to no inter- 
mediate points. 

Missouri (Belton)—-MC 61128, Sub. 2, J. A. Miller, exten- 
sion. Certificate proposed. General commodities, with excep- 
tions, serving intermediate and off-route points of Kansas City, 
Mo., and the Grandview, Mo., airport, in connection with appli- 
cant’s regular route operation between Belton, Mo., and Kansas 
City, Kan., authorized in MC 61129. 

Nebraska (Omaha)—MC 73381, Sub. 2, Harris Truck Lines, 
Inc., extension. Denial of certificate proposed. Fresh meats, 
packing house products, frozen poultry, eggs, and dairy prod- 
ucts, canned goods, oleomargarine, and hides and pelts, from 
Denver, Colo., to Chicago, Ill., from Chicago to Omaha, and 
from Omaha, Neb., over irregular routes. 

California (San Francisco)—-MC 78786, Sub. 136, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, between Monrovia, Arcadia, and Sierra Madre, 
Calif., over irregular routes, subject to condition that service 
be limited to that auxiliary to or supplemental of the rail serv- 
ice of Southern Pacific Co. or the Pacific Electric Railway Co.; 
that shipments be limited to those applicant may receive from 
or delivery to either railway, such shipments to receive a prior 
or subsequent movement by rail. 

Nebraska (Omaha)—MC 86484, Sub. 5, George W. Rickerd, 
extension. Denial of permit proposed. Malt beverages, in con- 
tainers, from Omaha to points in Cherokee, Crawford, La Bette, 
and Montgomery counties, Kan., over irregular routes. 

New York (Brooklyn)—MC 93713, Sub. 2, Joseph Lieber- 
man, common carrier. Denial of certificate proposed. House- 
hold goods, between New York, N. Y., on the one hand, and, 
on the other, points in Mich., Ill., W. Va., and O., over irregular 
— traversing highways in Ind. for operating convenience - 
only. 

Kansas (Hutchinson)—MC 3102, Sub. 4, William C. Shaw, 
extension. Certificate proposed. General commodities, with 
exceptions, between Hutchinson, Kan., and Kansas City, Mo., 
over a specified route, and return, serving no intermediate 
points, subject to the surrender by applicant of its certificate 
in MC 3102. 

Kansas (Wichita)—MC 30600, Sub. 40, Santa Fe Trail 
Transportation Co., extension. Certificate proposed. Passengers 
and their baggage, and express, mail, and newspapers, in the 
same vehicle with passengers, (1) between Marion, Kan., and 
junction of U. S. highways 77 and 50S, near Florence, Kan., 
over U. S. highway 77; and (2) between junction of U. S. high- 
ways 77 and alternate 77, near Marion, and junction of U. S. 
highways 50S and alternate 77, near Wagner, Kan., over U. S. 
highway alternate 77. 
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Kansas (Wichita)—-MC 30605, Sub. 42, Santa Fe Trail 
Transportation Co., extension. Certificate proposed. General 
commodities, serving Marion, Kan., as an intermediate point 
in connection with its presently authorized regular routes as 
shown in its certificate in MC 30605 of November 13, 1943. 

Missouri (St. Louis)—-MC 88982, Sub. 15, Frisco Transpor- 
tation Co., extension. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers, in the same 
vehicle with passengers, between the junction of U. S. high- 
ways 60 and 71 and Camp Crowder, Mo., over U. S. highway 71. 

New York (Ellenville)—-MC 104836, Conway Wisdom, com- 
mon carrier. Certificate proposed. Household goods, between 
Ellenville, N. Y., and points within 10 miles of Ellenville, on 
the one hand, and, on the other, points in Conn., Mass., N. J., 
N. Y., and in a described area of Pa., over irregular routes. 

INlinois (Pittsfield)—-MC 104857, Lennie Newman, contract 
carrier. Permit proposed. Apples, from Setpember 1 to May 1, 
inclusive, of each year, from Pittsfield, and points within 2 
miles thereof to St. Joseph and Kansas City, Mo., over specified 
routes. 

New York (Hoosick Falls)—-MC 104864, Henry Kyer, con- 
tract carrier. Denial of permit proposed. Corrugated paper 
packing cases, from Cohoes, N. Y., to Greenfield, Westfield, and 
North Adams, Mass., and Brattleboro, Bellows Falls and Ben- 
nington, Vt.; paper, in rolls, from Bellows Falls, Vt., to Cohoes, 
N. Y., over irregular routes. 

New York (Clinton Corners)—-MC 104735, Claude Burdick, 
Jr., common carrier. Denial of certificate proposed. Fertilizer, 
from South Kearney, N. J., to Pine Plains, N. Y., and points 
within 10 miles of Pine Plains; coal, from Scranton, Pa., and 
points within 20 miles thereof, to Clinton Corners, and points 
within 10 miles thereof, over irregular routes. 

Pennsylvania (Connellsville)—MC 104653, Clyde Miller, 
common carrier. Certificate proposed. Household goods, between 
Connellsville, Pa., and points within 10 miles thereof, on the 
one hand, and, on the other, points in O., Md., and W. Va., over 
irregular routes. 

New York (Ellenville)—-MC 104509, Sub. 1, Morris Levine, 
common carrier. Denial of certificate proposed. Passengers and 
their baggage, in non-scheduled door-to-door service, limited 
to the transportation of not more than six passengers in any 
one vehicle not including the driver, and not including children 
under 10 years of age who do not occupy a seat or seats, between 
New York, N. Y., on the one hand, and, on the other, Ellen- 
ville, N. Y., and points within 15 miles of Ellenville. 

Pennsylvania (Easton)—-MC 78027, Sub. 1, Bean, Inc., ex- 
tension. Denial of certificate proposed. Commodities requiring 
specialized handling and rigging, between points in Pa. and 
N. J., over irregular routes. 


UNCONTESTED FINANCE CASES 


Third Supplemental Report and Order in F. D. No. 13638, Chicago 
& North Western Railway Co. Trustee Equipment Trust Certificates, 
further modifying prior reports and orders so as to permit the sub- 
stitution under the equipment trust of certain equipment. Approved. 

Supplemental report and order in F. D. No. 13477, Detroit, Toledo 
& Ironton Railroad Co. Securities, granting authority to modify 
$1,000,000 of first and refunding mortgage gold bonds, series A, so as 
to change the designation thereof to first mortgage 4 per cent bonds, 
series A, reduce the rate of interest thereon from 5 to 4 per cent per 
annum, advance the maturity date from January 1, 1981, to January 1, 
1967, and modify the sinking fund and redemption features and certain 
other provisions thereof in conformity with the existing mortgage as 
modified by a first supplemental indenture dated October 1, 1941. 
Approved. 


COMMISSION ORDERS 

MC 43274, Herbert White, dba White’s Express and Transfer Co., 
formerly White’s Express & Transfer, Inc., common carrier application. 
Reopened for further hearing. Order of January 24, as subsequently 
modified to become effective May 15, insofar as it denied application, 
vacated. 

No, 28960, Diamond Fertilizer Co. et al. vs. Aberdeen & Rockfish 
et al., and No. 28960 Sub. 1, American Agricultural Chemical Co. vs. 
Same. Order of January 26, modified to become effective July 5, on not 
less than 30 days’ notice, instead of May 4. 

1. & S. M-2284, Bentonite from Montana and Wyoming to South Da- 
kota. Request of protestants for rehearing denied. 

1. & S. M-2154, Minimum rate restrictions to, from, within south- 
west, I. & S. M-2158, Class rate minima in central and western states, 
1. & S. M-2168, Ratings, rates, exceptions—to or from Kansas or Mis- 
souril points, I. & S. M-2182, Class, rates and restrictions—to or from 
western states, I. & S. M-2188, Dairy products—rates and restrictions— 
in western states, and |. & S. M-2218, Rate restrictions in midwest. 
Time within which respondents are required to cancel suspended sched- 
ules postponed from April 1 to May 15. 

MC-C 381, Ratings—airplane motors in west and northwest. Respon- 
dent having filed schedules effective March 13, canceling schedules under 
investigation, proceeding discontinued. 

W-191, Babbidge & Holt, Inc., common carrier application. Protes- 
tants granted leave to file petition for reconsideration on or before 
April 25. 
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W-115, Chotin & Pharr, Inc., contract carrier application. Reopened 
for reconsideration and hearing. Effective date of order of January 29, 
postponed until further order of Commission. 

No. 28499, Board of Trade of Kansas City, Mo., vs. C. R. I. & P. 
et al. Petition of complainant for reargument and reconsideration, 
denied. 

Finance 13914, New York Central abandonment. Petition of City 
of Yonkers for reconsideration, vacation of certificate of February 25, 
postponement of effective date of certificate if it is not vacated, and 
oral reargument, denied. 


PETITIONS FOR REHEARING, ETC. 


W-15, C. C. Paul & Co. application. 
eration. 

No. 28876, Corporation Commission, State of Oklahoma vs. A. T. 
& S. F. et al. Texas-Oklahoma intervenors ask Commission to reject 
complainant’s reply brief dated March 6, or, in alternative, to strike 
therefrom certain specific portions. 

1. & S. M-2203, Leather-Sault Ste. Marie to Chicago and Milwaukee. 
Respondents ask for reconsideration and reversal of order of January 28. 

Il. & S. M-2386, Classifications, minimum weights, Middle Atlantic 
territory. Middle Atlantic States Motor Carrier Conference, Inc., agent 
for and in behalf of respondent A. C. Rice Storage Corp., asks Com- 
mission to vacate and set aside order of suspension in part. 

MC-C 390, Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines, Inc., et al. Defendants ask that complaint be made more certain. 

MC-F 2426, Anderson Motor Service Co., purchase, Standard Freight 
Lines. Hayes Freight Lines, Inc., and Decatur Cartage Co. ask for 
denial of application, or in alternative, formal hearing. 

No. 28960, Diamond Fertilizer Co. et al. vs. Aberdeen & Rockfish 
et al. Complainants ask for reopening and reconsideration. 

No. 28277, Chicago, Rock Island & Pacific et al. vs. Ahnapee & 
Western et al. and No. 28589, Baltimore & Ohio et al. vs. C. R. I. & P. 
et al. Certain defendants ask for leave to file deferred exceptions. 

1. & S. 5262, Leather, from Michigan to Wisconsin and Illinois. Re- 
spondents ask fof reconsideration. 

MC F-2314, E. G. Perry and J. D. Perry, control, Hall Motor 
Freight Co., purchase, George R. Henry, dba Burnham Truck Line. 
Applicants ask for dismissal of opplication. 


Applicant asks for reconsid- 


FINANCE APPLICATIONS 


MC F-2491, Ontario Freight Lines Corporation, of Syracuse, N. Y., 
asks authority to purchase certain operating rights of Onondaga Freight 
Corporation, also of Syracuse. 

Amended No. 10881, Amended. Frederick W. Walker, Henry Bruere, 
and Russell L. Snodgrass, as reorganization managers of the Chicago 
& North Western Railway Co., ask authority to amend their applica- 
tion for approval and authorization of issuance of securities and as- 
sumption of obligations to provide for issuance of scrip in connection 
with first and second mortgage bonds, and to provide for assumption of 
obligation in respect of $1,894,500 of promissory notes issued in con- 
nection with a conditional sales contract for the purchase of loco- 
motives. 


Finance No. 14523, Bocton & Maine Railroad asks authority to 
purchase all of the property and. franchises of the Wilton Railroad Co., 
except its right to exist as a corporation, for $126,336, equivalent to 
$52.64 a share on the outstanding capital stock of the Wilton. The 
application said the properties of the Wilton had been operated by the 
B. & M. since 1890. 

MC F-2493, Clemans Truck Line, Inc., of South Bend, Ind., asks 
authority to purchase certain operating rights of Keeshin Express Co., 
Ine. (Illinois), of Chicago, Ill., and of Keeshin Motor Express, Inc. 
(Indiana), also of Chicago, and temporarily to operate. 

MC F-2494, Malone Freight Lines, Inc., of Birmingham, Ala., asks 
authority to lease certain operating rights of Ralph M. Bowman, dba 
Bowman Transportation Co., of Attalla, Ala., and temporarily to 
operate. ; 

MC’ F-2496, Howard G. Mathews, dba Mathews Trucking Co., of 
Fredonia, N. Y., asks permission to purchase certain operating rights 
of Onondaga Freight Corporation, of Syracuse, N. Y. 

MC F-2497, R. H. Dieckbrader, of Cincinnati, O., asks permission 
to purchase certain operating rights of Zimmerman Trucking Service, 
Inc., of Knightstown, Ind. 


RIGHTER TRUCKING PURCHASE 


By a supplemental order in MC F-2413, St. Louis-San 
Francisco Railway Co. (J. M. Kurn and Frank A. Thompson, 


Trustees)—Control; Frisco Transportation Co.— Purchase — | 


Righter Trucking Co., the Commission, division 4, has granted 


a petition of Frisco and Righter Trucking for amendment of |) 
the order of the Commission of February 21, granting tem- | 
porary authority to Frisco to operate a portion of the rights ) 


and property of Righter, with certain restrictions. 


The petitioners pointed out that this restriction, under | 


which Frisco was permitted to serve all intermediate points 
except those between St. Louis and Jackson, Mo., and except 


that service at Cape Girardeau and Sikeston, Mo., and points | 


between them, was restricted to pick-up of southbound traffic 
and delivery of northbound traffic, would result in forcing both 
companies to operate equipment over the specified route in 
order to give a complete service (see Traffic World, March 11, 
p. 648). 
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April 8, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 

In I. and S. No. 5292, the Commission on its own motion, 
suspended from April 1 until November 1 the operation of 
certain schedules as published in supplement No. 11 to Agent 
B. T. Jones’ tariff I. C. C. No. 3815. The suspended schedules 
propose an exception to the general demurrage rule by provid- 
ing that on cars of freight billed to Hanford, Wash., for the 
Hanford Engineer Works, time will be computed from the 
second 7:00 A. M. after actual or constructive placement on the 
interchange tracks. 

In I. and S. No. 5293, the Commission suspended from 
April 1 until November 1 the operation of certain schedules as 
published in supplement No. 34 to Agent B. T. Jones’ tariff 
I. C. C. No. 3751. The suspended schedules propose to restrict 
the rates on stock cattle, carloads, from East St. Louis, II1., 
and upper east bank Mississippi River crossings to Terre Haute, 
Ind., so as to apply only in connection with the Pennsylvania 
R. R. when delivered to that line at East St. Louis. 

In I. and S. M-2391, the Commission suspended from April 1 
until November 1 the operation of certain schedules published 
in supplement No. 18 to tariff MF-I. C. C. No. 35 (G. H. Dilla, 
Agent, Series) of Motor Carriers Tariff Bureau, Inc., Agent, 
Cleveland, Ohio. The suspended schedules propose to eliminate 
Myron S. Gelbach, doing business as Apex Motor Freight Line, 
as a participating carrier in the above named tariff which 
publishes classification exceptions ratings, rules, regulations 
and commodity lists, applicable in connection with Apex Motor 
Freight Line’s individual tariffs of local class and commodity 
ws between western Pennsylvania and northeastern Ohio 
points. 

In I. and S. M-2392, the Commission suspended from 
April 1 until November 1 the operation of certain schedules 
as published in supplement No. 4 to tariff MF-I. C. C. No. 15 
of Agent D. H. Cunningham, Sioux City, Iowa. The suspended 
schedules propose to eliminate Robert Y. Ross, doing business 
as Ross Transfer, as a party to certain joint commodity rates 
applicable between Sioux City, Iowa, and points in northwestern 
Nebraska, resulting in the application of the higher joint class 
rates. 

In I. and S. M-2393, the Commission suspended from April 1 
until November 1 the operation of tariff MF-I. C. C. No. 6 of the 
Plymouth Oil Co., Athens, Tenn. The suspended schedules pro- 
pose to increase present 4,000-gallon rates on gasoline and 
kerosene, in tank truckloads, by amounts ranging from 0.5 to 
4 cents a 100 pounds, from Lookout Mountain, Ga., to 11 points 
in Tennessee, and to establish a new additional charge of $4.00 
an hour for time consumed in excess of two hours in unloading 
each tank truck. 

In I. and S. M-2394, the Commission suspended from April 3 
until November 3 the operation of certain schedules as pub- 
lished in supplement No. 1 to tariff MF-I. C. C. No. 3 of Agent 
Specialized Motor Carriers Association, Austin, Tex. The 
suspended schedules proposed to establish increased acces- 
sorial charges and increased and reduced distance commodity 
rates on oil field equipment and supplies between points in 
Alabama, Arkansas, Florida, Illinois, Indiana, Kentucky, Louisi- 
ana, Mississippi, Oklahoma, Tennessee and Texas. To illus- 
trate, on about 350 articles for a 100-mile haul, it is proposed 
to cancel a rate of 35 cents a 100 pounds subject to a minimum 
of 20,000 pounds and apply in lieu thereof a rate of 36 cents, 
subject to a minimum of 14,000 pounds. 

In I. and S. M-2395, the Commission suspended from April 
2 until November 5 the operation of certain schedules published 
in supplement No. 26 to tariff MF-I. C. C. No. 94 of Central 
States Motor Freight Bureau, Inc., agent, Chicago, Ill. The 
suspended schedules propose to establish exceptions to the ap- 
plication of rates on joint traffic in connection with H. J. Tobler 
Transfer, Inc., which would result in increased rates on traffic 
rated lower than fourth class for two line hauls, and third class 
for three line. hauls. 

In I. and S. M-2396, the Commission suspended from April 
6 until November 6 the operation of certain schedules published 
on 12th revised page 24-B to tariff MF-I. C. C. No. 18 (Gustave 
Stribling series). of Pacific Inland Tariff Bureau, Inc., agent, 
Portland, Ore. The suspended schedules propose an arbitrary 
of ten cents a 100 pounds to be added to the San Francisco, 
Calif., rates to determine applicable rates from and to Benicia 
and Benicia Arsenal, Calif., on traffic moving from or to points 
in Idaho, Montana, Oregon and Washington. 


WATER CARRIER DEPRECIATION ORDER 


The Commission, by Commissioner Mahaffie, in sub-order 
No. WD30, has ordered that, effective with accounts for May, 
1944, P. Doughtery Co. should account for depreciation charges, 
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under the Commission’s order of December 11, 1941, by apply- 
ing a 3.37 per cent annual composite depreciation rate to its 
line equipment in account No. 141. The order provided that 
nothing in it was to be construed as prohibiting the company 
from applying the rate retroactively to January 1. 


Meats. Midwest to West Coast 


Briefs filed with the Commission by parties of interest in 
No. 28978, George A. Hormel & Co. et al. vs. The Atchison, 
Topeka & Santa Fe Railway Co. et al. and ten sub-numbered 
complaints joined with that case, show that in these proceed- 
ings the Commission has before it, on the one hand, contentions 
by midwestern meat packers that the westbound transconti- 
nental rail rates on meats and packinghouse products should 
be reduced because the present rates handicap them in their 
efforts to market their products in California and other Pacific 
coast states, and, on the other hand, contentions by west coast 
packers and by some midwestern livestock marketing interests 
that reduction of the assailed rates would injure them and 
would be undesirable generally. 

In the complainants’ brief, it was stated that the rates 
assailed as unjust and unreasonable, were those on fresh meats 
and packinghouse products from origin points in the midwest, 
including designated points in Minnesota, Iowa, South Dakota, 
Kansas and Wisconsin, to transcontinental destinations in 
Washington, Oregon, California, Idaho, Montana, Nevada, Utah, 
New Mexico and Arizona. Complainants in the 11 complaints 
under consideration, it said, were: Seventeen packing compa- 
nies, the state commissions of Iowa, Nebraska and Minnesota, 
the Nebraska Stock Growers Association, Farmers Educational 
and Cooperative State Union of Nebraska, Nebraska Farm 
Bureau Federation, Nebraska State Grange and The Denver 
Union Stock. Yard Co. It noted that interveners on behalf of 
complainants included the state commissions of South Dakota 
and Kansas. It referred to the Commission’s decision in West- 
bound Rates on Meats, 210 I. C. C. 13, as “the prior case,” 
observing that in that decision the Commission found not un- 
reasonable or unduly prejudicial the rates on fresh meats and 
packinghouse products from complainants’ plants and others to 
the destination territory involved in the instant proceedings. 
The complainants said they believed that now “‘a different con- 
clusion” should be reached, for reasons stated in their brief. 

“The rates considered in Westbound Rates on Meats, and 
which the Commission declined to reduce,” they said, “are so 
high that Armour & Co. felt compelled to buy two plants on 
the Pacific Coast, or go out of that business. . . . That alone is 
demonstrative of the severity of the competitive condition, and 
the effect thereon of these rates.” 

The midwest packer, the complainants said, had not been 
accorded a rate basis that would make it possible to sell his 
surplus in the Pacific coast “deficit area,’ such as the Pacific 
coast had in selling its surplus fruits-and vegetables in the 
midwest and eastern territories. They added that “the midwest 
packer is entitled to an outlet for its hog products.” They said 
the Commission should make the findings, among others, that 
there were many “changed conditions” since the prior proceed- 
ing; that there was not a free movement of fresh meats and 
packinghouse products from and to the areas here considered; 
that the territory traversed and the territorial variation in rate 
levels did not justify the present basis of rates, and that the 
assailed rates were unreasonable under any adjustment or 
yardstick. It submitted a proposed rate basis, representative 
of which were rates of $1.67 and $1.40 on fresh meats and 
packinghouse products, respectively, from Madison, Wis., to 
Los Angeles or San Francisco, Calif. 

The Iowa State Commerce Commission, in its brief, sub- 
scribed to the views set forth in the brief of the complainants 
and said that the record fully disclosed that the westbound 
rates on meats and packinghouse products were injurious to 
the Iowa livestock producer. 

Union Stock Yards Co. of Omaha (Limited), an intervener, 
said the assailed rates violated sections 1 and 3 of the act and 
added that the carriers should publish rates on fresh meats 
and packinghouse products from Missouri River points to Pa- 
cific coast termini not exceeding 90 cents a hundred pounds on 
packinghouse products and $1.40 on fresh meats, minimum 
30,000 and 21,000 pounds, respectively, with rates similarly con- 
structed from more and less distant points of origin. 


Kansas Commission’s Views 


The Kansas Corporation Commission and the Kansas Live- 
stock Association averred in a brief in which they joined that 
the present rates were unreasonable, measured by “any proper 
standard,” that they were “higher, very much higher, than any 
other meat rates in the country,” and that “the best measure 
of reasonable rates from the origin territory to Mountain- 
Pacific territory would appear to be the 2595 scale properly 
extended.” 
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The Wichita, Kan., Chamber of Commerce, three Wichita 
packing companies, the Wichita Union Stock Yards Co. and 
the Wichita Livestock Exchange Association, as interveners, 
and the complainants in No. 28978, Sub. No. 5, said that “pro- 
phetic utterances” by Commissioner Porter in his dissenting 
opinion in Westbound Rates on Meats “have actually come to 
pass in the unfortunate realization of a definite trend toward 
the disintegration of the midwestern meat packing industry.” 
They recommended several findings, including one that the 
present adjustment “meat products vs. livestock” created a 
rate barrier against the westbound movement of both fresh 
meat and packinghouse products. 

The St. Louis Local Meat Packers Association, complainant 
in No. 28978, Sub. No. 10, said that “the unreasonableness of 
the assailed rates in the light of proof submitted is manifest.” 


Contentions of Railroads 


The defendant railroads, in their brief, said there had been 
no changes in conditions since the decision in Westbound Rates 
on Meats that would warrant a different decision; that there 
was a free movement of meat products under the present rates 
and little likelihood of any substantial increase in the volume 
of movement, even if the rates were substantially reduced, and 
that the complainants had failed to sustain the burden of prov- 
ing that the assailed rates were unreasonably high. They said 
the 2595 scale was too low for hauls through Mountain-Pacific 
territory. Operating conditions in that territory, they said, 
were substantially more difficult than in other parts of the 
country. They maintained that gross ton-mile revenues under 
the assailed rates compared favorably with gross ton-mile rev- 
enues under rates depressed by water competition. As to the 
statement that Armour & Co. had been forced to establish 
plants on the west coast, the railroads said that the mere fact 
that Armour had purchased packing plants there had no bear- 
ing on the reasonableness of the assailed rates, and that there 
was no evidence that the purchase of these plants by Armour 
had increased the competition encountered by complainants in 
the west coast markets. 


Nebraska Association 


The Nebraska Livestock Auction Association, intervener on 
behalf of the defendants, said that it was the opinion of all the 
witnesses who testified for the auction markets that the order 
buyers for west coast packers were vital to their markets, that 
the effect of reducing the fresh meats and packinghouse prod- 
ucts rates would be to reduce the buying of fat hogs by the 
west coast packers on the auction markets or to discontinue it 
altogether, and that if those buyers were taken off the Ne- 
braska livestock auction markets it would seriously injure or 
destroy the auction markets, depress the prices paid to the 
farmers in Nebraska, and reduce by a big percentage the pro- 
duction of hogs in Nebraska. These livestock auction markets, 
the association said, rendered a service to Nebraska farmers 
that could not be accomplished by the terminal markets. 

Interveners from Oregon and Washington, including the 
Oregon public utilities commissioner, the Washington Depart- 
ment of Public Service, and meat packers, livestock associa- 
tions and various agricultural and commercial organizations, 
joining in one brief, asked the Commission to dismiss the com- 
plaints and said that, while some facts not developed in West- 
bound Rates on Meats had been presented, “they serve only 
to emphasize the findings previously made and to demonstrate 
their correctness.” 

A brief filed on behalf of the Chambers of Commerce of 
San Francisco, Oakland and Los Angeles, Calif., asked dismis- 
sal of the complaints and said the Commission should find that 
the assailed rates did not bar free movement of either fresh 
or cured meats; that there was a substantial movement of fresh 
and cured meats under the assailed rates; that the movement 
of fresh and frozen pork was restricted by factors other than 
the rates (including a disinclination of Californians, under 
climatic conditions of that state, to consume pork); that the 
rates sought would injure the California packers and the pro- 
ducers of livestock in California, in the remaining Mountain- 
Pacific states and in the western part of the corn belt, would 
not result in higher prices to livestock producers east of the 
Rocky Mountains, and would seriously reduce the aggregate 
revenues of the defendant railroads; and that the assailed rates 
had not been shown to be unreasonable or unlawful in any 
respect. 


In a brief filed on behalf of 50 interveners supporting the 
defendant railroads, including the state commissions of Arizona 
and Wyoming, various live stock associations of Arizona, Cali- 
fornia and Nevada, the American National Live Stock Associa- 
tion, 25 independent packers at Los Angeles, and others, it was 
contended that the complainants’ request was “equivalent to 
asking the Commission to prescribe fixed relation between live 
stock and meat rates, which the Commission has repeatedly 
refused to do.” They said that prescribing the rates proposed 
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by the complainants would be tantamount to fixing approxi- 
mately the same relation between the live stock and meat rates 
from the midwest to the west coast that now obtained “under 
entirely dissimilar circumstances and conditions” from the mid- 
west to the east coast. They asked the Commission to find the 
assailed rates not unreasonable and to dismiss the complaints. 

A brief of the Cudahy Packing Co., intervener on behalf of 
the defendants, showed that that company had packing plants 
in California, and set forth the contentions, among others, that 
the complaining packers were not hurt by the present rates and 
that “no principle of rate making requires an adjustment de- 
signed to force the processing of raw materials in the territory 
where produced, as is urged by the complaining state commis- 
sions.’ 

Tobin Packing Co., Inc., complainant in Sub. No. 9, said it 
concurred in the brief of the complainants in “the initial pro- 
ceeding. ” The Uath state commission and four agricultural or- 
ganizations of that state said that the shipments of meats and 
meat products to Utah and Pacific coast states from thé corn- 
belt area were “the heaviest in history,’ and that the facts 
clearly indicated that no change in rates was necessary on 
meats and meat products. 

A brief filed with the Commission in No. 28978 on behalf 
of the Nebraska State Railway Commission, and Nebraska 
farm and stock interests, says the state commission takes the 
position that presently effective rates on fresh meats and pack- 
ing house products between points in Nebraska on the one hand 
and points in the destination territory as shown in the com- 
plaint on the other are unreasonable to the extent they exceed 
the dairy product rate applicable between the same points. It 
is further alleged, says the brief, that present transcontinental 
grouping in territory involved in this complaint should be 
maintained to prevent a disturbance of existing relationships 
as between points involved. 

Saying it was felt that it had been shown that an adjust- 
ment in the fresh meat and packing house products rate was 
justified, and so that competitive conditions might be kept on 
an equality as between businesses and communities, the Ne- 
braska interests asked (1) that rates on dressed poultry from 
origin territory to western destination territories, both terri- 
tories as specifically set out in the complaints, be found reason- 
able for the movement of fresh meats from the same origins to 
the same destinations; (2) that rates on packing house products 
from the aforementioned origins to the aforementioned destina- 
tions be related to fresh meat on the same percentage relation- 
ship as was applicable at this time; (3) that present tariff 
minima be maintained; (4) that present tariff provisions rela- 
tive to mixing privileges as contained in the so-called “Packing 
Products” list be maintained; and (5) that the present trans- 
continental groups D, E. F. G. H, I, and J be maintained. 

The Public Utilities Commission of Idaho; Idaho Cattle- 
mens Association; Idaho Wool Growers Association; and Idaho 
State Grange, in a brief filed in the proceedings, said that ‘‘the 
livestock industry in Idaho is historically and presently, the 
sole means of livelihood of a great proportion of the citizenry 
of this state.” The present proceeding threatened the stability 
of that industry, it said. The present rate structure, it said, 
was premised on what the Commission had called the “peculiar 
and difficult conditions incident to the production of live stock 
in the western district,’ and that it should be upset only on the 
strongest showing of prejudice. 

“This is not any proceeding wherein a railway is seeking 
a change of rates for removal of financial peril, but is a pro- 
ceeding to compel a reduction by the carriers,” said the Idaho 
brief. “The character of the complainants as arrayed together, 
set over against the united front of the western states appear- 
ing herein as intervenors, is a clear indication that the problem 
here presented is not one of a casual discrimination in rates, 
but one in which regions are economically at odds.” 

There was nothing in the showing made on behalf of the 
complainants, it said, that showed that “the improvement, if 
any, of complainants’ economic conditions, which might result 
from lowered rates, would not be more than offset by the dis- 
aster which might as logically follow in western states.” 


W. & M. STEAMSHIP APPLICATIONS 


By an order in W-205. Wisconsin & Michigan Steamship 
Co. Applications, the Commission, by Commissioner Porter, has 
dismissed the application, without prejudice. The order said 
the company had informed the Commission that it desired 
to withdraw its application without prejudice to its reinstate- 
ment when conditions permitted applicant to obtain the return 
of its vessels and necessary equipment, now being operated 
by the government. The application asked for authority to 
operate in the transportation of passengers and tourists’ auto- 
mobiles as a common carrier by water between the ports of 
Chicago, Ill., Milwaukee, Wis., and Muskegon, Mich., on the 
one hand, and, on the other, Mackinac Island, St. Ste. Maric, 
St. Ignace, Charlevoix, and Harbor Springs, Mich, 
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Volume Minimum Weight 


Pursuant to a decision of the Supreme Court of the. United 
States sending the case back to the Commission for decision 
on a record answering a number of questions the court said 
were unanswered in the Commission’s decision in I. and S. 
M-1216, Rugs and Matting from the East to Western Trunk 
Line Territory, embracing I. and S. M-1445, Linoleum and 
Related Articles from East to Ohio, 34 M. C. C. 641 (see Traffic 
World, Feb. 12, p. 393), the Commission, by orders in those 
proceedings, has reopened them for further hearing, and set 
aside its order of November 17, 1941. 


At issue in the proceeding before the Supreme Court was 
the Commission’s decision in I. and S. M-1216, with respect 


to rates and minimum weights on hard-surface floor covering, 
as follows: 


Upon oral argument, we affirm the prior findings of division 3 (31 
M. C. C. 193) that the proposed rates 45 and 47.5 per cent of first class 
are not unjust or unreasonable except to the extent that the proposed 
rates, 45 per cent of first class, are subject to a minimum of 30,000 
pounds. 

We further find that the proposed rates, minimum 30,000 pounds, 
would give an unjust advantage to shippers of 30,000-pound lots and 
be unjustly discriminatory to shippers of 20,000-pound lots. 


The case was appealed from the district court for the 
southern New York district, which had sustained the Commis- 
sion’s decision. The Supreme Court reversed. 

Attached to the order reopening the proceedings was a 
questionnaire that the motor carrier respondents, according as 
they had participated in the transportation involved in the 
suspended schedules, were required to file with the Commis- 
sion on or before April 24. The instructions on the question- 
naire required the carriers to: 


List all truckload shipments of hard-surfaced floor covering, in- 
cluding carpets, carpeting, door and floor mats, laying sundries, and 
accessories, referred to herein collectively as linoleum, from Trenton, 
Salem, Kearny, Somerville, Camden and Paulsboro, N. J., Wilmington, 
Del., Eddystone, Marcus Hook, Lancaster and Philadelphia, Pa., New 
York, N. Y., and Boston, East Walpole and West Walpole, Mass., to 
points in Ohio, Iowa, Missouri, Kansas, Minnesota, Nebraska and South 
Dakota, from January 1, 1939, to March 31, 1944, inclusive. 


The questionnaire was designed to show the number of 
vehicles used for the transportation of each shipment, each 
sheet to record two shipments, and the weight of the linoleum 
carried in each vehicle, together with the weight of commodities 
other than linoleum carried in vehicles with linoleum. 

At the same time, the Commission made public a notice 
sent by Secretary Bartel to the parties in which he said that 
it was the view of the division that the record at the further 
hearing should include the following: 


1. The history of motor truckload and rail carload rates on hard- 
surface floor covering, including carpets, carpeting, door and floor 
mats, laying sundries, and accessories, hereinafter referred to collec- 
tively as linoleum, from and to the points subsequent to January 1, 
1939. 

2. The transportation characteristics of linoleum. 

3. The volume of motor truckload and rail carload movement of 
linoleum from and to the points on and subsequent to January 1, 1939. 

4. The weight of linoleum which can be carried in vehicles of 
respondents ordinarily used in the transportation of linoleum from and 
to the points. 

5. The service included in motor truckload rates and rail carload 
rates on linoleum from and to the points, including whether shipments 
are received or delivered at the shippers’ and consignees’ store doors, 
private tracks, team tracks, or the carriers’ terminals; whether pick-up 
and delivery services are included in the rates; the time required for 
the transportation from origin to destination, and whether the ship- 
ments are loaded by the shipper and unloaded by the consignee. 

6. The units in which linoleum is shipped from and to the points 
by truck and by rail; whether the normal unit of quanity purchase 
and sale of linoleum is 30,000 pounds or some other weight; whether 
there is competition between linoleum manufacturers at eastern points 
in the sale of linoleum at the destination points, and if there is such 
competition, whether the competing manufacturers all use the same 
units of sale and shipment. 

7. The cost of transporting linoleum by respondents in 20,000- and 
30,000-pound loads. 

8. The truckload rates on linoleum maintained by respondents 
from the origins to other points in the destination areas for comparable 
distances. 

9. The truckload rates maintained by respondents on articles having 
comparable transportation characteristics from and to the points. 

10. Whether shippers of linoleum have encountered any difficulty 
in obtaining truck or rail transportation from and to the points. 

11. All other facts bearing on the issues, including whether the 
proposed rates, if subject to a minimum of 20,000 pounds, would give 
motor carriers an undue competitive advantage over the railroads as to 
shipments of 20,000 pounds, and whether the proposed rates, if sub- 
ject to a minimum of 30,000 pounds, would give shippers of 30,000- 


pound shipments an undue advantage over shippers of 20,000-pound 
shipments. 
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The notice said, further, that shippers of linoleum were 
requested to present evidence at the further hearing relating 
particularly to the facts referred to in Nos. 2, 3, 5, 6, 10, and 11, 
in the list of matters to be developed at the further hearing. 

Common carriers by railroad, it said, were expected to 
show the volume of the rail carload movement of linoleum 
from and to the points involved in the proceedings on and 
subsequent to January 1, 1939, and the service included in the 
rail carload rates from and to the points. 

Consideration would be given to the assignment of the 
proceedings for a pre-hearing conference at the request of any 
interested party, the notice said. 


Export Rates on U. 8. Traffic 


Two shippers have written the Commission asking assist- 
ance in connection with traffic shipped by them to government 
agencies on the west coast, destined for export, on which, they 
said, domestic rates were charged by the rail carriers. The 
shippers were E. W. Bliss Co., makers of machinery, of Brook- 
a Y., and Cincinnati Milling Machine Co., of Cincin- 
nati, O. 

In reply to each, Commissioner Johnson said that, if they 
felt that they had been charged inapplicable or unreasonable 
rates, they were at liberty to file a formal or informal com- 
plaint. In his letter to the Bliss Company, Commissioner John- 
son pointed out that the government had received the benefit 
of the export rates under section 22 of the interstate commerce 
act. He said that “that part of section 22 by its terms is con- 
fined strictly to ‘carriage, storage or handling of property... 
for the United States’,” and added that no benefits granted 
thereunder could inure to the benefit of commercial shippers. 

The Bliss shipment, according to the company, was ad- 
dressed to the company at Seattle, notify War Shipping Ad- 
ministration, account of Union Soviet Socialist Republic, c/o 
Commercial Dispatching Corporation, Seattle, Wash. The 
Cincinnati Milling shipment, that company said, had been for- 
warded to Supply Officer, Navy Overseas Freight Terminal, 
Pier 48, San Francisco, for ultimate delivery to Midway Island. 

The shippers said that the domestic rate had been charged 
by the carriers because the involved tariff provided that rates 
and privileges as stated in the tariff applied only on freight 
that did not leave the possession of the rail carrier until de- 
livered to common carrier by ocean, at the Pacific Coast ports 
of interchange with such common carriers. The Bliss Company 
said the domestic rate had been charged on its shipments be- 
cause they had moved on government vessels from port of 
embarkation. The Cincinnati Milling letter said that, inasmuch 
as the Navy Overseas Freight Terminal was not considered a 
common carrier, the railroads had applied domestic inland 
rates. 

The Bliss letter asked for informal advice as to whether 
or not the company was entitled to the benefit of the lower 
rates under the adjustment between the carriers and the 
government, ——— acceptance by the government agencies 
of the section 22 rates offered by the transcontinental rail- 
roads on government traffic to the west coast, quoting the 


Traffic World story on the agreement (see Traffic World, Feb. 
26, p. 543). 


Coal, Ky. and Ill. to Northwest 


Controversy over a differential of 35 cents a ton in the 
rates on coal between the western Kentucky and southern 
Illinois coal mine groups to Chicago and other points in the 
northwest, with the coal interests of those mining areas dif- 
fering sharply in their contentions as to the legality of the 
present rate adjustment, has been brought before the Com- 
mission again in briefs filed by the parties to No. 28629, Com- 
monwealth of Kentucky, et al. vs. Illinois Central, et al., and 
No. wt Illinois Coal Traffic Bureau vs. Ahnapee & West- 
ern, et al. 


The Kentucky commission’s complaint alleged that the 
present rate of $2.40 a ton on bituminous coal from the west- 
ern Kentucky group to Chicago and intermediate points taking 
the same rates was unreasonable and that the 35-cent differ- 
ential between that rate and the rate of $2.05 a ton from the 
southern Illinois group to such points was unduly prejudicial 
to western Kentucky mines and unduly preferential of south- 
ern Illinois mines. It asked for a differential of 25 cents. The 
Illinois Coal Traffic Bureau, in its complaint, alleged that the 
present uniform differential of 35 cents a ton between the 
rates from southern Illinois, on the one hand, and western 
Kentucky, on the other, to Chicago and other points in north- 
ern Illinois, and in the Dakotas, Minnesota, Nebraska, Iowa 
and Wisconsin were unduly prejudicial to southern Illinois 
and preferential of western Kentucky. It asked for a differen- 
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tial of 50 cents. The briefs noted that in a decision on Decem- 
ber 22, 1942, 253 I. C. C. 779, a majority of the Commission 
found that the $2.40 rate cited in No. 28629 would be unrea- 
sonable for the future to the extent it exceeded $2.30 a ton, 
and dismissed the complaint in No. 28689. The briefs showed 
that the proceeding had been reopened for rehearing by a 
Commission order issued June 14, 1943, and that the rehearing 
was held at Louisville, Ky., November 30 to December 3, in- 
clusive. The only evidence presented at the rehearing was on 
behalf of the Illinois interests, it was stated. 

The Commonwealth of Kentucky, its railroad commission, 
and the Kentucky Coal Agency, Inc., in their joint brief on 
rehearing contended that nothing had been presented at the 
rehearing or at any time since the proceedings were reopened 
that should cause the Commission to modify either of its find- 
ings in the original report. They maintained, further, that, in- 
stead of being beneficial to the Illinois interests, “the evidence 
adduced at the rehearing has greatly strengthened the posi- 
tion of the complainants in No. 28629 and their supporting 
interveners.” They added that the only material change that 
should be made in the original report was that the finding as 
to undue prejudice to western Kentucky and undue preference 
of southern Illinois should be modified, so that, in addition to 
the specific finding under section 1, there should be a cate- 
gorical finding under section 3 “in lieu of the somewhat in- 
direct finding heretofore made.” 

The Illinois Coal Traffic Bureau contended that the rate 
prescribed by the Commission in the original report was not 
based on transportation standards, but on “an attempt to 
equalize the differences in commercial and economic condi- 
tions and costs of producing coal in the western Kentucky 
group, on the one hand, and all of the Illinois-Indiana groups 
on the other.” It said the evidence showed that the present 
western Kentucky rate was below _a minimum reasonable 
basis and should be increased to $2.55 a ton to remove “the 
undue preference and prejudice which exists.” It asked the 
Commission to dismiss the complaint in No. 28629. It said that 
transportation and railroad operating conditions in and from 
the southern Illinois group were much more favorable than 
in and from the western Kentucky group. 

Middle States Fuels, Inc., and the Northern Illinois Coal 
Trade Association asked for maintenance of the existing dif- 
ferentials. They said the Commission should find that the rates 
from western Kentucky were not unjust or unreasonable or 
otherwise unlawful, but that, if a finding of unreasonableness 
was made and a reduction ordered in that rate, the Commis- 
sion should “make the further finding that differentials pre- 
scribed in No. 16340, 128 I. C. C. 265, shall be preserved from 
the Fulton-Peoria and northern Illinois producing districts 
and that No. 23130, 182 I. C. C. 537, is modified to permit the 
carriers to publish the reductions.” They added that “in the 
absence of an attack on their rates, these interveners are en- 
titled to such protection.” 

The Fifth and Ninth Districts Coal Traffic Bureau and 
Belleville Fuels, Inc., representing coal producers in Illinois 
and Indiana, jointly contended on brief that economic condi- 
tions had so completely changed because of the war that 
western Kentucky’s contention for a reduction in its rate and 
differentials, based on 1941 conditions, fell “of its own weight.” 
They averred that “the Commission would be grievously in 
error in using stale evidence of this character upon which to 
base future rates and rate differentials.” 


“Fhe $2.30 rate prescribed in the majority report of De- 
cember 22, 1942, herein,” they continued, “would leave the 
Illinois Central, after paying out 25 cents per ton to the 
Paducah & Illinois Railroad, no more revenue than it receives 
on coal it originates in southern Illinois, without considering 
the more expensive service up the Ohio River bridge and the 
additional distance western Kentucky coal must travel to 
reach Chicago. ... The adverse transportation conditions and 
more costly service from western Kentucky should be ac- 
corded its proper relative weight in determining the propriety 
or ea of the rate or differential from western Ken- 
SUCKY =..." 

A brief on behalf of all defendants and railroad inter- 
veners, except the Illinois Central and the Louisville & Nash- 
ville, in No. 28629, and No. 28689, said that the main issue -was 
whether costs of production should supersede transportation 
conditions as the basis for the determination or alteration of 
rates and differentials. The prior decision, said the brief, was 
a “plain attempt to offset or equalize costs of production under 
the guise of regulating rates.” 

The evidence of transportation conditions fully justified the 
present rate and differential from western Kentucky, said the 
brief, adding that, in fact, the constructive differences in dis- 
tance, reflecting the differences in transportation conditions, 
indicated that the 35-cent differential was far too low. The 
desire of the western Kentucky operators and the L. & N. for 
an improved competitive status to distant markets could not 


TRAFFIC WORLD 


alter or modify the facts on which the lawfulness of the rate 
and differential must be determined, it said, and that the facts 
of record conclusively proved that the assailed rate and differ- 
ential was not unreasonable or unduly prejudicial. It cited 
fourteen of what it called the “most important” reasons why 
the Commission had not erred in prescribing, affirming and 
relating the Illinois intrastate adjustment to the 35-cent differ- 
ential, western Kentucky over southern Illinois, and asked 
twelve findings in support of that contention. 

The Louisville & Nashville, in a brief filed in No. 28629. 
said that, while it was a party defendant, it was in sympathy 
with the effort being made by the complainants to obtain relief 
from the rate relationship that had seriously restricted the abil- 
ity of producers of coal in western Kentucky to market their 
products in northern territory “with a reasonable degree of 
freedom.” 

The L. & N. said it was clear that the Commission had 
been influenced by the lower production costs in western Ken- 
tucky and the increased movement from western Kentucky 
when in 1927, it had reversed its former decision of 1919 and 
increased the differential to 35 cents “as strongly urged upon 
it by these same interests in that case.” In these circumstances, 
it said, it seemed rather absurd for the opposition to contend 
that the Commission could not now give consideration to the 
changes that had occurred in production costs and marketing 
ability (to the disadvantage of western Kentucky) in its recon- 
sideration of the west Kentucky rate in relation to southern 
Tllinois. 


Central-Western Motor Restrictions 


Following a petition by the respondents in I. and S. M-2154, 
Minimum Rate Restrictions To, From, Within Southwest, and 
five related cases, for reconsideration by the entire Commission 
of the decision by division 2, requiring the respondents to 
cancel schedules establishing increased class and commodity 
rates by April 1, the Commission, by Commissioner Mahaffie, 
has extended the time for cancellation of the schedules to May 
15 (see Traffic World, March 4, p. 572). 

The carriers alleged six errors in the report, and asked the 
Commission to reverse the division, and to find the proposed 
minimum class rates just and reasonable. 

In discussing the first four of the six alleged errors, the 
carriers said it had been shown that at the present time mini- 
mum class rate stops were in effect in the territory adjacent 
to that in which it was proposed to establish this basis, and 
even between the points covered by the proposed adjustment 
and other territory. The proposed basis would fit into that 
already effective, they said, and that the Commission had in 
the past recognized that motor carriers must of necessity stop 
their class rates at some level in adopting the rail structure. 
They continued: 


For instance, in Ex Parte MC 21, Central Motor Carrier Rates, 
8 M. C. C. 233, at 240, division 5 in prescribing minimum class rates also 
prescribed class rate stops. These stops went as high as fourth class 
for distances beyond 560 miles. Class rate stops were also prescribed in 
Ex Parte MC-20, Trunk Line Motor Carrier Rates, 24 M. C. C. 501. 
Then also in Classes Between Central Territory and Minnesota, North 
Dakota and South Dakota, 31 M. C. C. 627, class rates were also in 
issue. In the instant proceeding division 2 reversed that policy and 
said, no stops. Then six days later division 2 reversed themselves and 
stated in I. and S. Docket No. M-2233, Trans-American Freight Lines— 
Classes in Central Territory (decided Feb. 23, 1944): 

‘“‘We are not unmindful that minimum class rates are widely em- 
ployed by motor common carriers as a device to adapt rail class rates 
and classifications to motor carrier operations. During the present 
emergency, their use may be countenanced to insure that all traffic 
transported by motor common carriers return the cost of transporta- 
tion plus some profit.’’ 


To single out the adjustment of respondents in the instant 
proceeding for treatment exactly contrary to that held in other 
proceedings, both earlier and later, was certainly grounds for 
reconsideration by the entire Commission, the carriers said. If 
the present level of motor carrier class rates and classification 
was improper, they said, the place to determine that was in 
MC 150 and MC 200, investigations instituted by the Commis- 
sion on its own motion for this particular purpose. 


CENTRAL OF N. J. REORGANIZATION 


By an amendatory order in Finance No. 12620, Central Rail- 
road Co. of New Jersey Reorganization, the Commission, divi- 
sion 4, has modified its order of February 16, 1940, so as to 
approve $15,000 a year as a maximum compensation, for the 
services of Walter P. Gardner as one of the trustees of the 
railroad debtor. The prior order had approved a maximum 
compensation of $12,000 a year. 
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All Freight Rates to South 


Examiner G. H. Mattingly conducted a hearing, April 3-6, 
in I. and S. No. 5283, All Freight Rates, North Atlantic Ports 
to South, involving schedules proposing rates on freight, all 
kinds, in mixed carloads and in any quantity, from New York, 
N. Y., Baltimore, Md., and Philadelphia, Pa., to Atlanta, Ga., 
Birmingham, Ala., and Chattanooga, Tenn., over all-rail and 
ocean-rail routes. The suspended schedules were published in 
Agent W. S. Curlett’s tariff I. C. C. No. A-799, and supplement 
70 to Agent R. H. Hoke’s tariff I. C. C. No. 668. 

The rail respondents said that if they could obtain less- 
than-carload traffic in carload quantities and effect economies 
in handling such traffic, the rates would be reasonable. As to 
the rail-water rates, the water carriers indicated that the rates, 
65 per cent of first class, published for them, had been purely 
a defensive measure. They did not desire the rates, they said, 
and asked that, if the all-rail rates were condemned, the rail- 
water rates be condemned likewise. : 

The motor carrier protestants took the position that the 
involved rail rates were practically the same as those con- 
demned by the Commission in I. and S. 4827, All Freight from 
Eastern Ports to the South, 251 I. C. C. 361, and endeavored 
to develop that the purpose of the proposed rates was to attract 
freight forwarder traffic to the rails from other forms of trans- 
portation, and that a 1940 downward revision of the southern 
rail carriers’ less-than-carload charges had been intended to 
prevent the forwarders from “enlarging their activities.” 

The New York and Baltimore port authorities took the 
position that, while the all-rail rates might do them some good 
in the first instance, taking a long view of the situation, the 
rates would be harmful to the coastwise steamship lines. For 
the New York Port Authority it was said that they did not 
like the rates, but that, if they were permitted to become 
effective, there should be a correction in the spread between 
the proposed rates for New York and Baltimore. 

Among the reasons advanced by the rail respondents for 
the proposed rates was the allegation that, by the use of an 
all-commodity rate from the ports to Cincinnati, and an all- 
commodity rate from Cincinnati to the south, the involved traf- 
fic could be transported at rates lower than the present class 
rates from the ports to the south. 

Appearances were entered for: 


Southern Railway; Ocean Steamship Co. of Savannah, Ga.; Mer- 
chants & Miners Transportation Co.; Central of Georgia; Agwilines; 
P. & N. Steamship Co.; Nashville, Chattanooga & St. Louis; Southern 
Steamship Co.; Pan Atlantic Steamship Co.; Richmond Chamber of 
Commerce; Port of New York Authority; Universal Carloading & Dis- 
tributing Co.; Acme Fast Freight; Seaboard Air Line; Louisville Board 
of Trade; Cincinnati Chamber of Commerce; Evansville Chamber of 
Commerce; Boston Port Authority; Bull Steamship Line; Atlantic Coast 
Line; Georgia Railway; Atiantic & West Point; Western of Alabama; 
Atlanta, Birmingham & Coast; Baltimore Association of Commerce; 
Louisville & Nashville; Southern Motor Carriers Rate Conference; Sa- 
vannah Port Authority; New England Industries; Eastern Steamship 
Lines, Inc.; Lynchburg Chamber of Commerce; Norfolk Port Commis- 
sion; and State Port Authority of Virginia. 


FRISCO TRANSPORTATION CERTIFICATE 


Frisco Transportation Co. has petitioned the Commission 
to revoke in its entirety the certificate issued in MC 89913, 
Frisco Transportation Co., Extension, because of its inability 
to obtain intrastate operating rights in Missouri, coupled with 
the key-point condition contained in the certificate. 

The condition, said the carrier, was as follows: 


3. No shipments shall be transported by applicant as a common 
carrier by motor vehicle between any of the following points, or through 
or to or from more than one of said points: St. Louis, Chaffee, and 
Hayti, Mo., and Blytheville, Ark.; nor shall applicant transport any 
shipment by motor vehicle between St. Louis and any point south or 
west of Chaffee. 


Frisco said it had filed a petition with the Public Service 
Commission of Missouri for authority to operate as a common 
carrier by motor vehicle in intrastate commerce to, from and 
between points and along the routes in Missouri authorized by 
the Commission, and that the Missouri commission had denied 
those rights. 

As it could not handle intrastate freight, the efforts of its 
parent company, St. Louis-San Francisco Railway Co., to ex- 
pedite the movement of railroad freight and to eliminate the 
use of merchandise cars, could not be carried through. Even 
if Frisco was to operate in interstate commerce, it said, the 
railway would still be required to operate approximately the 
Same number of cars over the same number of miles in order 
to handle the intrastate business of the railway. 

A letter from the railway’s transportation superintendent 
to Frisco’s general manager, attached to the petition, said that 
if Frisco could handle both intrastate and interstate traffic it 
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would be possible to eliminate over 300 merchandise cars a 
month in the involved territory, 51 per cent of which was intra- 
State and 49 per cent interstate. Therefore, the letter said, not 
a single car could be discontinued by turning over the inter- 
state business to substitute truck service, in view of the denial 
of intrastate rights to Frisco. 


Rocky Mountain Pipe Line Rates 


. Utah Oil Refining Co., in a letter to the Commission in No. 
28789, Minnelusa Oil Corporation et al. vs. Continental Pipe 
Line Co. et al., has asked the Commission to amend its order 
in that proceeding so as to provide that “the correctly computed 
rates are maximum reasonable rates, both for the reparation 
and for the future,” and has submitted schedules showing what 
it avers to be the correct method of computation. 

By a report and order in the proceeding, the Commission 
found that a return of 8 per cent was fair for the purpose of 
testing the reasonableness of the assailed pipe line rates, and 
that taxes other than excess profits taxes might be considered 
in arriving at reasonable rates, among other things (see Traffic 
World, Feb. 26, p. 513). 

Utah Oil said it had filed certain listed tariffs, effective 
May 1, publishing rates from Lance Creek, Rock River, and 
Salt Creek, Wyo., to Woods Cross, Utah, in compliance with 
the Commission’s order. This filing, it said, did not constitute 
an admission, either on its own behalf or on behalf of any of 
the other defendants, that the methods of computing the pre- 
scribed rates or the principles for pipe line rate making em- 
bodied in the report of the Commission were correct and proper, 
or that the findings of fact in the report were in all instances 
in conformity with or supported by the record in the case. 

After calling attention to a footnote in the report of the 
Commission, to the effect that any material errors in the com- 
putations made by the Commission of the defendants’ excess 


profits taxes should be called to its attention, the letter con- 
tinued: 


The computations on sheet 13 and the appendix to the report show 
the reason for this footnote, because there is an error which is readily ° 
apparent by examination of the tabulations in that the income tax rate 
is computed at 22.42 per cent, whereas the record and the revenue 
acts involved show that the correct income tax rate should be 24 per 


cent for the year 1940, over 30 per cent for 1941, and 40 per cent 
for 2a... .. ¥ 


The letter said the report showed it was the intent of the 
Commission to eliminate only excess profits taxes and that the 
method of computation used was in conflict with the report 
itself, “since the report eliminated not only part of the base rate 
of 24 per cent, but also the entire surtax rates.” 

A correct computation, it said, would result in rates some- 
what higher than those prescribed by the Commission. It said 
that by the method of computation used in arriving at the 
attached schedules, the complainants would shave the immediate 
benefit of lower rates, and the defendants would have a higher 
ceiling in their maximum reasonable rates to afford them a 
protective cushion against the conditions certain to follow the 
cessation of “the present global war.” Such conditions, it said, 
would undoubtedly be as abnormal as those preceding and fol- 
lowing the involvement of this nation, which, it said, were “the 
basis for the Commission’s action (sheet 8) in eliminating excess 
profits taxes as a charge to operations.” 


SEATRAIN STATUS 


E. Myron Bull, attorney for Bull Steamship Line, Inc., has 
written Commissioner Porter a letter in W-543, Seatrain Lines, 
Inc. Common Carrier Application, saying that, if the principle, 
that the Commission might at any time reconsider and modify 
a certificate duly granted, were established, no coastwise water 
carrier would be in a position to rely on its existing certificate 
or franchise. 

Mr. Bull referred to the action of the Commission in re- 
opening W-543 for the purpose of considering whether its order 
of July 2 should be modified “so as to authorize applicant to 
continue to operate in the service in which it was engaged .. . 
namely, as a common carrier by the ‘Seatrain’ type of vessels 
in the transportation of liquid cargoes in bulk; of empty rail- 
road cars, and of property loaded in freight cars received from 
and delivered to rail carriers and transported without transfer 
from the freight cars” between the ports of New York, N. Y., 
New Orleans, La., and Texas City, Tex. Recently Seatrain 
asked that the order be vacated (see Traffic World, April 1, 
p. 908), on the ground that such reopening was beyond the 
power of the Commission. 

“It cannot be expected that private property would be 
dedicated to public service under such a hazard, particularly 
in view of the existing serious problems of off-shore coastwise 
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transportation,” said Mr. Bull. He added -that, in view of the 
importance of the matter, it should be set down for hearing, 
at which other interested coastwise steamship lines might be 
permitted argument and brief, before any such precedent was 
established. 

In reply, Commissioner Porter said hearing in the case had 
been continued, but would undoubtedly be again set for hear- 
ing at an early date. He said that, since Mr. Bull had expressed 
an interest in the outcome, he might file a petition of interven- 
tion setting up his interest in the matter. The same question 
had been raised by counsel for Seatrain, he said, and would 
undoubtedly have to be determined ultimately. 


Truck Tariff Protest | 


In an answer to the protests of Central States Motor 
Freight Bureau and the Eastern-Central Motor Carriers Asso- 
ciation, by which suspension of tariff MF-I. C. C. No. 11 of Lee 
Brothers, Inc., was requested and as a result of which the 
tariff was suspended by the Commission until April 29, in I. 
and S. M-2389, Common Carrier Rates, Lee Brothers, Inc. (see 
Traffic World, March 25, p. 812, and April 1) the respondent 
declared that it was “firmly convinced” that the rates proposed 
in MF-I. C. C. No. 11 would prove ‘‘even more compensatory 
than the rates published by this carrier in the past.” 

Tariff MF-I. C. C. No. 11, proposing cancelation of Lee 
Brothers tariffs MF-I. C. C. Nos. 9 and 10 by which contract 
carrier minimum rates and charges were set forth, represented 
a second effort by Lee Brothers to file a tariff in response to 
a Commission order changing its status from that of a motor 
contract carrier to that of a motor common carrier. 

Lee Brothers’ answer to the protests of the two motor rate 
bureaus dealt at length with the bureaus’ allegations to the 
effect that the proposed rates would sabotage the motor rate 
structure. 

“The real competitors of this respondent,” said Lee Broth- 
ers, Inc., “is not any member of the Central States Motor 
Freight Bureau or of the Eastern Central ... but the rail 
ecommon carriers. Naturally, this respondent must constantly 
keep in mind the rates of the rail common carrier or lose all 
of its business... . 

“Respondent does have competition from private carriers 
into the states of Indiana, Ohio and Michigan, and this compe- 
tition is actual and not merely a ‘bogey man.’ While this com- 
petition is not as keen today as it would be under normal 
conditions, it is nevertheless present and places a certain ceil- 
ing on the rates of this respondent. Some time ago members of 
the Centra] States Motor Freight Bureau raised their rates 
from Chicago to Michigan points and this traffic was immedi- 
ately transferred to company-owned trucks and has been 
handled by the shippers themselves since that time. As a re- 
sult neither the bureau members, the rail carriers, this re- 
spondent or any other carrier was benefited.” 

As to an allegation by the Eastern-Central bureau that 
there were inconsistencies in the respondent’s rate basis, Lee 
Brothers said that the rates took into consideration the physical 
terrain of the territory served and “the difficulty incurred in 
serving these points.” 

“We of course appreciate,” Lee Brothers said, “the fact 
that there will be some irregularities contained in this tariff 
which will need correction from time to time, but do not be- 
lieve that these irregularities are of such a nature that would 
cause the Commission to reject the tariff or set it down for 
hearing in accordance with the prayer of the protestants .. .” 


FORWARDER STOCK OWNERSHIP 


Charles J. Noeding, one of the individuals whose stock owner- 
ship status the Commission’s Bureau of Water Carriers and 
Freight Forwarders said should be found to be in violation of 
section 411(c) of the interstate commerce act, has filed excep- 
tions to the bureau’s proposed report in Ex Parte No. 155, 
Ownership of Stock in Freight Forwarders. In that proceeding, 
the bureau recommending a finding that nine of the respondents 
were in violation of section 411(c) and should be ordered to 
resign from their present positions as officers or directors of 
motor carriers or dispose of their interest in freight forwaders 
(see Traffic World, March 18, p. 710). 

Mr. Noeding said he was general manager and owner of 85 
per cent of the stock of Charles J. Noeding Trucking Co., a 
common carrier by motor vehicle, and that he owned 50 per 
cent of the stock of Knickerbocker Despatch, Inc., a freight 
forwarder. Said Mr. Noeding: 


The proposed report recites that the ownership of 50 per cent of 
stock does not of itself constitute control and requires further proof 
that Noeding controls the freight forwarder or in the absence of such 
proof proposes that Noeding be required either to resign as an officer 
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of the motor carrier or to dispose of all his stock in the freight for- 
warder. 

This result follows from the interpretation of the act which is pro- 
posed in the report, to wit, that although Noeding, because he controls 
a motor carrier may .awfully control a freight forwarder, it is unlawful 
for him to have any pecuniary interest in the freight forwarder less 
than control. 


This respondent believes that the construction is erroneous because 
it leads to inconsistent anu grotesque results. 


HOLLIDAY WATER APPLICATION 


In W-282, E. L. Holliday, of Thebes, Ill., has applied to 
the Commission for authority to operate as a common carrier 
of passengers and their automobiles by water, over regular 
routes, the year around, between Thebes, Ill., and Mannings 
Landing, Mo. The application is in the alternative, requesting a 
permit if the facts show that the applicant is entitled to a 
permit. 


V. V. BOATNER APPLICATION 


In Finance No. 14522, Victor V. Boatner, until April 1 
director of the Office of Defense Transportation’s division of 
railway transport, has asked the Commission for authority to 
hold the position of director of Norfolk Southern Railway Co., 
in addition to being an officer or director of the Chicago & 
Eastern Illinois. 

The application said that Mr. Boatner had been elected 
a director of the Norfolk Southern, March 16, by that road’s 
board of directors, and showed that he was a director and a 
— of the executive committee of the Chicago & Eastern 

inois. 


WATER RIGHTS PURCHASE 

By an order in Finance No. 14481, the Commission, division 
4,. has dismissed the application of Commercial Barge Lines, 
Inc., for authority to purchase the properties of George N. 
Childs, and the supplemental application of Walter F. Carey 
and B. B. Beveridge for authority to control George N. Childs 
through the purchase. The order said the applicants had re- 
quested that their applications be withdrawn. 


TRUCK INCREASE EXCEPTIONS 


The Commission has refused to suspend parts of Central 
States Motor Freight Bureau supplements naming certain mo- 
tor carriers “flagged out” of the supplements as desiring not to 
participate in the 4 per cent increases named in the supple- 
ments (see Traffic World, March 25, p. 814), and has, in effect, 
permitted the named carriers to maintain their lower rates. 

The supplements were filed to become effective April 5, and 
were protested by Dohrn Transfer Co.; Hayes Freight Lines, 
Inc.; Decatur Cartage Co.; Peoria Cartage Co.; and the Melvin 
Trucking Co. 

It was pointed out at the Commission that section 216(d) 
of the interstate commerce act carried a proviso that the sub- 
section should not be construed to apply to “discriminations, 
prejudices or disadvantage to the traffic of any other carrier 
of whatever description.” It was further pointed out that car- 
riers, in their managerial discretion, might raise or lower their 
rates, and that rates believed to be unlawful might be brought 
into question by way of a formal complaint, but that the Com- 
mission would not require a carrier to maintain a rate merely 
because other carriers maintained that rate. 


F. E. C. REORGANIZATION 


The United States Trust Co. of New York, as trustee of the 
mortgage bonds of the Jacksonville (Fla.) Terminal Co., has 
filed a petition with the Commission in Finance .No. 13170, 
Florida East Coast Railway Co. Reorganization, asking that 
certain provisions be embodied in any plan of reorganization 
that might be approved by the Commission in the proceeding. 

The trust company asked that any plan approved have a 
provision for the assumption of any reorganized or successor 
company to Florida East Coast of several agreements described 
in the petition between Florida East Coast and other owner- 
tenant lines of Jacksonville Terminal Co., and the terminal com- 
pany. It asked particularly for assumption of the guaranties 
of the Florida East Coast on the first and general mortgage 
bonds and the refunding and extension bonds of the terminal 
company. 


EXPLOSIVES TRANSPORTATION 


By an order in No. 3666, In the Matter of Regulations for 
Transportation of Explosives and Other Dangerous Articles, 
the Commission, division 3, has amended the indicated regula- 
tions, effective March 29. The “miscellaneous amendments” 
occupy nine mimeographed pages, and deal with a variety of 
commodities. 


tra 
ule 
rat 
lav 
are 


cel 
sai 
un 
Sit 
not 
age 
anc 


sai 
lin 


val 


pur 
sect 
covi 


nec 
sche 


sch 
tari 
of t 
or | 
late 
car) 
wer 
tery 
mis: 
rate 
blar 
sche 
valt 


that 
awal 


O- 
ls 


Ss 


se 


La 
of 
to 

0; 

» & 


‘ted 
ad’s 
da 
fern 


sion 
ines, 
» Pi. 
arey 
nilds 
| re- 


ntral 
mo- 
ot to 
pple- 
ffect, 
S. 
, and 
uines, 
[elvin 


16(d) 
> sub- 
‘tions, 
arrier 
t car- 
- their 
“ought 
Com- 
nerely 


of the 
o., has 
13170, 
g that 
lization 
eeding. 
have a 
iecessor 
scribed 
owner- 
al com- 
aranties 
ortgage 
erminal 


ions for 
Articles, 











April 8, 1944 


Articles of Exceptional Value 


Saying that the Navy Department did not believe that the 
case was “just an ordinary rate proceeding,” but that it in- 
volved principles of major concern to the entire motor carrier 
industry and the shipping public, a brief has been filed on 
behalf of the Secretary of the Navy in I. and S. M-2327, Arti- 
cles of Exceptional Value, Rates'on. In that proceeding, the 
Commission suspended from November 22, 1943, until June 22, 
1944, the operation of certain schedules published in suppleme:ii 
No. 63 to tariff MF-I. C. C. No. A-11, and others, of Trans- 
american Freight Lines, Inc. 


The rule objected to provided, in general, that shipments 
with an average value in excess of $2.50 a pound would be 
accepted for transportation only when notice of value of ship- 
ment was received by the originating carrier prior to move- 
ment of the shipment; and that, when such shipments were 
accepted for transportation, there would be a charge of 5 cents 
a $100 value on that part of the value of the shipment in excess 
of $2.50 a pound, subject to a minimum charge of 5 cents a 
shipment, in addition to all other applicable tariff charges. 


The schedules were previously protested by the National 
Industrial Traffic League (see Traffic World, April 1). 


The schedules should be condemned, said the Navy Depart- 
ment, and suggested the following findings: 


(1) The suspended schedules, if made effective, will divert much 
traffic away from the lines of the respondent; (2) the suspended sched- 
ules cannot be accepted as effecting a lawful publication of actual value 
rates; (3) the suspended schedules cannot be accepted as effecting a 
lawful publication of released value rates; (4) the suspended schedules 
are in violation of the interstate commerce act. 


The department said the respondent sought to recoup re- 
cently increased cargo insurance costs. It was indicated, it 
said, that shipments presently handled by respondent had 
undergone a change and now had high values so as to neces- 
sitate increased protection. It said that, while respondent had 
not yet suffered any “tremendous losses” in payment of dam- 
age claims, it was feared that such an eventuality might occur 
and seriously cripple respondent financially. 


If the proposed schedules became effective, the department 
said it would be forced to discontinue the use of respondent’s 
lines for all of its traffic having value in excess of $2.50 a pound, 
as it was prohibited from purchasing insurance directly to cvoer 
valuables in transit. The department continued: : 


It is obvious, if the Navy Department is virtually prohibited from 
purchasing transit insurance for shipments of gold, silver, negotiable 
securities or currency, that it could not consistently purchase insurance 
covering the shipment of articles of much less value but still exceeding 
$2.50 per pound. Discontinuance of respondent’s service would thus be 


necessitated. This consequence, respondent faces, if the proposed 
schedules become effective. . .. 


Saying that the term “insurance protection” as used in the 
schedules was not one that ordinarily appeared in published 
tariffs, the department added that what was intended by the use 
of the term was not included in the tariff itself and no precedent 
or common usage was available for its construction. A little 
later it said the general pattern of tariffs published by common 
carriers had no place for the suspended schedules and that they 
were “unique in themselves and are apparently without coun- 
terpart among all of the schedules now on file with the Com- 
mission.” In some respects, it said, they resembled actual value 
rate schedules and released rate schedules, but that this resem- 
blance was none too exact and that the rates contained in the 
schedules could not be declared to be either true lawful actual 
value rates or properly published released value rates. 


NEW ORLEANS SWITCHING PROTEST 


The Commission has refused to suspend the New Orleans 
Public Belt Railroad’s Terminal Charges tariff No. 1-P. I. C. C. 
37, carrying increased switching and other charges, protested 
by the War Food Administration and the War Department (see 
Traffic World, March 25, p. 816). 

The War Food Administration withdrew its protest, fol- 
lowing a conference between Ed. J. Garland, general manager 
of the New Orleans Public Belt, and J. D. Youman, traffic 
representative of the railroad; Charles B. Bowling, chief of the 
W. F. A. transportation section, and Warren H. Powell, trans- 
portation specialist of the Department of Agriculture; and Major 
H. M. Heimbaugh and Major E. H. Cox, of the War Department. 
The War Department request for suspension of the tariff was 
not withdrawn. 

In a letter to the Commission’s Board of Suspension, Mr. 
Bowling said that the representatives of the railroad had shown 
that it needed additional finances in order to meet recent labor 
awards, and was unable to obtain those funds due to certain 
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restrictions in its charter. A strike was threatened if the awards 
were not met, Mr. Bowling said, and that a planned bond issue 
would be submitted at the general elections in November to 
— the necessary funds to assure continued operation of the 
ine. 

He said also that the rail lines serving New Orleans might 
amend their tariffs to absorb the increased switching charges 
in order to prevent traffic from being diverted to other ports. 

He added that the railroad had “shown its good faith” 
by filing with the Commission supplement No. 1 to the tariff 
in question, scheduling the cancellation of the increased charges 
as of December 31. He also pointed out that other shippers 
and receivers of approximately 80 to 85 per cent of the Public 
Belt’s total tonnage had not filed any protests. 


ALTON REORGANIZATION 


The Commission having ratified appointment by the fed- 
eral district court at Chicago of Henry A. Gardner as trustee 
of the Louisiana and Missouri River Railroad, the Court, April 
4, made the appointment effective as of April 5. The railroad 
is owner of that part of the Alton Railroad system between 
Louisiana, Mo., and Mexico, Mo. Mr. Gardner is trustee of the 
Alton (see Traffic World, Feb. 26, p. 525). 

The Commission, division 4, by an order in Fiance No. 
14030, Alton Railroad Co. Reorganization, has ratified the ap- 
pointment of Henry A. Gardner, by the federal court for the 
northern Illinois district, eastern division, as trustee of the 
property of the Louisiana & Missouri River Railroad Co. 

The order said the federal court had approved as properly 
filed a petition of the L. & M. to be permitted to effect a 
plan of reorganization with or as a part of the plan of reorgan- 
ization of the Alton. 


Cc. & N. W. REORGANIZATION 


Judge John P. Barnes of the federal district court at Chi- 
cago, April 3, set April 21 as the final date on which counsel 
for parties to the Chicago and North Western reorganization 
case may file objections to the Commission’s order fixing maxi- 
mum limits of allowances of compensation for services rendered 
and expenses incurred by the parties for the period from 
May 1, 1940, to August 31, 1943. The aggregate maximum 
allowance figure was set at $411,011.28 (see Traffic World, 
March 18, p. 720). The court set the matter for hearing 
April 28. 

Arthur T. Galt et al., composing the protective committee 
for holders of the common stock of the Chicago and North 
Western Railway Company, have filed a petition for allowance 
of a claim of $4,638.62 for additional expenses “inadvertently 
omitted” in its earlier petition filed last September. In that 
petition, they asked for allowances for expenses totaling 


$4,753.29 


“GRANDFATHER” RIGHTS QUESTION 

Hancock Truck Lines, Inc., have filed suit in the federal 
court for the southern Indiana district, Indianapolis, asking the 
court to set aside the order of the Commission in MC 3339, 
Globe Cartage Co., Inc., Common Carrier Application, embrac- 
ing MC 3340, Same, Contract Carrier Application; MC 70614, 
Barnett Trucking Co. Common Carrier Application; and MC 
23458, Same, Contract Carrier Application. 

On reconsideration, the Commission modified the findings 
in the prior reports, 41 M. C. C. 313, and 41 M. C. C. 303, re- 
stricting the “grandfather” authority granted to shipments 
movnig on bills of lading of freight forwarders, and it was to 
this portion of the order that the complaint was directed. That 
portion of the order, it said, was illegal, and that the Commis- 
sion had erred as a matter of law by inserting the restricting 
words in the order. It said the Commission had found as a fact 
that the applicant Globe Cartage, predecessor in interest of 
Hancock, was a common carrier and had been in operation as 
such on the statutory date. It was the statutory duty of the 
Commission, said the complainant, to issue a certificate without 
inserting the restrictions. 



















HUDSON & MANHATTAN FARES 

The Supreme Court of the United States has dismissed the 
appeal in No. 766, Hudson & Manhattan Railroad Co. vs. City 
of Jersey City, in which the New Jersey federal court granted 
an interlocutory injunction staying the operation of the Com- 
mission’s order in I. and S. No. 4394, Passenger Fares of Hud- 
son & Manhattan Railroad Co. 

In No. 767, Interstate Commerce Commission et al. vs. City 
of Jersey City et al., involving the permanent injunction issued 
by the New Jersey federal court in the same proceeding, how- 
ever, the court noted that it had probable jurisdiction. This 


means that the court will review the issues (see Traffic World, 
March 18, p. 718). 
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e e & 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. North Carolina.) In limiting terri- 
tory under an application for a certificate under the “grand- 
father clause” of the Motor Carrier Act, the Interstate Com- 
merce Commission properly applied substantiality of service as 
the criterion, and reviewing court was bound by its determina- 
tion limiting the certificate to points between which substan- 
tial service had been shown. Jud. Code Sec. 207, 28 U.S. C. A. 
Sec. 41(28); 28 U. S. C. A. Sec. 47; Interstate Commerce Act 
Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

Under provisions of Motor Carrier Act authorizing issuance 
of certificates based upon bona fide operation over routes for 
which application is made, the test of ‘‘bona fide operation” 
requires that the carrier must have previously rendered substan- 
tial, as distinguished from incidental, sporadic, or infrequent 
service, and a mere holding out to serve a specified area is not 
alone sufficient. Jud. Code, Sec. 207, 28 U. S. C. A. Sec. 41(28); 
28 U. S. C. A. Sec. 47; Interstate Commerce Act Sec. 206(a); 
49 U.S. C. A. Sec. 306(a). 

Where Interstate Commerce Commission has weighed spe- 
cific evidence in determining territory which may be served 
by a motor carrier granted a certificate based upon prior bona 
fide operation by the carrier or its predecessor, reviewing court 
may not hold that Commission was in error unless the error 
is patent. Jud. Code Sec. 207, 28 U. S. C. A. Sec. 41(28); 28 
U. S. C. A. Sec. 47; Interstate Commerce Act Sec. 206(a), 49 
U.S. C. A. Sec. 306(a). 

Limitation of commodities to be carried and points to be 
served under a certificate under the “grandfather clause” of 
the Motor Carrier Act was for the Interstate Commerce Com- 
mission, in application of the standard of substantiality of serv- 
ice within the critical period, and was not for a reviewing 
court. Jud. Code Sec. 207, 28 U. S. C. A. Sec. 41(28); 28 
U. S. C. A. Sec. 47; Interstate Commerce Act Sec. 205(a), 49 
U.S. C. A. Sec. 306(a). 

Where record disclosed that notwithstanding a somewhat 
broader holding out plaintiff’s motor carrier service during 
the critical period had been confined to transportation of new 
furniture, the Interstate Commerce Commission properly lim- 
ited accordingly authority under a certificate under the “grand- 
father clause” of the Motor Carrier Act. Jud. Code Sec. 207, 
28 U. S. C. A. Sec. 41(28); 28 U. S. C. A. Sec. 47; Interstate 
Commerce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

A certificate under the “grandfather clause” of the Motor 
Carrier Act as to southbound traffic properly limited plaintiff 
motor carrier to certain cities of origin and did not allow him 
to accept southbound shipments from any other points in a 
wide territory to which he was permitted to haul new furniture 
in a northbound movement, where plaintiff was given all that 
was covered by substantiality of service in the critical period. 
Jud. Code Sec. 207, 28 U. S. C. A. Sec. 41(28); 28 U.S. C. A. 
Sec. 47; Interstate Commerce Act Sec. 206(a), 49 U. S. C. A. 
Sec. 306(a). 


In action to set aside Interstate Commerce Commission 
order granting an application by plaintiff’s predecessors for a 
certificate under the “grandfather clause” of the Motor Carrier 
Act, it was not the function of the reviewing court to weigh 
the evidence or to substitute its judgment for that of the com- 
mission in the exercise of the administrative duty imposed 
upon it by Congress. Jud. Code Sec. 207, 28 U. S. C. A. Sec. 
41(28); 28 U. S. C. A. Sec. 47; Interstate Commerce Act Sec. 
206(a), 49 U. S. C. A. Sec. 306(a). (Bush Transfer vs. United 
States, 53 Fed. Supp. 640.) 





MONON 1944 BUDGET PROPOSAL 


Judge M. L. Igoe in federal court at Chicago April 5 ap- 
proved the Chicago, Indianapolis and Louisville budget of esti- 
mated expenditures for additions and betterments to existing 
roadway and equipment in 1944. The budget, which does not 
cover new motive power or rolling stock, contains an estimate 
that capital expenditure on needed roadway improvement would 
total $322,516 in 1944, and that capital expenditure authorized 
for 1941, 1942, and 1943, but not expended, was carried over in 
the amount of $595,836, for a total of $918,352. Similar expend- 
itures for equipment are $321,546 for 1944 and $101,803 carried 
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over from the last three years, for a total of $423,349. To the 
total road and equipment expenditures of $1,341,701 should be 
added a total of $12,598,050 needed to purchase new motive 
power and rolling stock, the budget says. The court’s order 
provides that separate petitions seeking authority to make 
such purchases must be presented to the court later. 

Appended to the budget is a forecast of income for the 
year. The forecast, presented by the trustees, says that gross 
operating revenues will be $13,500,000, compared with $13,204,- 
255 last year; that net railway operating income after taxes 
will be $2,465,000, compared with $2,909,831 last year, and 
that net income after fixed charges will be $1,092,000, or 28.9 
per cent less than the 1943 net income of $1,535,475. 


Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district, at Newark. Max Frankel and Max 
Goldstein, passenger motor carriers of New York City, were 
fined a total of $1,000, March 24, following entries of their 
separate pleas of guilty to informations charging each of 
them with operating as common carriers of passengers for 
compensation without certificates having been issued by the 
Commission authorizing the particular operations described in 
the informations. Max Goldstein was also charged with failing 
to require the keeping of drivers’ logs. Each defendant was 
fined $500, of which $300 was required to be paid and payment 
of the remaining $200 was suspended for a probationary period 
of one year. 

Western New York district, at Rochester. Judge Harold 
P. Burke granted a permanent injunction, March 13, against 
Raymond Lindie, of Blossburg, Pa., a motor carrier, and Elmira 
Coal Co., of Elmira, N. Y., a shipper, restraining them from 
violating certain provisions of part II of the interstate com- 
merce act and regulations promulgated thereunder. Raymond 
Lindie was restrained from transporting property for compen- 
sation without a certificate or permit as a common or contract 
carrier issued by the Commission, without having filed tariffs 
or schedules of minimum rates, without having on file with 
the Commission security for protection of the public, and 
without requiring drivers to keep drivers’ logs. Elmira Coal 
Co. was restrained from employing Raymond Lindie, or any 
other motor carrier, for the transportation of property for com- 
pensation unless and until such time as said Raymond Lindie, 
or such other motor carrier, should have obtained authority 
from the Commission and shall have filed and published rates 
applicable to such transportation. 

New Jersey district, at Newark. Garment Carriers, Inc., 
of Fairlawn, N. J., was fined $500, March 24, following entry 
of its plea of guilty to an information charging it with operating 
as a common carrier of property for compensation without 
a certificate having been issued by the Commission authorizing 
the particular operations described in the information, with 
failing to issue receipts or bills of lading, with failing to show 
required information on freight or expense bills, with failing 
to require the keeping of drivers’ logs, and with failing to have 
on file physicians’ certificates of medical examination for new 
drivers. The fine was required to be paid. 

Municipal court of the District of Columbia, at Washington. 
Marion F. Burton, dba Burton Transfer Co., of Silver Spring, 
Md., was fined $500, March 29, following his plea of guilty 
to an information charging him with operating as a common 
carrier of household goods for compensation at times when, 
with the approval of the Commission, his certificate was leased 
by him to another carrier. He was also charged with trans- 
porting property without having on file with the Commission 
and published rates and charges applicable thereto. The court 
required the defendant to pay $250 of the fine. Payment of 
the balance was suspended for six months during which period 
the defendant will be on probation. 


COTTON DAMAGE DECISION STANDS 


In No. 737, Atlantic Coast Line Railroad Co., petitioner, vs. 
Sidney Blumenthal & Co., Inc., the Supreme Court of the United 
States has denied the carrier’s petition for a writ of certiorari 
to the United States Circuit Court of Appeals for the Second 
Circuit. The latter court reversed district court judgment for 
the carrier. The case involved damage to cotton goods con- 
tained in box car thrown ovreboard while in transit on inter- 
state river in a hurricane. Loss held by Court of Appeals to be 
due to carrier’s negligence because tug pulling carfloat sailed 
notwithstanding available information that hurricane or high 
winds might be expected. 
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April 8, 1944 


Cc. C. Water Jurisdiction 


With Justices Frankfurter and Roberts dissenting in part 
because they said the court placed water transportation be- 
tween ports of the same state under the jurisdiction of the 
Interstate Commerce Commission—a regulatory control not 
intended by Congress when it enacted Part III of the interstate 
commerce act in 1940—the Supreme Court of the United States, 
April 3, sustained a Commission decision that towing service 
performed by the Cornell Steamboat Company on the Hudson 
River and in and about New York Harbor was subject to the 
Commission’s jurisdiction. 

The decision, written by Justice Black, was handed down 
in No. 384, Cornell Steamboat Company, appellant, vs. The 
United States of America, Interstate Commerce Commission 
et al. The court affirmed the decision of the District Court of 
the United States for the Southern District of New York sus- 
taining the Commission’s findings. 

Difference as to the extent of the Commission’s jurisdic- 
tion involved that part of the towing company service of mov- 
ing of vessels between New York state ports, part of the way 


over New Jersey waters. In delivering the opinion of the court, 
Justice Black said: 


Cornell operates tugboats for hire on the Hudson River and in 
and about New York harbor. Its tugs carry no cargo but move scows, 
barges, and similar vessels belonging to others which themselves usually 
carry cargo. This towing service Cornell offers to perform for the pub- 
lic in general. About ninety-five per cent of the vessels which it serves 
are moved from points in New York to other points in the same state, 
but these movements generally traverse New Jersey as well as New 
York waters. Part III of the interstat commerce act provides that con- 
tract or common carriers by water in interstate commerce are subject 
to the act’s regulating provisions. In appropriate proceedings the 
Interstate Commerce Commission held Cornell’s business covered. 250 
I. C. C. 301; 250 I. C. C. 577. A three judge District Court sustained 
the Commission’s: order. — F. Supp. —. The case is here on direct 
appeal. 28 U. S. C. Secs. 47a, 345. 

First. Cornell argues that its towboats are not ‘‘water carriers’’ 
within the meaning of Part III of the act. Looking at Part III, we find 
that, read together, Secs. 302(c), (d) and (e) define a ‘‘water carrier’’ 
as any person who engages in the ‘‘transportation by water... of 
... property ... for compensation.’’ Section 302(h) defines ‘‘transpor- 
tation’’ as including ‘‘all services in or in connection with transporta- 
tion,’’ as well as ‘“‘the use of any transportation facility.’’ Any ‘‘ves- 
sel,” which means any ‘‘watercraft,’’ Sec. 302(f), is such a facility. 
Sec. 302(g). Congress has thus carefully and explicitly set out the con- 
ditions which in combination describe the kinds of carriers it intended 
to subject to regulation. Cornell’s tugboats fall squarely within the 
description. If further proof of this be needed, Secs. 303(f)(1) and (2) 
expressly exempt from regulation under Part III certain types of 
towage service, but not that such as Cornell provides. Congress hardly 
would have exempted some towers, as it did in these sections, had it 
intended to exempt all towers. 

Nevertheless, Cornell argues that the act’s language, which appears 
on its face plainly to include transportation by means of towers, should 
not be so construed. In support of this contention, it is said that towers 
do not have that common law or statutory liability to shippers which 
generally attaches to common carriers, see Sun Oil Co. vs. Dalzell 
Towing Co., Inc., 287 U. S..291; cf. The Murrell, 200 Fed. 826; and that 
a “‘earrier’’ has been judicially defined as one who undertakes to trans- 
port the goods of another, a definition not inclusive of Cornell, since 
it does not make contracts to carry goods but only to move vessels 
which have goods on them. See Sacramento Navigation Co. vs. Salz, 
273 U. S. 326, 328; The Propeller Niagara, etc. vs. Cordes, 62 U. S. 7, 
22. But the authorities relied upon by Cornell are of little or no as- 
sistance here. The case at bar does not require that we determine at 
large the legal obligations of a tower or define the usual characteristics 
of a carrier. We are called upon only to interpret a single act of 
Congress. With unquestioned power to regulate Cornell’s business, 
Congress in this act has given its own definition to Cornell’s activities 
in words literally inclusive of those activities, and which operate to 
subject to the act interstate activities in the business of towing, which 
at common law was a common calling. Sproul vs. Hemmingway, 14 
Pick. 1, 6. The act in which Congress has included this definition is 
designed, not to determine the legal status of vessels for all purposes, 
but to provide for regulation of the rates and services of competing 
interstate water carriers as part of a broad plan of regulation for all 
types of competing interstate transportation facilities. Cornell is in 
active competition with other types of interstate water carriers as well 


|}aS with trucks and railroads. Therefore, if Cornell’s particular method 


a 


of providing water transportation facilities for others is not subject to 
regulation under the act, it would appear to present an anomalous ex- 
ception to the congressional plan for regulation of competing transpor- 
tation activities. We conclude that the language of the act brings 
Cornell’s business within its coverage, and that to construe the act 
otherwise would frustrate the purpose of Congress. . 

Second. Cornell argues that even if it is covered by Part III of 


gthe act, there was error. in holding it to be a ‘‘common’”’ rather than a 


jtation by water . 


“contract” carrier. Section 302(d) defines a ‘‘common carrier’’ as one 
which holds itself out to the general public to engage in the transpor- 
. . Of . . . property .. . for compensation.’’ The 


/Commission found from evidence offered that Cornell did so hold itself 





out to the general public. Upon review the District Court held the 
Commission’s finding was supported by substantial evidence. The 
opinions of the Commission and the District Court showed the evidence 
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relied on and it is unnecessary to repeat it here. Sufficient it is to say 
that we agree with the District Court’s conclusion. 

Third. The five per cent of Cornell’s business which consists of 
moving vessels between New York and New Jersey ports is unques- 
tionably covered by the act, because Sec. 302(i) (1) specifically includes 
transportation ‘‘wholly by water from a place in a state to a place in 
any other state.’’ But about ninety-five per cent of the vessels towed 
by Cornell are picked up at New York ports and pulled to other ports 
in the same state. Cornell contends that none of these movements 
come within the Commission’s jurisdiction. We accept findings of the 
Commission and the District Court that at least a substantial propor- 
tion of these latter movements regularly and ordinarily pass over New 
Jersey territorial waters. While moving on New Jersey waters, Cor- 
nell’s vessels are not at that time at ‘‘a place’’ in New York. Certain 
of its towing activities therefore actually move vessels from places in 
New York to places in New Jersey and thence back to places in New 
York. Such movements, if made on land by rail carriers, would be 
classified as interstate for regulatory purposes under previous decisions 
of this Court; and, as the Commission’s opinion points out, these de- 
cisions have cast grave doubts upon the power of a single state to 
regulate such movements in whole or in part. Water transportation 
between two ports of a single state may touch many other states, and 
pass through hundreds of milés of other states’ waters, far removed 
from the state in which the terminal ports of the voyage are located. 
Power of the Commission to regulate such movements appears to come 
well within the broad purposes declared by Congress in passing legis- 
lation designed comprehensively to coordinate a national system of all 
types of transportation. We are unpersuaded that Congress has inad- 
vertently left such a gap in its plan as acceptance of Cornell’s argu- 
ment would create. 

The pertinent language Congress used in defining what should be 
interstate commerce in Part III of the act regulating water carriers is 
to all practical intents and purposes the same as it used in Part I 
regulating rail carriers. Part III of the act, including this definition, 
first was drafted in the House committee on interstate commerce as 
part of a general revision of an omnibus transportation bill [S. 2009] 
proposed by the Senate committee on interestate commerce. See H. R. 
No. 1217, 76th Cong., ist Sess. In reporting on the provisions of Part 
III, the House committee, a body well acquainted with transportation 
legislation, made the statement that, ‘‘Most of the regulatory provisions 
included in the new part III were modeled on provisions of part I 
dealing with the same subject.’’ Id., p. 18. At the time of this report, 
the definition of interstate commerce in Part I upon which that in 
Part III was modeled had long before been, interpreted both by the 
Commission and the courts as broad enough to cover railroad move- 
ments which pass through the territory of two states, even though the 
freight be carried from a place in one state to another place in the 
same state. Missouri Pacific R. R. Co. vs. Stroud, 267 U. S. 404. 

Parts I, II and IV of the interstate commerce act, relating respec- 
tively to regulation of rail carriers, motor carriers, and freight for- 
warders, explicitly or by judicial interpretation cover all shipments 
which pass through the territory of two or more states even though 
both terminal points are in the same state. And so if railroads or 
truckers should use tugs for the same purposes and over the same 
route as Cornell the movements would be interstate under the act and 
subject to regulation by the Commission; and apparently the same is 
true of freight forwarders. From the language of Part III of the act, 
its history, and its general purpose, we conclude that the Commission 
and District Court correctly decided Cornell’s transportation through 


New York and New Jersey waters also is subject to regulation by the 
Commission. Affirmed. 


Intrastate Issue Raised 


In dissenting in part, Justice Frankfurter said that, when 
Congress in the act of 1940 provided for regulation of water 
carriers in interstate and foreign commerce, it defined “‘trans- 
portation in interstate . . . commerce” for the purpose of such 
regulation to mean “transportation of persons or property— 
(1) wholly by water from a place in a state to a place in any 
other state, whether or not such transportation takes places 
wholly in the United States.” 


“To the extent that the decision of the court construes the 
field of regulation thus defined by Congress to include tug- 
boats moving on the Hudson River from place to place in New 
York simply because they leave the New York boundary of 
the river and navigate on what are deemed Jersey waters, I 
dissent,” said Justice Frankfurter. 


“The problem is here, as it was before the Commission, 
for the first time. And the court’s duty of construction is not 
aided by the light of continuous administrative practice, though 
of course even the initial conclusion by the Commission on 
such a question of law should have its weight. But since the 
matter ultimately turns on general considerations regarding 
the manner in which the legislation should be construed, I 
deem it appropriate to add a few words to the views expressed 
by Commissioner Splawn that Part III of the interstate com- 
merce act does not bring within the regulatory powers of the 
Interstate Commerce Commission transportation on a boundary 
stream between points in the same state merely because a 
water carrier crosses a state boundary in a stream. 


“The terms by which Congress conferred jurisdiction upon 
the Commission successively over rail carriers, motor carriers 
and water carriers are different. . . . There is nothing in the 
legislative history of the extent of the power over transporta- 
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tion by water carriage committed to the Commission to show 
that Congress meant that the phrasing which it employed was 
in purpose to be identical with the different phrasings Congress 
used as to rail and motor carriers. The legislative history indi- 
cates the contrary.” 


Legislative History 


Justice Frankfurter discussed the legislative history as 
follows: 


The Cullom act of 1887, as is well known, was in direct response 
to Wabash, Etc., Railway Co. vs. Illinois, 118 U. S. 557. That decision 
rested fundamentally on the view that rail transportation has a physical 
unity and to sucn an extent that, as held very early, regulation of rail 
rates cannot be ‘‘split up’’ between two states or left only to one state 
even as to transportation which begins and ends in ine same state but 
passes through the territory of another. See Hanley vs. Kansas City 
Southern Ry. Co., 187 U. S. 617. The terms in which Congress granted 
regulatory power over railroads to the Interstate Commerce Commission 
reflected this view. The Commission was authorized to regulate rail 
transportation ‘‘from one state . . . to any other state,’’ but the provi- 
sions of the act were not to apply ‘‘to the transportation . . . wholly 
within one state. ...’’ Sec. 1 of the act of regulate commerce, 24 
Stat. 379, 49 U. S. C. Secs. 1(1), (2)(a). When Congress in 1935 brought 
motor carriers within the regulatory powers of the Commission, it was 
not content to define the scope of the transportation to be regulated in 
terms of the scope of the regulated railroad transportation. It defined 
the motor transportation to be regulated to include ‘‘commerce between 
any place in a state and any place in another state or between places 
in the same state through another state.’’ Sec. 203(a) (10) of the motor 
carrier act of 1935, 49 Stat. 543, 544, 49 U. S. C. Sec. 303(a) (10). It 
used this explicit and precise language because the conditions of motor 
transportation in relation to state control differ from the conditions of 
interstate railroad transportation, and it wished to leave no doubt what- 
ever that it was regulating -.rates on motor transportation within the 
same state through another. The same explicitness was again used by 
Congress when in 1942 it swept freight forwarders who serve interstate 
transportation within federal control. Sec. 402 (a) (6), 56 Stat. 284, 
285, 49 U. S. C. (Supp. 1942) Sec. 1002(a) (6). 

A totally different situation was presented to Congress by the heavy 
water traffic on boundary streams throughout the country. In his re- 
port as Federal Coordinator of Transportation, the late Commissioner 
Eastman pointed out that thirty-two states had laws regulating water 
transportation ‘‘on inland waters and in some instances on bordering 
streams or lakes and coastal waters.’’ Sen. Doc. No. 152, 73d Cong., 2d 
Sess., p. 158. This court, in Port Richmond Ferry vs. Hudson County, 
234 U. S. 317, had occasion to call attention to this lively water traffic 
which, throughout our history, presented ‘‘a situation essentially local 
requiring regulation according to local conditions.’’ 234 U. S. at 332. 
For that reason it sustained state regulation of ferry rates even for 
transportation from one state to another.* The doctrine of Hanley vs. 
Kansas City Southern Ry. Co., supra, is thus a doctrine applicable to 
railroads and has not been applied to water carriers. See Wilmington 
Transp. Co. vs. Cal. R. R. Comm., 236 U. S. 151, 155-156. 

In 1940 Congress did undertake to regulate water transportation. 
But in view of the different ways in which rail, motor and water trans- 
portation are entangled with state interests and therefore state author- 
ity, it becomes vital to heed the exact language in which Congress ex- 
pressed its purpose of regulation and the manner in which it finally 
passed the provisions by which it defined the Commisison’s authority. 

In a word, the bill as enacted was in quite a different form from 
the bill as originally introduced. As the bill came out of the Senate 
committee on interstate commerce and as passed by the Senate it had 
this provision: ‘‘the term ‘interstate commerce’ means transportation 

. . from a place in one state . . . to a place in another state ... or 
between places in the same state by a route or routes passing beyond 
the borders of said state. . . .’’ 84 Cong. Rec. 5964. This was not 
merely a choice of language but a choice of purpose. ‘lie committee 
and the Senate, that is, asserted a control as extensive as that which 
Congress asserted in 1935 over motor carriers. The practical result of 
the purpose thus manifested was to exclude state control over water 
carriers from port to port in the same state but entering the water of 
a border state. The House evidently had other views, for that provision 
was deleted after the Senate bill was committed to the House commit- 
tee. That committee reported and the House passed this restrictive 
provision: ‘‘The term ‘interstate or foreign transportation’ . . . means 
transportation of persons or property—(1) wholly by water from a 
place in a state to a place in any other state, whether or not such 
transportation takes place wholly in the United States.’’ 84 Cong. Rec. 
9956. The Senate receded from its formulation (H. Rep. No. 2016, 76th 
Cong., 3d Sess., p. 30), and the restrictive House provision became the 
law. But we are now told that this change from explicit assumption of 
jurisdiction is meaningless, and the fact that the provision in the Sen- 
ate bill was left out as the bill went through the House, the conference 
and to passage has precisely the same significance as though the orig- 
inal Senate provision had remained in it. As to this as well as other 
phases of water transportation, Congress circumscribed the Commis- 
sion’s authority and left state regulation to continue to operate as to 


*Tt has never been supposed that because of the absence of federal 
action the public interest was unprotected from extortion and that in 
order to secure reasonable charges in a myriad of such different local 
instances, exhibiting an endless variety of circumstance, it would be 
necessary for Congress to act directly or to establish for that purpose a 
federal agency. . . . The practical advantages of having the matter dealt 
with by the states are obvious and are illustrated by the practice of one 
hundred and twenty-five years. And in view of the character of the 
subject, we find no sound objection to ‘ts continuance. If Congress at 
any time undertakes to regulate such rates, its action will of course 
control.”’ 234 U. S. at 332. 
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matters, which, in the case of rail and motor transportation, federal 
control has been asserted. Thus, for instance, use of the Shreveport 
doctrine (see Houston & Texas Ry. vs. United States, 234 U. S. 342)— 
the control over state rates discriminatory against interstate rates—is 
explicitly denied (Sec. 303(k)), and numerous other exceptions and 
exemptions show ‘‘congressional intent to confer more limited jurisdic- 
tion than nas been given in the other parts of the act.’’ 250 I. C. C. 
577, 586. 

No doubt, as the House committee said, ‘‘Most of the regulatory 
provisions included in the new part III were modeled on provisions of 
part I dealing with the same subject.’’ H. R. No. 1217, 76th Cong., 
1st Sess., p. 18. In its context, the idea behind the phrase ‘‘regulatory 
provisions’ bears on how to regulate not what is regulated. And the 
fact that ‘‘most’’ provisions were the same, not all, indicates that vari- 
ations from Part I were made in Part III. When therefore we find 
differences in definition of the ‘‘commerce’’ to be regulated between 
Part I and Part III, it will not do to disregard them and find identity 
through variation. Particularly is this true when there are practical 
differences to account for the variation. We must first define the field 
of the regulation—what ‘‘commerce’’: between two points in the same 
state but going through another becomes federally regulated although 
theretofore free from state regulation as was rail transportation, and 
what ‘‘commerce”’ is given over to federal regulation although thereto- 
fore it was within the province of state regulation as was water trans- 
portation in a situation like that under discussion. We thus have the 
practical differences between waterborne and land traffic, the practical 
problems in the distribution between state and federal power raised by 
water-borne traffic on boundary streams, and the actual differences in 
the definitions of ‘‘commerce’’ in the same act of Congress responding 
to these differences of fact between water-borne and land transporta- 
tion. All enjoin judicial regard for these differences in the construction 
of the statute. 

The definition originally proposed in the Senate bill was intended 
to cover all three types of carrier—rail, water and motor. Particulariza- 
tion in this proposed definition of transportation within one state but 
through a second is clear proof that the Hanley doctrine applicable to 
rail carriers did not carry over to water and motor carriage. When 
Congress finally rejected the all-inclusive definition proposed by the 
Senate and decided on separate definitions of the commerce to be regu- 
lated, it did so precisely because it realized that the legal situation as to 
the three types was not the same. This careful process of distinctive 
definition by Congress is now in effect held to have been a futile legis- 
lative endeavor. The all-inclusive definition in the original Senate bill 
which the Congress rejected this Court restores. 

A final word. We must not be unmindful that the committees on 
interstate commerce out of which issued this legislation have a con- 
tinuity of membership which makes them well versed in the problem 
before us: namely, how much of the constitutional power possessed by 
Congress for the control of utility services should in fact be committed 
to the Interstate Commerce Commission. (The chairmen of the Senate 
and House committees on interstate commerce, who had charge of the 
bills that became the transportation act of 1940, have been members of 
these committees for twenty and twenty-three years respectively.) 
Particularly therefore when dealing with legislation coming from these 
committees and in matters involving displacement of state by federal 
authority, we ought not to assume that Congress did not attach sig- 
nificance to what it said and meant to convey that which skilled lan- 
guage withheld. It is more respectful of Congress to attribute to it 
care instead of casualness. It is certainly more consonant with judicial 
tradition and more conducive to legislative responsibility for courts to 
act on that belief. 

I am therefore compelled to conclude that the Commission was not 
given power to regulate transportation by Cornell from one port in 
New York to another port in the same state. 

Mr. Justice Roberts joins in this dissent. 


Boston Tow Boat Case 


In an opinion by Justice Black the court dismissed the 
appeal in No. 385, Boston Tow Boat Company, appellant, vs. 
The United States of America, Interstate Commerce Commis- 
sion et al., from the District Court of the United States for the 


Southern District of New York. The Boston Tow Boat Com.- | 
pany, said Justice Black, was an intervener in the proceedings | 


before the Commission and also in the federal court in New 
York in the Cornell case. Its petition for intervention, granted 
by the District Court, said Justice Black, alleged that it oper- 
ated tugboats in and about Boston Harbor which rendered 
services somewhat similar to those rendered by Cornell in 
New York Harbor and that the Commission, division 4, had 
held the Boston company as a tower for hire was subject to the 
Commission’s jurisdiction. The Supreme Court held that the 
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Boston company’s interest in the outcome of the Cornell litiga- | 


tion was insufficient to entitle it to a separate appeal. 


CHARTER OF LAKE VESSELS 


Contracts for charter, on a bareboat basis, of two Great 
Lakes vessels, the Amazon and S. B. Coolidge, have been 
awarded the Gartland Steamship Co., Chicago, Ill., the War 
Shipping Administration has announced. 

“Both vessels are bulk carriers—the Amazon of 5,700 dead- 
weight tons and the S. B. Coolidge of 6,000 deadweight tons,” 
the W. S. A. said. “Other offers received as a result of a recent 
invitation for bids on 16 Lake vessels, issued by the War Ship- 
ping Administration March 2, were rejected.” 
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ont k Bureau Case Acquittals 

A jury in the federal district court at Denver, Colo., aft 

and 3 hours of deliberation April 6, acquitted eighteen corporate, 

sdic- and individual defendants of charges of violation of the anti- 

Bs NG trust laws for activities in connection with the conference 
method of publishing common carrier truck rates. Ten other 

atory defendants had been discharged earlier for lack of evidence. 

tg The case attracted wide interest, not only among highway car- 


riers, but among railroads and shippers, because of the implied 
attack on the general philosophy of the bureau method of trans- 
roy rate making and publishing (see Traffic World, April 
1, BD: : 

A motion to dismiss the indictments against the remaining 
defendants, made after the government’s case was put in, was 
denied by Judge Foster Symes, who presided. 

The attempt on the part of the defense, conducted by Jean 
Breitenstein and Franklin R. Overmyer, was to show that the 
bureau system of rate publishing was the only practicable one 
and also that it had been encouraged and countenanced by the 
Commission. Carl Jackson, of the American Trucking Associa- 
tions, Inc., testified about a meeting of truckers and truck rate 
men in June, 1937, at which an agreement was made as to the 
division of geographical territory for the purpose of publishing 
interterritorial common carrier truck rates. George B. Had- 
sporta- | dock, special assistant to the Attorney General, relied heavily 
‘uction on the agreements reached at that meeting to prove his con- 

tention that bureau rate publishing was, in fact, price fixing, 
tended within the meaning of the anti-trust statutes. Mr. Jackson testi- 
lariza- fied that the meeting was held with the knowledge of the Com- 
ite but | mission and its encouragement. 
— Commissioner Rogers attempted to testify as to the Com- 
by the mission’s part in the setting up of the truck rate publishing 
e regu. | System, but was barred from doing so, on a motion by Mr. 
nas to | Haddock, sustained by Judge Symes, that, since the Commis- 
‘inctive | sion had no authority to grant permission for violations of the 
e legis- | price-fixing parts of the anti-trust laws, his testimony was 
ate bill | irrelevant. On the other hand, Dan Harris, district director of 
en the Commission’s bureau of motor carriers at Denver, was per- 
a con- | mitted to testify that he had had instructions from the Com- 
xroblem | Mission to get truckers in that area together in an attempt to 
ssed by | iron out their rate difficulties. Bearing on the Commission’s 
nmitted | views, Mr. Overmeyer put in the record copies of the Commis- 
Senate | sion’s order in M. C. 23, the Western Trunk Line minimum rate 
> of the | case, in which it referred to the necessity for maintaining truck 
a — rates on a compensatory level. 
sige The judge’s instructions to the jury indicated that, in his 
federal | OPinion, the conference method of rate making was comparable 
ach sig- || to the practice of price-fixing condemned by the courts in the 
led lan- | Socony-Vacuum petroleum price-fixing case some years ago. 
te to it | He did indicate, however, in another remark, that the use by 
judicial | the Department of Justice of activities of motor carriers car- 
ourts tO || ried on under Commission guidance as proof of conspiracy to 
— fix prices, seemed like “entrapment.” 
port in J. H. Tedrow, traffic commissioner, Kansas City Chamber 
| of Commerce, and E. F. Stecher, general traffic manager, 
Stewart-Warner Corporation, Chicago, testifying as shippers, 
said that individual rate-fixing and publication by motor car- 
riers would create an impossible situation for shippers. They 
sed the also pointed out that, in adopting the conference method of 
ant. vs. || 'ate-making and _ publication, the highway common carrier in- 
‘ommis- dustry had merely followed the practices and patterns of fifty 





for the |] Years’ standing among the railroads. 
1t Com- | The acquitted defendants were: 
seedings Middlewest Motor Freight Bureau, Kansas City, Mo.; Rocky 


in New jj Mountain Motor Tariff Bureau, Denver, Col.; On-Time Transfer Com- 
granted pany, Omaha, Neb.; Union Transfer Company, Omaha; Watson Brothers 
it oper- Transportation Company, Omaha; Riss and Company, Kansas City; 
‘endered 4 C. E. Bellew, Kansas City; A. C. Eicholtz, Fargo, N. D.; P. M. Green- 
rnell in berg, Chicago; Lou Hosking, St. Paul, Minn.; Edward F. Hurkman, 

4 had Omaha; M. Krupinsky, Omaha; K. Tracy Power, Denver; William 
l 4, L. Pruner, Omaha; M. B. Sherer, Topeka, Kan.; D. C. Stone, Kansas 
“4 4 poe City; Stanlie L. Wasie, St. Paul; Fay V. Watson, Omaha. 

a e 


ll litiga- | 





EGG SURPLUS AND WAREHOUSING 


The wartime poultry and egg production program is being 

jeopardized by lack of manpower in storage warehouses, says 

E. P. Pollock, midwest regional director of food distribution, 

vo Great § War Food Administration, in a plea April 1 for cooperation of 
ive been § the warehousing industry. Egg production in the first three 
the War §§ months of this year was 80 per cent over the average for those 
"Months from 1933 to 1942, said he, and shipments of poultry 

700 dead- § to midwest markets ran from 10 to 79 per cent over 1943. 
ht tons,” | Low prices were causing farmers to “liquidate” their flocks, 
a recent [jhe said. The W. F. A. was prepared to buy the eggs under a 
Jar Ship- j Suaranteed price of 30 cents a dozen, but it could not do that 
unless it was assured of storage space for them, he said, adding 


; 
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that a recent survey showed “considerable storage space now 
empty,” with warehousemen reporting inability to make full 
use of their space because of shortage of workers. 

“If the labor problem is solved and this space is made 
available for egg storage, this outlet, together with an intensive 
campaign to increase consumer purchases which is now under 
way, will help solve the egg supply situation,” said he. 


RIVER BOATMAN WAGES 


Appeals by the Carnegie-Illinois Steel Corporation and the 
Jones and Laughlin Steel Corporation, both of Pittsburgh, Pa., 
from an order of the National War Labor Board directing a 
daily wage increase of 66 cents a day for river boatment were 
denied by the W. L. B. on the ground that the two companies 
had not demonstrated that the directed wage increase was in 
violation of the wage stabilization program. Industry members 
of the W. L. B. dissented from the decision. 

Approximately 250 workers employed by the companies to 
man boats carrying ore and finished steel on inland waterways 
are covered by the board’s order. 


TRUCK JOBS FOR HIGH-SCHOOL STUDENTS 


Representatives of the trucking industry in the Chicago 
area met with Mayor Edward J. Kelly and Superintendent of 
Schools William M. Johnson of Chicago April 6 to discuss the 
employment of high-school students in the industry in the com- 
ing summer vacation period. Vacation jobs will be offered to 
boys and girls of 16 years or older. It was agreed that the Chi- 
cago school authorities would cooperate by distributing bulle- 
tins describing the jobs offered, the salary ranges and the part 
those accepting them would play in war transportation. A regis- 
= office for applicants will be opened shortly in downtown 

icago. 


DISCRIMINATION IN R. R. EMPLOYMENT 


The Pennsylvania Railroad Company had agreed to employ 
qualified dining car stewards without regard to race, creed, 
color or national origin, it was announced April 5 by Malcolm 
Ross, chairman of the President’s Committee on Fair Employ- 
ment Practice, who added: 


During the course of negotiations which followed public hearings 
held by the committee in Washington last September, the railroad also 
agreed that Negroes now employed as waiters-in-charge, and other 
Negroes who apply for steward jobs will be given equal consideration 
without regard to their race or color. 

Participating in the negotiations was the Joint Council of Dining 
Car Employes with whom, according to the agreement, the company 
will undertake to adjust any questions of seniority in accordance with 
procedures established under the railway labor act. 

The settlement opens the way for 48 Negro waiters-in-charge on 
the Pennsylvania Railroad to apply for steward jobs on an equal basis 
with any other applicants. 

At the same time the Pennsylvania Railroad Company advised the 
committee that since the September hearings there has been an increase 
of almost 400 Negro mechanics and mechanics helpers employed by the 
company through upgrading in the shop, yard, and roundhouse cate- 
gories. In addition, ten new skilled occupations in the mechanical 
equipment department have also been opened to Negroes. 

Included among the newly opened jobs are boiler inspector, freight 
car inspector, passenger car inspector, air brake inspector, machine 
operator, tender repairman, sheet metal worker and electric crane 
operator. 


Rail Labor Unions and @O. D. T. Film 


Commenting on an article published in “Labor,’’ weekly 
publication of 15 railroad labor unions, to the effect that the 
Office of Defense Transportation had offended chiefs of the 
railroad brotherhoods by making plans for production of a 
motion picture to “glamorize” transportation jobs for women, 
without prior consultation with these union chiefs, spokesmen 
for the O. D. T. said that the proposed film, “Women in Trans- 
portation,” had not yet “gone through” but that it was believed 
that the labor unions would be “eminently satisfied” with the 
picture when and if it was actually produced. 

“Labor” said that the brotherhood chiefs had pledged sup- 
port to “the campaign launched jointly by labor, management 
and .the government to lick the rail manpower shortage,” in 
accord with an understanding that they would cooperate so 
long as the campiagn was “conducted along the right lines.” 

“However,” the rail unions’ publication continued, “they 
were frankly disturbed when they learned of a scheme, hatched 
in the Office of Defense Transportation, under which manage- 
ments are being solicited for funds to finance a film that would 
glamorize’ transportation jobs for women. 

“Labor had at no time been consulted on the plan, and 
some union chieftains declared they didn’t understand why the 
government had to go to the carriers for money for such a 
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EEMY’S WILL COME LATER 






Pr) The enemy’s SOS— Tidewater’s executives, personnel... its 9,544,800 
the agonized plea for square feet of combined storage space, and 5 miles 
in extremity—will come in due course. He will of piers and wharves, in their strategically-located 
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purpose. They pointed out, too, that the matter of recruiting 
women had to be handled with care; some jobs are highly 
hazardous and to invite women into them would be to endanger 
their lives. 

“O. D. T. spokesmen, when they learned of the ‘kickback,’ 
hastened to make promises that a conference of union represen- 
tatives would be called, and that the project would not be 
pushed unless approved. Union leaders said the O. D. T. 
would have done better to confer with labor in advance, and 
that they didn’t like the idea of being consulted after plans were 
cut,and dried. 

“Nonetheless, railroad labor will continue undiminished 
support of the manpower recruiting campaign. . . .” 


At the O. D. T. it was stated that the proposed movie 
would portray the work women were doing now in all fields 
of transportation, including railroads, intercity bus and truck 
lines, airlines, taxicab companies, local delivery service, etc., 
and that the entire cost. of producing tHe picture would be 
covered by contributions from such transportation agencies. 
It was said that the reason the railroad labor unions had not 
been approached on the matter of financing the picture was 
that it was assumed the unions would not want to contribute. 


According to the O. D. T. representatives, the picture was 
not designed to attract women into transportation jobs other 
than those in which they were now proving themselves capable. 
The O. D. T., it was stated, had no intention of “putting out 
anything that was offensive to the unions,” nor did it intend, 
by means of the proposed movie, to try to “stampede” women 
into transportation jobs for which they were not fitted. 


DETROIT TRUCK TRAINING CENTER 


The Michigan state labor and management committee for 
the trucking industry has established in Detroit a truck drivers’ 
training center to train discharged service men and others for 
work in the highway carrier industry as a measure to relieve 
the tight manpower situation in that industry. Federal govern- 
ment training agencies and the Detroit Board of education are 
cooperating. The equipment used at the center was contributed 
by the Fruehauf Trailer Company. 


SANTA FE EMPLOYMENT DRIVE 


The Santa Fe Railway has announced that, beginning March 
31, it will conduct a nation-wide drive to obtain new employes 
needed to replace others inducted in the armed forces and to 
build up company manpower needed to handle war traffic that 
is expected to increase “as the war in the Pacific reaches the 
decisive stage.” The railroad will enlist the aid of its 60,000 
employes in recruiting new workers to fill jobs in 27 classifica- 
tions. Recently increased wage rates, railroad retirement and 
unemployment benefits, hospital and medical care, and trans- 
portation privileges will be stressed in an appeal to trained 
and untrained men not now in essential industrial work. The 
Railroad Retirement Board and the United States Employment 
Service will cooperate in the drive, the company said. 


Motor Conservation 


The Office of Defense Transportation announced this week 
that the soft drink bottling industry had saved nearly 258,000,- 
000 truck miles in 1943 as compared with 1941 mileage, a reduc- 
tion of about 50 per cent, while the school bus conservation 
program had resulted in a reduction of 19 per cent in operating 
mileage since November, 1942. The total annual bus saving 
was estimated at 156,000,000 miles or the “equivalent of the 
wear and tear on 15,000 busses.” 


The O. D. T. said the mileage saving made by the soft 
drink bottling industry was largely the result of compliance 
with O. D. T. conservation policies, and added: 


This reduction was accomplished notwithstanding that the volume 
carried by the bottlers’ trucks was only slightly below the prewar level. 

The estimated reduction in mileage was based upon a survey of 445 
soft drink bottling plants made by the association. 


O. D. T. officials commended the soft drink industry for the effec- 
tive conservation measures it has adopted since the beginning of the 
war emergency. The large savings in mileage and gasoline shown in 
the survey, and the corresponding savings in equipment, repair parts, 
tires and manpower, constituted a real contribution to the war effort. 


The survey showed that last year asoline consumption by the bot- 
tlers was reduced by 31,500,000 gallons, or 48.3 per cent, as compared 
with 1941, while the average load per trip increased 37.9 per cent. 


The soft drink industry operated an average of 29,320 motor trucks 
in 1943, compared with 37,352 in 1941. Comparisons for the same years 
show that miles operated dropped from 516,294,232 to 258,315,880; the 
number of trips made fell from 11,473,008 to 7,529,520; the average load 
carried per trip rose from 130 cases to 179.3, while the amount of gaso- 
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line used in the industry’s truck operations declined from 65,375,784 
gallons to 33,786,160. 


Bus Program 


Relative to the bus conservation program, the O. D. T. said 
intensive conservation and preventive maintenance measures 
were necessary if all the millions of children dependent on 
school busses were to continue to be transported to school 
regularly, and added: 


During the two-year period 1942-1943, only 437 new school busses 
were released for school transportation, as compared with a normal 
average purchase of 10,400 new busses in one year. For 1944 the War 
Production Board has approved a schedule of bus production which will 
permit the release of about 4,000 busses to school service. This will 
replace 5 per cent of the 80,000 school busses operating, of which 8,733 
were manufactured in 1934 or earlier. 

Chief state school officials have been requested to study school bus 
needs of the states and report their findings to the O. D. T. The lim- 
ited number of busses to be manufactured should be placed in school 


units where it is impossible to maintain essential transportation with- 
out replacements. 


Officials of the O. D. T.’s division of local transport said it was 
urgently necessary that school bus operations continue to be limited 
to movements between school and home for regular daily instruction 
in order to conserve equipment and critical materials, including tires, 
gasoline and replacement parts. 


Coordinated Operations 


The O. D. T. has issued supp. order O. D. T. 3, Rev. 209, 
common carriers, coordinated operations between Oklahoma 
City and M’Cloud, Okla.; supp. order O. D. T. 3, Rev. 139, 
amendment 1, common carriers, coordinated operations between 
points in North Carolina; supp. order O. D. T. 3, Rev. 146, cor- 
rection, common carriers, coordinated operations between St. 
Louis, Mo., and Louisville, Ky.; supp. order O. D. T. 6A-22, 
common carriers, coordinated operations in Cincinnati, O., area; 
supp. order O. D. T. 6A-23, common carriers, coordinated oper- 
ations in Grand Rapids, Mich., area; and supp. orders O. D. T. 
20A-85, 20A-86, 20A-87, 20A-88, 20A-89, 20A-90, 20A-91, 
20A-92, 20A-94, covering certain taxicab operations in Ashland, 
Wis., North Adams, Mass., Cleveland, O.; Portland and South 
Portland, Me. (2); Augusta, Ga.; Madison, Ind., Madison, Ind., 
and Carrollton, Ky., and Bismarck and Mandan, N. D. 

Additional O. D. T. motor conservation orders are supp. 
order O. D. T. 3, Rev. 213, common carriers, coordinated opera- 
tions between points in Wyoming; supp. order O. D. T. 3, Rev. 
214, common carriers, coordinated operations between points in 
New Jersey; supp. order O. D. T. 3, Rev. 215, common carriers, 
coordinated operations between points in Rhode Island and 
Massachusetts; supp. order O. D. T. 6A-25, common carriers, 
coordinated operations within an area comprised of the City of 
Rochester, N. Y., and its metropolitan area; and supp. order 
O. D. T. 20A-93, certain taxicab operators, coordinated opera- 
tions in Bend, Ore., area. 


SCOTT LEAVES O. D. T. 


Director Johnson, of the Office of Defense Transportation, 
has announced the resignation of Jack Garrett Scott as general 
counsel of O. D. T., and the appointment of Frank Perrin, a 
special examiner in the Commission’s Bureau of Service, as 
acting general counsel. 

Mr. Perrin, a native of Stone Bluff, Ind., started work with 
the Commission in 1936 as an employe of the traffic section of 
the Bureau of Motor Carriers. In 1942 he joined the O. D. T. 
and was employed for a year in the division of motor trans- 
port, after which he returned to the Commission as a special 
examiner in the service bureau. He is a graduate of the Na- 
tional Law School, of Washington, D. C., and a member of the 
Indiana bar. 

He began his transportation career with the Illinois Cen- 
tral, and before entering government service was employed for 
some time as an agent on the Indianapolis and Michigan City 
division of the Nickel Plate. 

Mr. Scott, who said he felt that he had been in govern- 
ment work long enough, was associate counsel of the National 
Relief Administration prior to joining the Commission’s Bureau 
of Motor Carriers as chief attorney when it was organized in 
1935. He served with the bureau continuously until his appoint- 
ment as general counsel of the O. D. T. in December, 1941. 

Mr. Scott plans to practice law in Washington. He had 
been closely associated with the late Joseph B. Eastman, and 
said he thought that this was the logical time to enter private 
practice. 


Oo. D. T. ADMINISTRATIVE ORDER 


Supplementary administrative order O. D. T. 1-6A, super- 
seding A. O. O. D. T. 1-6, containing directions to regional and 
port offices of the Office of Defense Transportation with respect 
to the issuance of directions affecting the handling of freight, 
has been issued by J. H. Aydelott, acting director of the O. D. T. 
division of railway transport. 
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Johnson Made O. D. T. Director 


The White 
House the after- 
noon of April 4 
announced that 
President Roose- 
velt, effective 
that day, had ap- 
pointed Colonel 
J. Monroe John- 
son, member of 
the Interstate 
Commerce Com- 
mission’. since 
May, 1940, direc- 
tor of the Office 
of Defense Trans- 
portation, suc- 
ceeding the late 
Joseph B. East- 
man. Only a brief 
oral announce- 
ment of the ap- 
pointment was 
made. 

The action of 
the President ter- 
minated the serv- 
ices of Brig. Gen. 
C. D. Young as 
acting director of 
the O. D. T. Gen- 
eral Young, who was deputy director of the O. D. T. when Mr. 
Eastman died March 15, was made acting director the same day 
by President Roosevelt (see Traffic World, March 18, p. 725). 

Commissioner Johnson said after he had been notified of 
his appointment that he expected to retain his membership on 
the Commission as Commissioner Eastman had done and that 
he would receive as compensation his salary as a member of 
the Commission, the procedure that was followed in Mr. East- 
man’s ‘case. 

Appointment of Commissioner Johnson as O. D. T. director 
had been regarded as a probability in the event the President 
decided the position should be held by some one not previously 
identified with any form of transportation. General Young, it 
was pointed out, as vice president of the Pennsylvania Railroad 
for many years, had been identified, of course, with the rail- 
roads. 

Commissioner Johnson has been in close touch with O. D. T. 
activities, particularly with reference to emergency car service 
matters, and has, in effect, been the liaison officer between the 
Commission and the O. D. T. Shortly after Colonel Johnson 
took up his duties with the Commission he was placed in charge 
of the Commission’s Bureau of Service, the bureau having 
charge of the use, control, movement, distribution, exchange, 
interchange and return of locomotives, cars and other vehicles 
used in the transportation of property, including special types 
of equipment and the supply of trains by any carrier by rail- 
road, and, with the development of the national emergency, he 
became engaged in administering the emergency powers con- 
ferred on the Commission by the transportation act of 1920. 


Testifying early this year before the Senate interstate com- 
merce subcommittee investigating the railroad equipment situ- 
ation, Commissioner Johnson, referring to the manpower short- 
age on the railroads, said: “If you do not restore the manpower, 
the railroads are not going to be able to carry this war through 
to a conclusion in the brilliant manner that has thus far been 
remarked. 

“They have worked under tremendous difficulties and un- 
der superhuman loads and they have done a job that should 
win them a place in the hearts of the American people for all 
time. It would be a terrible calamity to lose that fine record 
now through no fault of theirs.” 

Commissioner Johnson told Senator Reed that the com- 
mittee’s inquiry into demurrage and “the threat to legislate on 
demurrage” was “a most wholesome thing” and that the com- 
mittee’s inquiry on that subject was one of the things that 
enabled the railroads and the people of the United States “to 
make the sacrifices they were called upon to make.” 

The commissioner has been actively engaged in confer- 
ences with shipper and carrier representatives in endeavoring 
to bring about more efficient utilization of the entire transpor- 
tation plant. 


J. Monroe Johnson 


Dual Powers 


Commissioner Johnson said April 5 he would retain his 
duties as a member of division 3 of the Commission and. that 
division 3 would continue to administer all the emergency 
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powers of the Commission through its Bureau of Service of 
which Homer C. King is director. Those functions, said he, 
would be carried out as heretofore. Commissioner Johnson 
said he would be relieved of all other Commission duties. He 
might vote to break tie votes in Commission cases, as did 
Mr. Eastman, it was pointed out. 

From a practical point of view, it is pointed out, the setup 
indicated in the preceding paragraph places Colonel Johnson 
in a position of authority with respect to transportation service 
matters as provided by the interstate commerce act and by the 
executive order of the President establishing the Office of De- 
fense Transportation, since he will retain his position of super- 
vising the work of the Commission’s Bureau of Service and at 
the same time be director of the O. D. T. Director Johnson, 
it was pointed out, would not be likely to have a difference 
of opinion with Commissioner Johnson in the matter of O. D. T.- 
I. C. C. cooperation in endeavoring to accomplish the objectives 
of the applicable provisions of the interstate commerce act 
and of the President’s executive order, though, of course, it 
would be possible for Director Johnson and division 3 or the 
Commission to disagree. 

_ With the appointment of Colonel Johnson as O. D. T. 
director, Acting Director Young reverted to his position of 
deputy director of the O. D. T. Director Johnson said he hoped 
General Young would continue with the O. D. T. and General 
Young said he expected to do so. 

Director Johnson said the Office of Defense Transportation 
would continue to work along the lines it had been working. 
The manpower shortage on the railroads was the most critical 
phase of the transportation problem now, said he. The new 
director has been a strong advocate of giving the transporta- 
tion agencies the men and materials necessary to meet the 
country’s transportation demands. 

“Truck transportation, for lack of rubber and gasoline and 
new trucks and repair parts, increased the rail burden,” he 
told the Senate interstate commerce committee recently. 
“Unless attention is paid to the truckers’ needs, more of that 
tonnage will go to the rails.” 


Ousted General Ashburn 


When Colonel Johnson was Assistant Secretary of Com- 
merce, with the government barge line under his supervision, 
the long reign of Major General Thomas Q. Ashburn as ruler 
of the government barge line came to an end. President Roose- 
velt had transferred the Inland Waterways Corporation from 
the Secretary of War to the Secretary of Commerce, effective 
July 1, 1939. In the Department of Commerce Assistant Secre- 
tary Johnson was placed in charge of supervision of the-barge 
line agency. General Ashburn was removed as head of the 
agency November 14, 1939. At that time Mr. Johnson said he 
had decided that a change was needed in the management of 
the barge line (see Traffic World, Nov. 18, 1939, p. 1149). 
Chester Thompson, formerly member of Congress from Illinois, 
was appointed as General Ashburn’s successor. 


Using Cars for Storage 


In testimony before the Senate committee Commissioner 
Johnson said the most important step taken in this war with 
respect to transportation ‘was to establish and have it well 
and truly understood that in this war there would be no stor- 
age in railroad cars.” 


“Storage in freight cars was the bete noire, the fell stroke, 
in World War I, when railroad cars were used for storage 
all over the United States,” said he. “Not only were there few 
cars left for movement, but the loaded cars were standing 
in yards and sidings to such an extent that all railroads were 
so blocked that free movement was made next to impossible.” 

At another point in his testimony before the Senate com- 
mittee, Commissioner Johnson said it was his opinion that the 
importance of rail transportation as a military engine of war 
“is not appreciated by the authorities, else they would have 
furnished the railroads, from the beginning, more material for 
their equipment, both to keep it up and to add to it. It was 
woefully short. In spite of that, the railroads have done a 
most satisfactory job.” 


Views on Threatened Strike 


On January 5, 1944, Commissioner Johnson was asked by 
Senator Reed how “we would get along” if the railroads were 
tied up by a strike or for any other reason. 

“I think it would be a military catastrophe beyond ex- 
pression,” said the commissioner. 

“It would be near treason, would it not?” asked Senator 
Reed. 

“It would be worse than treason, if there is anything worse 
than treason,” said Commissioner Johnson. “In fact, I do not 
think we have any military agency that is more vital than the 
American railroads. .. . This is a war of transportation to an 





996 


extent never before experienced, and the least let-up in our 
railroads would mean catastrophe on any and all of our many 
fronts. . . . And I might add that one good railroad man on 
the railroads is worth 100 good railroad men in the army.... 
A good man on the railroads can do things that will put the 
forces in the army and the navy in position to win on their 
fronts, but if you tie the railroads up, our armed forces cannot 
win anywhere; nor can we sustain them where they are now, 
or replace them.” 

Pelley and Rodgers Pleased 


Asked to comment on the appointment of Commissioner 
Johnson as director of the O. D. T., J. J. Pelley, president, As- 
sociation of American Railroads, said that the commissioner 
was “an excellent man for the job.” As the commissioner in 
charge of the Commission’s Bureau of Service, said he, Mr. 
Johnson had cooperated with the railroad industry 100 per cent. 

Ted V. Rodgers, president, American Trucking Associa- 
tions, Inc., asked for comment on the appointment of Mr. 
Johnson, said he was “very happy” about it. Everything he 
knew about Director Johnson was “all right,’ said he, and 
there was no reason to think that the trucking industry would 
not be treated fairly and squarely by the new director. 


His Record 


A biographical sketch of Commissioner Johnson follows: 


Colonel J. Monroe Johnson, a civil engineer, was born in Marion, 
S. C., May 5, 1878, and is the son of John Monroe Johnson and Emma 
Crider (Richardson) Johnson; he received his education in the public 
schools of Marion, S. C., University of South Carolina, Columbia, S. C., 
and Furman University, Greenville, S. C., and was prominent in 
athletics during his scholastic period. 

He volunteered for service in the Spanish-American War and served 
with the rank of sergeant in the First South Carolina Volunteer Battery 
of Heavy Artillery. 

In 1898 he opened an office for the practice of civil engineering at 
Marion, S. C., which he has continuously maintained since. 

On November 15, 1900, he married Helen Barnwell, daughter of 
Stephen Elliott and Catherine Hazzard Barnwell of Charleston, S. C. 

From 1911 to 1914 he was Chairman and Chief Engineer of the 
Marion County Highway Commission for the expenditure of the first 
road bond issue in the state, which resulted in the construction of 75 
miles of roads and 27 bridges. 

In 1916, at the request of the governor of South Carolina, he re- 
= a company of military engineers that served on the Mexican 

order. 

Also in 1916 he was appointed by the governor of South Carolina 
and served as the first chairman of the newly created South Carolina 
State Highway Commission, from which position he resigned to enter 
the World War. 

In 1917 he was commissioned by Governor Richard I. Manning to 
recruit a battalion of military engineers for immediate over-seas service 
with the Rainbow Division. This battalion was recruited by him and 
federally accepted within 15 days and became the first battalion 117th 
Engineers, Rainbow Division, regimented with the 2nd battalion from 
California and Engineer Train from North Carolina. He served as 
Major, ist Battalion, until April, 1918, and became lieutenant-colonel 
of the regiment while on the Baccarat front. He assumed command 
of the regiment and became chief engineer of the Rainbow Division 
September 12, 1918, during the first day of the San’ Mihiel offensive 
and received his promotion to colonel in October, during the first 
Argonne offensive. He remained with the regiment and the division 
from organization to demobilization and actively participated in all of 
their campaigns: Lunerville, Baccarat, Champagne, Chateau Thierry, 
San Mihiel, first and second Argonne offensives, and the Army of 
Occupation. He was awarded a Distinguished Service Medal by the 
United States, the Verdun Medal and Legion of Honor from France, 
and the Order of Leopold II from Belgium. 

On his return from the war he resumed the practice of civil engi- 
neering at Marion, S. C., which had been continued for him in his 
absence by C. P. Roberts, civil engineer, who then became his partner 
under the firm name of Johnson & Roberts. During Colonel Johnson’s 
active engineering career his specialties were timber, drainage, roads, 
bridges and utilities. For many years before he came to the adminis- 
tration in Washington, his profession was largely consulting engineer. 
He designed and supervised the construction of several extensive drain- 
age districts and several large bridges in South Carolina. 

In 1928 he was appointed boundary commissioner for the State of 
South Carolina by Governor John G. Richards. 

Colonel Johnson was appointed assistant secretary of commerce by 
President Roosevelt in June, 1935, and served in that capacity until 
June, 1940, at which time he assumed his duties as interstate commerce 
commissioner, having been nominated thereto by President Roosevelt on 
May 2, 1940, to fill the unexpired term of Commissioner Marion M. 
Caskie. He was renominated to succeed himself by President Roosevelt 
on December 11, 1941, and was confirmed by the Senate January 7, 1942, 
for a full term expiring December 31, 1948. 

The colonel is an enthusiastic golfer. He is a member of the 
American Society of Civil Engineers; Society of American Military 
Engineers of which he was national president in 1940, and at present 
is a member of its executive committee; as well as the Omicron Delta 
Kappa and Sigma Nu fraternities. He is a charter member of the 
American Legion, and was a member of its national executive com- 
mittee—the governing body of the Legion—from 1919 to 1936. 

He is a member of Army and Navy, Chevy Chase, and Burning 
Tree Clubs of Washington, D. C. He is a Mason, a Baptist, and a 
Democrat, as well as a descendant of the original settlers in South 
Carolina. He resides at the Shoreham Hotel, Washington, D. C. His 
office is the Interstate Commerce Commission, Washington, D. C. 
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Travel Curtailment 


“Insofar as possible without interfering with war traffic, 
special provisions for travel to the national political conventions 
will be made, but only for accredited delegates, alternates, and 
news personnel,” Brig. Gen. C. D. Young, acting director of the 
Office of Defense Transportation said, April 3. 

The railroads and the Pullman Company would be author- 
ized to use such extra cars as are available to transport ac- 


ie persons to and from the conventions, the O. D. T. 
said. 


The arrangements were worked out by Robert E. Hannegan 
and Ambrose O’Connell chairman and vice chairman, respec- 
tively, of the Democratic National Committee, and Harrison E. 
Spangler, chairman of the Republican National Committee, 
with H. F. McCarthy, director of the O. D. T. division of traffic 
movement. 


The travel arrangements for the conventions were set forth 
rn letter to the national chairmen from Mr. McCarthy, as 
ollows: 


I appreciate very much Mr. Spangler’s and Mr. O’Connell’s recent 
visit and the opportunity thus afforded for outlining our views concern- 
ing travel to and from the national conventions of the two major politi- 
cal parties in Chicago this year. The cooperative attitude manifested is 
especially appreciated. 

Travel in connection with the political conventions this year pre- 
sents a special problem because of the severe task imposed on the car- 
riers in transporting the military and essential war business travel of 
civilians. One-half of the nation’s sleeping cars and about one-third of 
its coaches are now exclusively devoted to official military travel. With 
the exception of a few ‘‘troop sleepers,’’ no new passenger-carrying 
equipment has been added in the past two years. 

Regular sleeping cars operated by the railroads into and out of 
Chicago are practically 100 per cent occupied—well over 90 per cent of 
that occupancy being military personnel and civilians traveling on essen- 
tial and justifiable missions. To attempt to carry in these regular cars 
the large numbers of delegates and alternates, as well as the throng 
of visitors and sightseers who usually attend political conventions, 
would be an impossibility, and each of them so carried would mean the 
displacement of an essential traveler. 

Because it is our view that the quadrennial conventions of the 
political parties, for the purpose of selecting candidates for the presi- 
dency and vice-presidency, are a necessary part of the American way of 
life, we feel it is incumbent upon the Office of Defense Transportation 
to make possible the transportation of necessary and accredited dele- 
gates and alternates to and from these conventions, but this must be 
done with the minimum interference with other essential travel. All of 
the plans which are herein proposed contemplate the definite discour- 
agment of the attendance of visitors, sightseers, and all persons other 
than regularly authorized delegates and alternates. It is, therefore, our 
purpose to authorize the railroads to put into effect plans suggested by 
O. D. T. and agreed upon between you gentlemen, for your respective 
national committees, as tollows: 

1. Each of you will furnish this office, as they are received by you, 
lists of accredited delegates and alternates from each of the states to 
your respective conventions. We will need names and full addresses. 

2. Each of you will furnish us with lists of accredited representa- 
tives of the following groups: (a) Newspapers; (b) newsreels; (c) 
radio. 

3. The Office of Defense Transportation will relax its general order 
O. D. T. No. 24 and issue authority to the railroads to operate such 
extra trains of sleeping cars, dining cars or coaches (not parlor or 
lounge cars, and extra sleeping cars or coaches on regular trains as may 
be necessary to transport the accredited alternates and delegates and 
accredited newspaper, newsreel and radio personnel to and from the 
conventions. The Pullman company wilt be authorized to make avail- 
able to the extent of its ability, without interfering with urgent mill- 
tary requirements, such extra sleeping cars as may be needed to trans- 
port those named. State delegations and individuals will be expected 
to make their own arrangements with the railroads for transportation 
in such extra trains and cars of persons authorized to occupy them, as 
provided for in paragraph 4 herein. 


4. The Office of Defense Transportation will issue certificates, from 
lists furnished by you, to accredited delegates and alternates, as well 
as to the accredited newspaper, newsreel and radio personnel, and will 
permit the railroads to transport in special convention sleeping cars or 
coaches, or in special trains named in paragraph 3, only those persons 
who hold certificates issued by O. D. T., as provided herein. Certifi- 
cates so issued will not afford the holders any ‘“‘priority’’ or other 
advantages with respect to reservations in regular sleeping cars, parlor 
cars or coaches. 

5. It is further understood that the chairmen of the National Demo- 
cratic and Republican Committees, respectively, will, in all their pub- 
licity concerning the convention, urge, in order that travel may be held 
to a minimum, that all persons, including families of delegates and 
other visitors, refrain from attending the conventions. It should be 
understood that if such persons do attend, the railroads will not be 
permitted to transport them in any of the convention special cars or 
trains. 

6. It is agreed that all special convention travel from states, or 
portions of states, which may be reached in regularly scheduled train 
service from Chicago in not to exceed 6% hours, will be in day coaches, 
and that railroads and Pullman company will not be authorized to pro- 
vide special sleeping cars, parlor cars, or lounge cars for the transpor- 
tation of such delegates to and from the conventions. 

7. Permission will not be granted for the parking and occupancy 
for living quarters of any sleeping cars at Chicago. 

Upon receipt of acknowledgment of this letter and of your agree 
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April 8, 1944 


| ment with its provisions, we will proceed with the issuance of suitable 
linstructions and will make public its conditions. 


Chamber of Commerce Postponement 


In formally announcing the action of the board of directors 
of the Chamber of Commerce of the United States postponing 
indefinitely the Chamber’s annual meeting scheduled for May 
3, 4, and 5 in New York City (see Traffic World, April 1), Eric 
‘A. Johnston, president, said: 


America’s every effort, individual and collective, must be centered 

on winning the war. Naturally, every organization, whatever segment 
of the national economy it may represent, regards its own affairs as of 
the utmost importance. But, in the present national crisis each must 
yield where the common purpose is served. 
“We are massing men and materials on the other side for the inva- 
sion, for the supreme effort to bring victory to Allied arms. Mi..tary 
operations must have first call on all facilities. Transportation is taxed 
to the utmost. All other facilities and services are overloadea. 

Therefore, although the Chamber of Commerce of the United States 
|maintains that free, frank and open discussion of current problems is 
inecessary in time of war, as in time of peace, it is willing in the public 
interest to relinquish its annual meeting as a forum. It offers this as 
its further contribution to the war effort. 

The United States Chamber has never before missed a yearly meet- 
ing in the thirty-two years of its existence. Only the urgency of war is 
now allowed to interfere. A program for this year has been in the 
making, but the mounting demands of the war effort have made it 
more evident as those plans went forward that postponement should be 
given serious attention. Finally, a. a meeting of the Chamber’s board 
of directors on March 24 and 25, the question was placed with a com- 
mittee of the board for recommendation. That recommendation has now 
been made and a decision reached to postpone the meeting. 

The action of the Chamber’s board was largely influenced by the 
growing demands on rail transportation facilities. Approximately one- 
half of all Pullman car accommodations are today being used for the 
organized movement of the armed forces. In addition millions of men 
and women in uniform are traveling on furlough. Due to the fact that 
the railroads in the present emergency have not been able to obtain 
needed additional passenger equipment, facilities left available for the 
general traveling public are greatly reduced. 

Much of ihe Chamber’s necessary business is transacted at its an- 
nual meetings To meet by-law requirements, business which neces- 


sarily must be carried on ac the time fixed for this year’s meeting will 
be conducted by mail. 


The O. D. T. announced that the railroads serving Louis- 
ville, Ky., had “reinforced” plans worked out by it and by the 
management of Churchill Downs to restrict travel to the Ken- 
tucky Derby, May 6, by making no reservations to Louisville 
for the period of May 1 to 6, or for return trips from Louisville 
May 6 to 8, available prior to May 1. The restrictions, said the 
0. D. T., would not apply to members of the armed forces, to 
holders of government transportation requests, or to other bona 
fide essential travel. It added that motor bus lines serving 
Louisville had agreed to comply with an O. D. T. request by 
not furnishing additional service to Louisville on the week-end 
\of the derby, beyond normal week-end requirements, and that 
the Churchill Downs management would cooperate with the 
|0. D. T. by making the Kentucky Derby of 1944 a “home-town 
jaffair’” and by not selling derby tickets for use by persons, out- 
side the Louisville area. 


Another Meeting Off 
George Romney, managing director, Automotive Councth, 







\f6r War Production, has informed the Office of Defense Trans- *‘ 


portation that the board of directors of the council had unani- 
mously agreed to forego the holding of its annual meeting in 
1944, “as a step to lighten the wartime transportation load.” 
In a letter to General Young, Mr. Romney said: 


As an organization devoted to furthering the war production ef- 
fort, the Automotive Council meetings are concerned with pertinent 
subjects connected with the war program. However, we felt that the 
same objective could be attained by holding a series of regional meet- 
ings, instead of one large meeting in Detroit in June. This will allow 
representatives of our 500 member companies to get the benefit of the 
|discussions in their own communities, or nearby communities, and thus 
materially ease the transportation strain which a centralized meeting 
necessarily occasions. 

This action was taken voluntarily by our directors as a further step 
|. in aiding the war effort. The automotive industry is in full accord with 
jjyour program to hold wartime travel to a minimum, in order not to 

compete for accommodations with personnel in the armed services an 
civilians on essential wartime missions. 






0. D. T. APPEAL DECISION 


_ “Brig. Gen. C. D. Young, acting director of the Office of 
Defense Transportation, has overruled the action of the district 
Manager of the Springfield, Mo., district office of O. D. T., and 
the O. D. T. director of motor transport for region 6, who 
had held that resumption of rural deliveries, after their dis- 
continuance by the Dr. Pepper Bottling Co., of Springfield, was 
| Subject to amendment No. 6 to General Order O. D. T. 17, 


; 
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prohibiting extension or inauguration of motor service without 
an O. D. T. permit, without which no additional gasoline would 
be allotted. 

General Young held that resumption of rural delivery serv- 
ice was not such an extension or inauguration of service as 
required approval by the O. D. T., and that the bottling com- 
pany’s certificate of war necessity should be revised to embrace 
the operation of 65,676 truck-miles in the rural territory in- 
volved, subject to such future adjustments as might appear to 
be justified by the extent and character of its operations and the 
supply of motor vehicle equipment and supplies available for 
the civilian economy. 

He said the O. D. T. had to depend largely on voluntary 
cooperation of the transportation industry to conserve vehicles 
and supplies and that such conservation had been accomplished 
by the company in suspending rural delivery service in the 
period in which it was economically feasible. He pointed out 
that the extent of the period had been fixed not by the bottling 
company or by any circumstance over which it had control, 
but by Office of Price Administration regulations in the alloca- 
tion of the limited supplies of sugar. 

The decision, Appeal Decision No. 2, showed that the com- 
pany had eliminated rural deliveries when its sugar allotment 
was cut by O. P. A., and had sought to resume those deliveries 
when its sugar allotments were increased. 


SELECTIVE SERVICE AND TRANSPORT 


Special representatives of the Office of Defense Transpor- 
tation, in all cases managers of O. D. T. district offices, have 
been appointed in the 48 state capitals to assist state directors 
of selective service in handling any deferment of essential 
transportation workers under 26 years of age that might be 
authorized in Washington, Brig. Gen. C. D. Young, acting direc- 
tor of the O. D. T., has announced. 

General Young said no decision had as yet been made as 
to the number or kinds of transportation workers under 26 who 
would be kept in their present jobs in order to avoid any pos- 
sible loss of war transportation service. The O. D. T. represen- 
tatives at the state capitals, he said, had received specific in- 
structions that no action would be taken on any special appli- 
cations for deferment of transportation men under 26. Mean- 
while, he added, they would hold themselves in readiness as 
liaison officers to provide any service requested of them by 
state directors of selective service. 

Pending a determination with respect to key workers un- 
der 26 who are subject to the draft, General Young told the 
special representatives that the transportation industries were 
vitally interested in retaining key workers over 26 and in- 
structed them to seek the aid of state selective service directors 
in obtaining deferment for key men in the older age brackets. 

Any special applications for deferments of transportation 
workers under 26 submitted either to state selective service 
directors, or to the special O. D. T. representatives, would be 
held by the latter until quotas for the various branches of trans- 
portation had been determined in Washington, he said. 

The O. D. T. announcement said that General Young had 
emphasized the necessity for deferment of a limited number of 
transportation workers under 26 before a special inter-agency 
committee considering the matter in Washington. 


0. D. T. NAVY TRANSPORTATION ORDER 


The Office of Defense Transportation in General Permit 
O. D. T. 35-3, effective April 5, has authorized the Navy De- 
partment to use and operate local transportation equipment 
(a) for the movement of naval personnel on maneuvers or on 
trips made on official naval orders, or (b) on special operations 
necessary for the prosecution of the war, notwithstanding the 
provisions of section 501.307 of General Order O. D. T. 35. 


ARNOT ON CONSERVATION 


“Not until every unnecessary mile has been eliminated and 
every necessary truck mile used to the maximum can we relax 
our efforts for efficient utilization of all trucks operating on 

le highways,” said H. C. Arnot, director of the division of 
motor transport of the Office of Defense Transportation, in an 
address to the New Jersey Motor Truck Association at Newark. 

' He told the truckers that they should realize that the 
O. D. T. orders requiring conservation were the only means 
by which the industry could be preserved and that, because 
of “the direct impact with the army on equipment, parts, tires, 
and manpower, we must organize ourselves to face the even 
more difficult months that lie ahead.” 

Mr. Arnot said he wanted to clear up some confusion he 
knew existed in connection with the activities of his division 
of O. D. T., in relation to matters that were of vital importance 
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to motor transportation, but the ultimate jurisdiction of which 
were not with O. D. T. Continuing, he said: 


We are the claimant agency of domestic transportation for the 
production of new trucks and replacement parts before the War Pro- 
duction Board; for tires, before the Rubber Director; for gasoline, 
before the Petroleum Administrator for War, but the final decision in 
connection with our requests on behalf of domestic transportation for 
these critical materials is with these various agencies. It is important, 
therefore, that we be fully and currently informed and the cooperation 
of the trucking industry in giving us all the information we ask for 


quickly and accurately is of the utmost importance in fulfilling this 
obligation. 


Mr. Arnot paid tribute to Joseph B. Eastman, late director 
of the O. D. T., and in connection with the part of motor trans- 
port in the war, quoted Mr. Eastman to the effect that ‘the 
trucking industry will not die or become a bedridden invalid. 
It may grow thin and weary, because it will have little more 
than a subsistence diet, but it will survive.” 


PORT AREA TRAFFIC 


By amendment No. 1 to administrative order O. D. T. 17, 
governing traffic in port areas, the Office of Defense Trans- 
portation has amended the order by changing the names of the 
port areas shown opposite the states of Louisiana, Oregon, and 
Washington, to read as follows: 

Louisiana: Belle Chasse, Braithwaite, Lake Charles, and New 
Orleans. 

Oregon: Astoria, Linnton, Lacoda, and Portland. 

Washington: Aberdeen, Anacortes, Bellingham, Everett, 


Kalama, Longview, Mukilteo, Olympic, Tacoma, Tulalip, and 
Vancouver. 


Oo. D. T. LAKE PERMITS 


The Office of Defense Transportation has announced the 
suspension until May 15 of the requirement for permits for 
movements of vessels on the Great Lakes, under General Order 
O. D. T. 25A. 

The action (suspension order O. D. T. 25A-1) was taken, 
O. D. T. officials said, in order to allow the Great Lakes vessel 
operators to have “complete freedom of action in moving their 
cargoes in the next 45 days.” 


Oo. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced that 
Richard ©. Fischer, of Chicago, who has served since last July 
as a deputy director of the O. D. T. division of railway trans- 
port, has taken over active direction of the division’s freight 
and passenger operations section. 

The O. D. T. said that Mr. Fischer would continue to 
supervise the mechanical operations and controlled materials 
sections of the division of railway transport, and in addition 
would assume the direction over freight and passenger affairs 
formerly exercised by James H. Aydelott, who was recently 
promoted to acting director of the division. 

Before joining the O. D. T., Mr. Fischer served for a year 
and a half as chief of the operations branch, rail division, 
Transportation Corps of the United States Army. From 1918 
to 1920, he was with the United States Railroad Administration. 

“A native of Terre Haute, Ind., Mr. Fischer has spent his 
entire railroad career with the Illinois Central Railroad, except 
for the periods of his government service,” the O. D. T. said. 
He entered the road’s employ in 1905 and held the position of 
superintendent of transportation when he was granted a leave 


of absence in February, 1942, to accept the War Department 
post. 


TRANSPORT AGENCIES’ PERSONNEL 


The number of persons employed by the Interstate Com- 
merce Commission in January, 1944, showed a reduction of 20 
below the number employed by it in December, 1943, but the 
employe list of the Office of Defense Transportation increased 
by 18 in the same period, according to data made public by 
Senator Byrd, of Virginia, chairman of the joint congressional 
committee on expenditures in federal government departments 
and agencies. A tabulation inserted by Senator Byrd in the 
Congressional Record showed that the Commission’s employe 
total of 2,174 in December was reduced to 2,154 in January, 
while the number employed by the O. D. T. rose from 5,066 in 
December to 5,024 in January. 

An increase of 181 in the number of War Shipping Admin- 
istration employes and an increase of 142 in Maritime Com- 
mission employes were reported by Senator Byrd for the same 
period, the January totals being 4,703 for the W. S. A. and 
9,741 for the Maritime Commission. According to the Byrd 
committee’s report, the Board of Investigation and Research— 
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Transportation, with a total of 76 employes in January, had 


three less than it had in December; the National Mediation | 


Board gained seven employes, with a total of 88 in January, 
and the Railroad Retirement Board gained 136 employes, with 
a total of 1,648 in January as against 1,512 in December. 


Army-Navy Freight Stations 


The seventh joint army-navy freight ‘consolidating station” 
will be established April 15 in the St. Louis, Mo., yards, pri- 


marily relieve the Chicago station of some of the tremendous | 
volume of traffic for which it presently is responsible, says the | 
War Department. Other stations are in New York, Philadelphia, | 
Atlanta, San Antonio, and El] Paso. Similar operations are con- | 


ducted at Army Service Forces installations at Memphis, Fort 
Worth, Ogden, and Columbus, O. In a statement about the 
stations, the War Department said: 


Speed, economy and round-the-clock control of thousands of freight 
cars moving over the face of the American railroad network are the 
reasons for the joint army-navy ‘‘consolidating stations,’’ strategic 
relay points in a tremendous shuffling and sorting to guarantee 
efficient shipment of war supplies. 

The stations are in reality the services’ counterparts of the com- 
mercial ‘‘freight forwarders,’’ a system that has long been used in the 
transportation world. The army-navy stations adapted the system to 
military needs unhampered by competitive considerations. Service is 
the only standard in directing the flow of traffic. The stations have 
been established only where the volume of freight is greatest and spe- 
cial facilities are needed. The commercial system is used wherever 
feasible. 

The first of the stations was established in July, 1942, under control 
of the Army’s Transportation Corps. Later the navy, impressed by 
the results accomplished, asked that they handle naval, marine and 
coast guard shipments. Since then the stations have been joint ven- 
tures, with the Army’s Transportation Corps in charge. 

All of the stations at which freight is consolidated also serve as 
distributing agencies, breaking bulk on consolidated cars and effecting 
deliveries to consignees in adjacent areas. In addition army-navy 
freight distributing agencies are operated at Seattle, Spokane, Port- 
land, Tacoma, Oakland, San Francisco and Los Angeles for the purpose 
of receiving consolidated cars and distributing their contents to ulti- 
mate consignees. Many direct consolidated cars are forwarded from 
army-navy consolidating stations to larger army service forces, army 
air forces and navy installations. 

In the consolidating stations, occupying quarters in railroad freight 
house facilities, less-than-carload shipments from different points of 
origin are sorted and collected into full carload lots. Result, the gov- 
ernment gets a cheaper shipping rate for a full load and the car goes 
through to its destination without further rehandling and delay. Com- 
modities bound for the same destination and in the same general tariff 
rate classification are sent in the same carload shipments. Every cubic 
inch of car space is utilized to conserve precious transport facilities. 
Refrigeration cars, for example, most of which normally would go 
empty east to west after carrying produce from the west are crammed 
with war freight. Use of the westbound ‘‘reefers’’ also conserves box 
cars which normally return empty or partially loaded eastbound after 
trips west from eastern manufacturing centers. More than 6,000 refrig- 
erator cars have been used. 

The time required for transcontinental east to west shipment of 
less-than-carload lots has been cut by about one-half so that the average 
time is now about 12 days. The less-than-carload lots handled by the 
consolidating stations since the government system was inaugurated to- 
talled about 700,000 tons, through February, 1944. The monthly figure 
was 22,000 tons in January, 1943, compared with 57,000 in January, 1944. 


MAGNESIUM PLANT AND TRANSPORT 


Senator McCarran, of Nevada, in an address in the Senate, 
said that “some members of the War Production Board” who 
in the past had been “active members of the boards of great 
industrial activities’ were backers of a proposal to curtail by 
40 per cent the production of the Basic Magnesium plant near 
Las Vegas, Nev., on the grounds that such curtailment would 
result in savings of oil manpower and transportation and in a 
saving of haulage of peat from Canada. 


He said examination of facts would disprove the statement 
that a 40 per cent reduction in the Basic Magnesium plant’s 
output was necessary to relieve transportation. 

“The shipment of magnesium east can by no stretch of the 
imagination be regarded as a load or burden on the transpor- 
tation system,” he said. “Approximately 10 trains of 60 cars 
each pass through Las Vegas daily traveling east. Of these 
600 cars, about 75 per cent, or 450, are empties. The total pro- 
duction of Basic Magnesium does not exceed four cars per day. 
Thus the shipment of magnesium from Basic has the effect of 


reducing the number of empty cars moving eastward from 450 f 


to 446. Certainly this is no load on the transportation system.” 

He said that the transportation of peat moss from Canada 
was no longer a problem, because improvements now being 
made at the Basic Magnesium plant would, when completed. 
entirely eliminate the need for peat moss. 
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Railroad Purchases in 1943 


Purchases of fuel, materials and supplies by Class I rail- 


roads of the United States in connection with their operation - 


were greater in 1943 than in any year since 1927, according to 
J. J. Pelley, president of the Association of American Rail- 
roads. 

“Such purchases in 1943 totaled $1,394,281,000, an increase 
of $134,470,000 compared with 1942,” said he. “In 1927 pur- 
chases of fuel, materials and supplies totaled $1,395,928,000. 

“Purchases increased 10.7 per cent between 1942 and 1943. 
Part of this increase was due to increased prices, which aver- 
aged about 7 per cent higher in 1943 than in 1942, and the 
remainder was due to greater volume purchased.” 

Continuing, he said: 


Class I railroads in 1943 expended $527,296,000 for fuel compared 
with $426,335,000 in 1942. For bituminous coal only, their purchases 
totaled $375,398,000 or an increase of $62,611,000 compared with the 
preceding year, while anthracite purchases totaled $3,715,000, or an 
increase of $625,000 compared with 1942. Purchases of fuel oil in 1943 
amounted to $136,905,000, compared with $99,767,000 in the preceding 
year. For gasoline, there was an expenditure of $5,782,000 in the past 
year, while for all other fuels, including coke, wood, and fuel for 
illumination, expenditures amounted to $5,496,000. 


Purchases of forest products amounted to $150,255,000 in 1943 com- 
pared with $115,227,000 in 1942. For cross ties, including switch and 
bridge ties, the railroads expended $92,871,000 in 1943, an increase of 
$21,683,000 above such expenditures in 1942. Purchases of lumber, in- 
cluding timber as well as other forest products, amounted to $57,384,000, 
or an increase of $13,345,000 above the preceding year. 


Class I railroads in 1943 purchased iron and steel products amount- 
ing to $410,803,000, compared with $433,089,000 in 1942, or a decrease of 
$22,286,000. For locomotive and car castings, beams, couplers, frames 
and car roofs, the railroads spent $49,440,000 in 1943, compared with 
$61,359,000 in the preceding year. Purchases of steel rail, including new 
and second-hand except scrap, amounted to $60,074,000 in 1943, com- 
pared with $55,647,000 in the preceding year; while for track fastenings, 
track bolts, spikes, and other such materials used in connection with 
the laying of rails, the railroads expended $43,804,000, or a decrease of 
$9,545,000 below the preceding year. 


For wheels, axles and tires, the railroads expended $44,550,000, 
compared with $41,501,000 in the preceding year; and for bar iron and 
steel, spring steel, tool steel,.unfabricated rolled shapes, wire netting 
and chain, boiler, firebox, tank and sheet iron and steel of all kinds 
their expenditures amounted to $28,868,000, compared with $27,120,000 
in the preceding year. Purchases of interlocking and signal material in 
1943 amounted to $18,152,000 and for standard and special mechanical 
appliances for locomotives, $18,478,000. 

Miscellaneous purchases made by the Class I railroads totaled 
$305,927,000 in 1943 compared with $285,160,000 in 1942. Coming under 
this heading were $38,852,000 for glass, drugs, chemicals, including 
chemicals for timber treatment, and painters’ supplies; $30,468,000 for 
lubricating oils and grease, illuminating oils, boiler compound and 
waste; $20,258,000 for stationery and printing; $56,417,000 for commis- 
sary supplies for dining cars, camps and restaurants; $19,783,000 for 
electrical materials; $19,509,000 for, ballast; $29,544,000 for non-ferrous 
metals and products; $7,631,000 for passenger car trimmings; and 
$22,463,000 for locomotive, train and station supplies. 





‘Track Freight Loading 


| 
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“With February containing one less working day than 
January, volume of freight transported in the month by (re- 
porting) motor carriers declined 6.6 per cent,” says American 
Trucking Associations, Inc. 

“The February volume, however, was 0.5 per cent in ex- 
cess of that for the corresponding month last year. 

“The report was based on comparable data received by 
A. T. A. from 315 motor carriers in 47 states and the District 
of Columbia. Those carriers handled an aggregate of 2,163,016 
tons in February, compared with 2,315,131 in January and 
2,152,258 in February, 1943. 
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“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of reporting carriers for the three- 
year period 1938-1940 as representing 100, fell to 173.01 in 
February from 182.08 for the previous month. 

“Carriers of general freight experienced a traffic decline of 
6.2 per cent from January and a loss of 1.8 per cent from 
February of last year. The figures indicated that approximately 
78% per cent of all tonnage transported during February was 
hauled by carriers of general’ freight. 

__“Transporters of petroleum products, accounting for 
slightly more than 14% per cent of total tonnage reported, 
suffered a decrease of 3.6 per cent from January, but scored a 
gain of 21.5 per cent over February, 1943. 

“Carriers of iron and steel products hauled about 3 per 
cent of the total tonnage. Their traffic volume dropped 13.9 
per cent from January and ran 11.5 per cent under February 
a year earlier. 

“Almost 4 per cent of the total tonnage reported consisted 
of miscellaneous commodities, including tobacco, milk, textile 
products, coke, bricks, building materials, cement and house- 
hold goods. Tonnage in this class showed decreases of 17.1 per 
cent from January and 6.1 per cent from February, 1943. 

_ “February tonnage of carriers reporting from the Eastern 
District represented a decrease of 10.5 per cent under January 
and 3.1 per cent from February of last year. 

“Carriers in the Southern region reported decreases of 1.6 
per cent from January and 0.9 per cent from February, 1943. 

“Tonnage reported from the Western District dipped 0.6 


per cent from January, but held 8.3 per cent over February of 
last year.” 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 19,894 
freight cars, and a daily average shortage of freight cars of 
658, for the week ended April 1, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,631; auto 
box, 117; flat, 753; gondola, 3,548; hopper, 1,903; and miscel- 
laneous, 9,942. ; 

The shortage was made up as follows: Plain box, 516; auto 
box, 110; flat, 27; and gondola, 5. 


RAIL EQUIPMENT INQUIRY 


The box car supply situation involving the use of 200 U. S. 
railroad box cars for shipment of feed wheat daily into the 
United States from Canada had cleared up and there was no 
necessity for further consideration of the matter at this time 
by the Senate interstate commerce committee investigating 
the rail equipment situation, said Senator Reed, of Kansas, 
April 4. The senator reached this conclusion on the basis of 
reports of the car service division of the Association of Ameri- 
can Railroads showing that the tight situation that had ex- 
isted with respect to movement of American grain had been 
cleared up. At the A. A. R., April 4, it was stated that no grain 
elevator in the middle west and northwest was closed because 
of lack of cars to move grain. 


Revenue Freight Loading 


Revenue freight loading the week ended April 1 totaled 
787,525 cars, according to the Association of American Rail- 
roads. This was 8,600 cars or 1.1 per cent above the preceding 
week, 15,423 cars or 2 per cent above the corresponding week 
of 1943, and 41,513 cars or 5 per cent below the corresponding 
week of 1942. 


Statistics prepared by the A. A. R. car service division 
follow: 


Revenue Freight Car Loading—Week Ended Saturday, April 1 


Grain and Live 
grain-prod. stock Coal 
{ 1944 41,110 14,459 165,834 
WOCA) GUD MOREE i665 ccasien ee ankeie 4 1943 43,326 13,859 157,426 
| 1942 35,337 11,975 147,820 
Preceding week March 25......... 1944 43,326 13,859 157,426 
Per cent increase over............ 1943 4.3 5.3 
Per cent decrease under..........1943 5:1 
Per cent increase over............ 1942 16.3 20.7 12.2 
Per cent decrease under.......... 1942 
{ 1944 699,159 211,109 2,454,885 
Cumulative 14 weeks to April 1.41943 669,815 182,666 2,359,219 
| 1942 543,156 161,448 2,183,901 
Per cent increase over............ 1943 4.4 15.6 4.1 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 28.7 30.8 12.4 
Per cent decrease under.......... 1942 
V————ee 


Per cent to 15-year average 117.9. 


Forest Mase. 
Coke Products Ore uu. C. L. Miscellaneous Total 
14,797 41,119 17,444 109,005 383,757 787,525 
14,415 41,895 17,135 100,966 383,080 772,102 
13,841 48,502 55,044 139,821 376,698 829,038 
14,415 41,895 17,135 100,966 383,080 772,102 
2.7 1.8 8.0 P| 2.0 
1.9 
6.9 1.9 
15.2 68.3 22.0 5.0 
211,659 584,450 197,173 1,426,476 5,093,738 10,878,649 
210,050 537,666 206,412 1,280,733 4,986,522 10,433,083 
197,802 625,422 247,819 2,031,608 4,994,084 10,985,240 
8 8.7 11.4 2.2 4.3 
4.5 
7.0 2.0 
6.6 20.4 29.8 1.0 
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Control of Exports and Imports 


The War Production Board has announced that it has made 
several changes in its general imports order M-63, including 
removal of 67 perviously listed commodities from import con- 
trol, cancelation of the exemption of materials imported by 
mail as to which the value by the shipment is less than $100, 
and revision of the degree of control exercised over ten cate- 
gories of commodities. 

_ The commodities released from the provisions of M-63 
were small-tonnage items transported over routes as to which 
the shipping situation had eased, officials of the stockpiling and 
transportation division of the W. P. B. said. They explained 
that the exemption of mail shipments valued at less than $100 
was rescinded because it had been found that importers were 
taking advantage of this provision by splitting up their ship- 
ments into individual parcels of a value to qualify under the 
exemption. 

Under the revised provisions of the order, the W. P. B. 
said, commodities moved from list I to list II were hog bristles, 
brushes, horse mane and tail hair, mangrove bark, mangrove 
extract, quebracho extract, quebracho wood, wattle bark and 
wattle extract. Dehydrated vegetables were moved from list I 
to list III. It explained that commodities on list I were subject 
to import controls and also to “use” controls after receipt in 
this country; that those on list II were subject to import con- 
trols only, and that those on list III were subject to import 
control except when received overland, by air or inland water- 
way from Canada, Mexico, Guatemala or Salvador. It said that 
provisions of supplemental general imports order M-63-a were 
revised to eliminate bottle caps, canary seed and hair pins 
from schedule A of that order. Amended general order M-63 
became effective March 30. 

The requirements and supply branch, Bureau of Supplies, 
Foreign Economic Administration, has issued its current export 
bulletin No. 154, containing information relative to commodi- 
ties subject to export control and to export licenses under the 
jurisdiction of the F. E. A. 

The Foreign Economic Administration has notified export- 
ers that, effective April 1, all commodities except a relatively 
few tight-supply items have been removed from the decentral- 
ization procedure which required exporters to submit “prefer- 
ence request recommendations” with applications for licenses 
to export to Brazil. In addition, the F. E. A. announced that 
import recommendations were no longer needed with applica- 
tions to export six commodity groups to Colombia and Vene- 
zuela. 

The only commodities for which Brazilian “preference re- 
quest recommendations” still must accompany license applica- 
tions include certain chemicals, coal and coke, steel, iron and 
iron products, non-ferrous metals and miscellaneous minerals, 
rubber and rubber products, and wood and wood manufactures. 
The six commodity groups for which import recommendations 
are no longer required with applications for licenses to export 
to Colombia and Venezuela are automotive replacement parts 
and accessories, batteries, spark plugs, motor vehicle engines, 
ball and roller bearings, and asbestos metallic yarn and fric- 
tion materials. 

The F. E. A. said this action represented a further simpli- 
fication of export controls. Details of the new adjustment are 
given in F. E. A. current export bulletin No. 155. The bulletin 
points out that, although the commodities in question will no 
longer require import recommendations, ‘‘they will continue to 
be subject to quantity and other limitations of the War Pro- 
duction Board and other agencies.” 


PORT SECURITY REGULATIONS 


Admiral Waesche, commandant of the Coast Guard, has 
issued revised regulations for the protection of waterfront 
facilities, effective May 1. 

General provisions of the amended regulations set forth, 
among other things, the scope of their application, designation 
of administrative authority, special orders and powers of the 
captain of the port, and responsibility for compliance. Other 
provisions of the regulations deal with sabotage, guarding of 
waterfront facilities, identification and passes, fire prevention. 
facilities for dangerous cargo, the handling of such cargo, and 
penalties for violation of the regulations. 

Admiral Waesche also has issued a waiver of compliance 
with those regulations in the St. Louis district of the Coast 
Guard, on a finding that application of the regulations in that 
district “is not presently necessary to the security of the water- 
front facilities in such district.” The St. Louis district, accord- 
ing to the waiver notice, includes West Virginia, Kentucky, 
Tennessee, Oklahoma, Kansas, Nebraska, North Dakota, South 
Dakota, Iowa, Missouri, and the southwestern part of Penn- 
sylvania, southern parts of Ohio, Indiana and Illinois, a western 
part of Wisconsin, a southern part of Minnesota, and northern 
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parts of Arkansas, Mississippi and Alabama, as specifically set 
forth in the notice. 

The text of the amended regulations and of the waiver 
was published in the Federal Register of March 31. 


MOVING WARTIME FREIGHT 
The Association of American Railroads has issued a pam- 
phlet entitled; “How America’s Freight Is Moved in Wartime,” 
in which a chart shows that, on a ton-mile basis, in 1943, rail- 


‘roads carried 72 per cent of the inter-city freight and other 
agencies of transportation carried the following percentages: | 
Great Lakes, 11 per cent; pipelines, 10 per cent, trucks 4% per | 


cent and inland waterways, 2% per cent. 


“Of this tremendous 1943 movement of more than 1,000 | 
million ton-miles,”’ says the association, “the railroad part was 


730 million ton-miles—nearly three-fourths of the total—six 
times as much as the next largest carrier of freight, the Great 
Lakes ships—more than seven times as much as pipelines— 
more than fifteen times as much as all the inter-city trucks, 
both private and for-hire, combined—twenty-nine times as 
much as the barges and boats on inland waterways other than 
the Great Lakes. 

“The American railroads, along with every other form of 
transportation, are working as they never worked before— 
glad that they have been able to do as much as they have and 
as well as it has been done—and determined to keep on doing 
their level best to help get the job done and done as speedily 
as possible.” 

REFRIGERATOR CAR DEMURRAGE 

The Commission, division 3, has issued amendment No. 3 
to Service Order No. 180, which established a scale of demur- 
rage charges on refrigerator cars not unloaded within the free 
time allowed (see Traffic World, Feb. 12, p. 407). The amend- 
ment suspends the service order from April 6 to May 5 and 
strikes out a provision in the original service order that it 
would expire April 11. 

The reason for the action given at the Commission was 
that there had been a slight easing in the refrigerator car 
situation and additional time was being allowed for further 
improvement. 


CAR UNLOADING ORDERS 


By service orders No. 186-A, and 192-A, the Commission, 
division 3, has vacated service orders No. 186 and 192, respec- 
tively. Service order No. 186 required immediate unloading of 
cars of bituminous coal at Van Nest and Brooklyn, N. Y.; 
Juaniata Scales, South Amboy, and Port Reading, N. J. Service 
order No. 192 ordered unloading of cars of bituminous coal at 
Van Nest, N. Y. 

The Commission, division 3, by service order No. 195, has 
ordered the Pennsylvania to unload four cars containing coal, 
on hand at the Henderson Street station, Jersey City, N. J. 
The order said the cars had been on hand for an unreasonable 
length of time. 

By service order No. 190-A, the Commission, division 3, 
has vacated service order No. 190, which ordered the North 
Western, the B. & O., and the Chicago Terminal Railroad to 
unload six cars containing scrap tin cans, on hand at Chicago, 
Ill., for the Ben Zenoff Motor Co. 

The Commission, division 3, by service order No. 194, has 
required the New Haven and the New York Central to unload 
“forthwith” four cars containing coal billed to the Castle Coal 
Co., Oak Point, N. Y., on the New Haven; and five cars con- 
taining coal billed to Louis Gullotta, Clearfield, Pa., on the 
New York Central. 


HIGH WATER SERVICE ORDER 


The Commission, division 3, has issued service order No. 
193, effective April 3, requiring rerouting of freight traffic 
routed over the line of the Alabama, Tennessee & Northern, 
between York and Reform, Ala., by the routes most available 
to expedite its movement. The order said that due to high 
water on the Tombigbee River, the railroad was unable to 
transport traffic between the points mentioned. 

The order carried the usual suspension of traffic rules and 
practices with respect to car service in so far as they conflicted 
with its provisions, provided that the billing covering all cars 
rerouted carried reference to the order as authority. Rates 
applicable to the rerouted traffic are to be the same as would 
have applied had the shipment moved as originally routed, the 
order says. Common carriers affected by the order are required 
to proceed, even though no division agreements are in effect, 
over the routes authorized, divisions to be agreed upon by the 
carriers or, on their failure to do so, to be fixed by the Com- 
mission. 
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| Mid-West Shippers Board 


The Mid-West Shippers Advisory Board, at its spring 
meeting at Chicago, April 6, reaffirmed by resolution positions 
taken earlier in opposition to the construction of the St. Law- 
rence seaway and in favor of the complete repeal of the land 
grant laws. Both resolutions authorized the board’s legislative 
committee and its officers to take appropriate action before 
Congressional committees on those subjects. Action came on 
recommendations of the executive committee which had ap- 
proved resolutions submitted to it by the legislative committee. 
Clayton F. Devine, general secretary of the board, presented 
the report of the executive committee. 

That report also recommended alteration of the board’s 
by-laws to permit the executive committee to act for the board 
in emergencies. That recommendation was adopted. So was 
another, that Irving M. Peters, general chairman of the board, 
be instructed to communicate to proper government officials 
'the position of the board that exemptions from military serv- 
‘ice should be granted to essential railroad workers. 

The rpeort of the legislative committee, as presented at 
the meeting by Charles W. Stadell, chairman, discussed a num- 
ber of other legislative matters for information only. A. H. 
Schwietert, chairman of the committee for car efficiency, said 
that, in March, average detention of cars in the board area 
had sunk to 1.46 days and the percentage of cars held over 48 
hours to 9.6. He said the “flying squad,” organized a few 
months ago to deal personally with shippers who were failing 
promptly to load and unload cars, had made 43 calls in the 
first quarter of 1944, and that its work was assisting in reduc- 
ing the number of complaints on that score. He said the 
campaign for removal of dunnage from cars and complete 
cleaning of them by receivers had been hampered by the diffi- 
culty of getting reports from railroads. Improvement in that 
respect had been had in the first quarter of the year, however, 
he added, with the result that 300 such reports had been re- 
ceived in that period as compared with a total of 325 reports 
in the whole of the year 1943. 

J. J. Mahoney, chairman of the railroad contact commit- 
tee, said that transportation service in the board area had 
been generally good and that there had been “very few im- 
pairments in service despite a tight manpower situation.” Rep- 
resentatives of individual railroads reported, generally, that 
the car supply, although “tight” was not dangerous. 

There were talks on the Perfect Shipping Month campaign 
by A. L. Green, special representative, freight claim division, 
Association of American Railroads; George H. Shafer, president 
of the National Association of Shippers’ Advisory Boards, and 
E. F. Stecher, general traffic manager, Stewart-Warner Cor- 
poration. Mr. Green advocated a change in Rule 41 of the 
Consolidated Classification, the specification rule for cartons, 
so that its requirements would reflect the performance poten- 
tialities of the packages and the degree of protection to their 
‘contents rather than weight and strength of the materials used 
‘in them. Mr. Stecher said that educational efforts, such as 
those represented by the Perfect Shipping Month campaign, 
/were not reaching manufacturing executives as effectively as 
they might. Mr. Shafer said the national association had been 
a strong supporter of Perfect Shipping Month campaigns in 
|the past and intended to continue in support of them. 


Mr. Shafer said, incidentally, that shippers generally were 
glad to hear of. the appointment of Commissioner Johnson as 
director of the Office of Defense Transportation. Early in the 
Commissioner’s work as liaison man between the Commission 
and the O. D. T., he said, shippers and transportation men 
“had to talk to him,” but he soon developed a “fine spirit of 
cooperation and a flexible and helpful attitude” toward shippers 
and carriers in their problems. L. M. Betts, manager, railroad 
relations section, car service division, A. A. R., said much the 
same things about Director Johnson. The railroads, he said, 
were happy about his appointment. Several other car service 
division men spoke briefly, asserting generally that, although 
there was no surplus of cars, prospects for carrying on suc- 
cessfully for the rest of the year were good. Those who spoke 
‘included C. R. Megee, manager, open car section; A. H. Gass, 
| Manager, military section; J. J. Hayden, district manager; 
‘Charles Taylor, refrigeration manager, and H. E. Stringer, 
hewly appointed assistant to the manager. 
| Mr. Stringer said his new job was to act as liaison man 
| between the boards and the A. A. R., and that he had been 
|) warned by the chairman Kendall of the division to retain his 
“viewpoint as a shipper.” C. H. Buford, vice-president, operat- 
ing-transportation division, was present and spoke briefly. 

About 350 members of the board and other friends and 
| associates of W. D. Beck, who retired as district manager of 
the car service division March 1, attended a luncheon on the 
|day of the meeting, to pay tribute to him. Mr. Peters pre- 
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sided and M. J. Gormley, executive assistant, A. A. R., was 
toastmaster. He spoke humorously of incidents in the early 
railroad career of the honor guest and himself and more seri- 
ously about Mr. Beck’s 56-year-long railroad service. He an- 
nounced that contributions by the group had been used to 
purchase a chair, table and lamp, which had been delivered to 
Mr. Beck’s home. Mr. Beck responded, expressing his gratitude 
to those with whom he had been associated and his thanks to 
those present. 


Shippers-Truckers Conference 


The Shipper-Motor Carrier Conference of Indiana, which 
operates in the motor carrier field in the same manner as the 
shippers advisory boards in the railroad field, held its second 
annual meeting at Indianapolis, Ind., March 30. Herschel A. 
Hollopeter, transportation director, Indiana State Chamber of 
Commerce, general chairman, presided. Richard Stickel, execu- 
tive assistant to H. C. Arnot, director of the division of mo- 
tor transport, Office of Defense Transportation, spoke at a 
luncheon session. Chairman Hollopeter said that the importance 
of the work of the conference, in holding down the detention of 
motor vehicles by shippers in loading and unloading, would in- 
crease as the shortage of motor vehicles and the necessity for 
conserving mileage increased. 

J. W. Peters, traffic manager, Delco-Remy division, Gen- 
eral Motors Corporation, Anderson, was elected general chair- 
man. Kenneth L. Foster, Jr., vice-president, Foster Freight. 
Lines, Indianapolis, was elected general alternate chairman; 
Homer V. Winn, executive secretary, Indiana Motor Truck As- 
sociation, general secretary, and George M. Field, traffic super- 
visor, Chrysler Corporation, New Castle, chairman of the execu- 
tive committee. 

The following were elected chairmen and vice-chairmen, 
— for the eight sections into which the state is 

ivided: 


South Bend section, W. F. Gleason, general traffic manager, Bendix 
products division, Bendix Aviation Corporation, chairman, and C. L. 
Jones, Clemans Truck Lines, vice-chairman; Fort Wayne section, N. B. 
Knapke, Fort Wayne Chamber of Commerce, chairman, and H. N. 
Clauss, vice-president, Short Line Express Company, vice-chairman; 
Lafayette section, J. P. Freeman, traffic manager, Aluminum Company 
of America, chairman, and S. E. Bunnell, Sandures & Douglas, Logans- 
port, vice-chairman; Anderson section, G. M. Field, traffic supervisor, 
Chrysler Corporation, New Castle, chairman, and M. J. Uremovich, 
Delaware Trucking Company, Muncie, vice-chairman; Indianapolis sec- 
tion, R. E. Stoelting, traffic manager, Eli Lilly & Company, chairman, 
and Vern Lee, Carolina Motor Express, vice-chairman; Terre Haute 
section, Harry Seel, traffic manager, Commercial Solvents Corporation, 
chairman, and R. L. Cheek, Motor Freight Corporation, vice-chairman; 
Evansville section, H. Kilburn Rogers, traffic manager, Faultless Caster 
Corporation, chairman, and R. A. Friedle, vice-president, Hancock Truck 
Line, vice-chairman; Columbus section, L. E. Simons, traffic manager, 
Noblitt-Sparks Industries, chairman, and Paul Holdaway, Falls City 
Transfer Company, Jeffersonville, vice-chairman. 


The following were appointed chairmen and vice-chairmen 
of standing committees: 


Truckload, C. C. Hibbard, traffic manager, Kingan and Company, 
Indianapolis, and Martin Stefani, Interstate Motor Freight System, In- 
dianapolis, vice-chairman; less-truckload, C. V. Curran, traffic man- 
ager, Indianapolis Glove Company, chairman, and Jack Cole, Federal 
Express Company, Indianapolis, vice-chairman; claim prevention, R. H. 
Ross, traffic manager, Allison division, General Motors Corporation, In- 
dianapolis, chairman, and Fenton Auckley, Transamerican Freight 
Lines, Indianapolis, vice-chairman; membership, Max Thomas, traffic 
manager, Ball Brothers Company, Muncie, chairman, and Clem Wickett, 
president, Motor Distributing Corporation, Richmond, vice-chairman; 
legislative, B. M. Angell, general traffic manager, Stokely Brothers Com- 
pany, Indianapolis, chairman, and H. E. Tardy, Keeshin Motor Express, 
Indianapolis, vice-chairman. 


The conference will hold its next meeting at Fort Wayne 
June 8. 


LOW GRADE POTATO ORDERS 


By general permit No. 1 under service order No. 187, pro- 
hibiting the use of refrigerator cars for the transportation of 
potatoes, other than sweet below certain prescribed grades 
(see Traffic World, March 18, p. 748), common carriers by rail- 
road are permitted: 


To disregard the provisions of service order No. 187 insofar as it 
applies to the acceptance for transportation and movement of any re- 
frigerator car loaded with potatoes, other than sweet, of any grade, 
from origins in the states of Colorado, Nebraska, and Wyoming, con- 
signed to washing plants located at Center, Del Norte, La Jara or Monte 
Vista, Colo.; A:liance, Bayard, Clouse, Gering, Haig, Hemingford, Kim- 
ball, Lyman, Minatare, Mitchell, Morrill, Scottsbluff, Sidney, or South 
Mitchell, Neb.; Huntley, Lingle, Pine Bluffs, Riverton, South Torring- 
ton, or Torrington, Wyo.; for washing, sorting and grading purposes 
only, provided the bill of lading carries a certification by the shipper 
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that the shipment is intended for washing, sorting, and grading pur- 
poses only. 


By special permit No. 2 under service order No. 187, rail- 
roads are permitted: 


To disregard the provisions of service order No. 187 insofar as it 
applies to the acceptance for transportation and movement of any refrig- 
erator car loaded with potatoes, other than sweet, of any grade, from 
origins in che states of California, Colorado, Idaho, Montana, Nebraska, 
Nevada, Oregon, Utah, Washington, or Wyoming, consigned to dehy- 
drating plants located at Bakersfield, Campbell, Healdsburg, or San 
Jose, Calif.; Burley, Caldwell, Emmett, Idaho Falls, Jerome, New Ply- 
mouth, or Payette, Ida.; Sioux City, Ia.; Mitchell or Scottsbluff, Neb.; 
Dallas or Salem, Ore.; or Olympia, Wash.; for dehydration purposes 
only, provided the bill of lading carries a certification by the shipper 
that the shipment is intended for dehydration purposes only. 


The Commission’s Bureau of Service has issued third 
amended general permit No. 2 under service order No. 187, 
which prohibited the use of refrigerator cars for the transpor- 
tation of potatoes, other than sweet, below certain prescribed 
grades (see Traffic World, March 18, p. 748), permitting com- 
mon carriers by railroad: 

To disregard the provisions of service order No. 183 in so far as 1t 
applies to the acceptance for transportation and movement of any 
refrigerator car loaded with potatoes, other than sweet, of any grade, 
from origins in the states of California, Colorado, Idaho, Montana, 
Nebraska, Nevada, Oregon, Utah, Washington or Wyoming, consigned 
to dehydrating plants located at Bakersfield, Campbell, Healdsburg, 
Modesto, Salinas, San Jose, or Visalia, Calif.; Burley, Caldwell, Em- 
mett, Idaho Falls, Jerome, New Plymouth or Payette, Ida.; Milton, 
Freewater, Lebanon, or Salem, Ore.; or Olympia or Yakima, Wash.; 
for dehydration purposes only, provided that the shipment is intended 
for dehydration purposes only. 


The waybills shall show reference to this general permit. 


GRAIN SHIPPING SERVICE ORDER 

Railroads have been authorized to disregard the provision 
of service Order No. 174, designed to eliminate shipments of 
grain and related products consigned to a “notify” party or 
an “advise” party at a location other than the billed destina- 
tion of the shipment, with respect to points located within 
twelve named groups (see Traffic World, Jan. 15, p. 153). The 
permission was granted in general permit No. 1 under service 
order No. 174, as to the following groups, defined in the permit 
as to the destinations included in each group: 

Fort Worth, Tex.; Chicago, Ill.; Omaha, Neb.; Peoria, IIl.; 
St. Joseph, Mo.; Minneapolis-St. Paul, Minn.; Duluth, Minn.; 
Kansas City, Mo.; Los Angeles, Calif.; San Diego, Calif.; St. 
Louis, Mo.; and Houston, Tex. 

The general permit was made effective April 3, and re- 
quired that waybills show reference to it. 

By amended general permit No. 1 under service order No. 
174, effective April 8, Homer C. King, director of the Commis- 
sion’s Bureau of Service, has authorized the railroads to dis- 
regard the provisions of service order No. 174, designed to 
eliminate shipments of grain and ‘related products consigned to 
a “notify” party or an “advise” party at a location other than 
the billed destination of the shipment (see Traffic World, Jan. 
15, p. 153), with respect to points located within fourteen named 
groups. The permit names the destinations included in the fol- 
lowing groups: 

Baton Rouge, La.; Chicago, Ill.; Duluth, Minn.; Fort Worth, 
Tex.; Houston, Tex.; Kansas City, Mo.; Los Angeles, Calif.; 
Minneapolis-St. Paul, Minn.; New Orleans, La.; Omaha, Neb.; 
a Ill.; San Diego, Calif.; St. Joseph, Mo.; and St.: Louis, 

oO. 


Waybills are to show reference to the amended permit. 


CITRUS FRUITS ICING 


Common carriers by railroad have been granted permission 
in the fourth amended general permit No. 10 under service 
order No. 164, which restricted re-icing of citrus fruits orig- 
inating at points in Arizon, California, Florida, or Texas, and 
shipped in refrigerator cars (see Traffic World, Nov. 13, p. 
1210) to perform the following service: 

To reice once in transit to full bunker capacity at a regular icing 
station en route but not beyond Fiorence, S. C.; Aberdeen, N. C.; Spen- 
cer, N. C.; Augusta, Ga.; Atlanta, Ga.; Pensacola, Fla.; Montgomery, 
Ala.; or Birmingham, Ala.; after the first or initial icing at an icing 
station in the state of Florida, any refrigerator car or cars loaded with 
citrus fruits, originating at points in the state of Florida. 

The permit was made effective April 1, expiring May 1, 
and required that waybills show reference to it. 


PACKING HOUSE SERVICE ORDER 
By amendment No. 2 to service order No. 184, which re- 
quired packing houses to surrender a bill of lading to rail 
carriers, or to give written assurance that the bill of lading 
would be furnished within 48 hours of the placing of a car, 
before the carriers might furnish cars for loading, the Commis- 
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sion, division 3, has postponed the effective date of the order 
until May 3 (see Traffic World, March 11, p. 675). 


On representations by the packing house industry that the | 


industry would be able to clear up the situation that occasioned) 
issuance of the service order, the Commission, by amendment’ 
No. 1 to the order, had already postponed its effective date 
to April 3. The second amendment gives the industry another; 
month in which to correct the conditions under which, the} 
Commission said, cars were being loaded and held pending 


furnishing of shipping orders, bills of lading, or billing instruc- | 


tions (see Traffic World, March 18, p. 732). 


quired thé State Belt Railroad, operated by the state of Cali-; 
fornia, to apply demurrage-charges on refrigerator cars en-/ 
gaged in intraterminal transportation, the Commission, divi- 
sion 3, has suspended the order from April 6 to May 5 (see 
Traffic World, March 25, p. 840). 


LAKES COAL MOVEMENT 
Distribution of coal to areas served from Great Lakes 
docks got off to an early start this year, Solid Fuels Admin- 
istrator Ickes said April 6 in reporting that coal-laden vessels 
already were plying the upper Lakes. ; 

“Plans were made,’ Mr. Ickes said, “for the ships to move 
with coal the minute the ice broke. Boats which wintered in 
lower Lake Erie ports were loaded with coal moved from the 
mines on pre-season railroad permits in readiness for favorable 
weather.” 

The first of these ships left Toledo, Ohio, March 30, and 


‘the second on the following day. Both these vessels were re- 


ported to have reached the Soo passage at Saulte Ste. Marie by 
April 3, headed for Lake Superior ports. 

“Distribution regulations: which require the coal to be 
moved on the lakes in equal monthly shipments before Novem- 
ber 1, coupled with the early start of the lake season, should 
assist materially in leveling off distribution to this area and 
permit the orderly scheduling of shipments to other regions 
supplied by the same mines,” the Administrator said. 

“Generally the Great Lakes navigation season does not 
open before the middle of April, although the date sometimes is 
earlier when the winter has been mild. In 1943, the start was 
delayed by ice with the result that shipments had to be in- 
creased at the end of the season, just when other areas needed 
more coal.” 


MATERIAL FOR HAND TRUCKS, ETC. 


Restrictions on the use of ball bearings and other alloy 
steel products in swivel bearings and casters of two-wheel 
hand trucks, platform trucks and dollies have been lifted by 
the War Production Board which says: 

In addition, restrictions on the use of cast steel for wheels, and 
cast iron and steel for certain other uses in. the manufacture of these 


items of equipment have also been lifted in the interest of producing 
improved -products. 

These actions are covered in two amendments to Limitation Order 
L-111. In addition the W. P. B. issued Interpretation 2 to the order, 
designed to clarify those types of carriers which are controlled by the 
order and so to eliminate any confusion which may have arisen. 


PETROLEUM TRANSPORTATION 


Rail tank car shipments of petroleum to the east coast 
area averaged 734,909 barrels a day the week ended April 1 
as against 699,109 barrels a day the preceding week, according 
to reports received by the Petroleum Administration for War. 

Deputy Petroleum Administrator Davies said that the 
“Little Big Inch” pipeline from Beaumont, Tex., to New York 
Harbor, had been making deliveries of fuel oil into the New 
York area at the rate of more than 178,000 barrels daily. Oper- 
ations on the recently completed 385-mile, 16-inch Stanolind 
crude oil line from Slaughter Field in West Texas to Drum- 
right, Okla., began April 1, said he. ,He said the Stanolind was 
the second new big pipeline to carry ‘“‘sour’” crude oil from the 
West Texas fields, the other being the 336-mile, 12-inch Mag- 
nolia pipeline from Midland to Corsicana, Tex., that began 
operations on March 10. Eighteen of the 24 major projects in 
the P. A. W.-sponsored wartime pipeline program were now 
completed, said he. Rated capacity of the Stanolind line is 
65,000 barrels a day with a maximum capacity of 116,000 bar- 
rels a day, while the Magnolia is expected to reach 42,000 
barrels a day soon, with a maximum capacity of 62,000 barrels 
daily. The maximum figures are based on additional pumping 
installations that may be provided. 

Though the transportation situation had improved, officials 
of the P. A. W. and of the Petroleum Industry War Council 
issued warnings this week that the public need not expect 
more gasoline. Administrator Ickes said stocks of gasoline for 
civilian use were “tight” all over the country. 
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Transport Statistics Comment 


“From the amount of compensation paid employes and the 
total railway operating revenues and railway operating expenses 
of Class I steam railways for the years 1937 to 1943,” says the 
monthly comment on transportation statistics of the Commis- 
sion’s Bureau of Transport Economics and Statistics, “it ap- 
pears that the ratio of employe compensation to revenues has 
declined each year since 1938 with a sharp drop to 39.27 in 
1942 and a further drop to 38.65 in 1943, despite the fact that 
wage increases granted to railway employes for service per- 
formed in 1943 added approximately $215,000,000 to the pay- 


7 roll. The ratio of compensation to operating expenses, which 


excludes taxes, did not change materially during the 1937-1942 
period, but the 1943 percentage is 1.81 below that of the pre- 
ceding year. The operating expenses in 1943 reflect the increased 
cost of materials, especially fuel, as well as the wage increases.” 

On the basis of a table compiled from Association of Ameri- 
can Railroad reports, the bureau said that the tractive power of 
all locomotives had increased 4.57 per cent in the two-year 
period ended with January 1, 1944. This, it said, was the result 
chiefly of a 2.75 per cent increase for steam road locomotives, 
135 per cent for road diesels, and 53.17 per cent for switching 
diesels, including gasoline locomotives. The number of complete 
locomotives as operated (not units) was shown to have in- 
creased only 1.70 per cent in the two-year period, the bureau 
said. It added that although the percentages of increase in trac- 
tive effort were larger for the diesels, steam power remained 
over 92 per cent of the total. The 4.57 increase in total tractive 
effort combined with a decline in the percentage of unservice- 
able and stored locomotives and an increase in the miles a loco- 
motive’'a day accounted for the capacity of the railroads to 
haul the increase in the freight and passenger car-miles of 22.4 
per cent, January, 1944, over January, 1942, with more weight 
in the cars, said the bureau. 

The bureau pointed out that, owing to the great difference 
in the size of the new locomotives added compared with the 
old ones retired, a truer portrayal of the changes in available 
locomotive power was obtained from statistics of the pounds 
of tractive effort than of the number of locomotives. 

The bureau included in its comment a brief review of the 
Pullman Company’s situation, saying that, after allowing for 
expenses and taxes, including retroactive wage adjustments, 
deferred maintenance, and federal income and excess profits 
taxes, the company had left $5,553,086 as operating income for 
1943, equivalent to a rate of return of 3.83 per cent on a prop- 
erty value of $145,000,000. This operating income, the bureau 
said, compared with $9,150,769 for 1942, and pointed out that 
although the net revenue from operations was over $4,500,000 
greater in 1943 than in 1942, the accrual for taxes was, $8,- 
114,822 greater, with the consequent reduction in income. 


The bureau said that, although the number of Pullman 
passengers carried in 1943 (32,631,899) was less than the num- 
ber carried in 1920 (39,255,000) the number of passenger-miles 
in 1943 (25,891,000,000) was greatly in excess of the number 
in 1920 (14,335,000,000), the average journey a passenger hav- 
Ing more than doubled. It said that the total operating revenues 
of 1943, $124,911,000, had exceeded those of any preceding year. 


1943 Rail Claims Totals 


Claims paid by member railroads of the freight claim 
division, Association of American Railroads, in 1943, totaled 
$42,050,364 according to statistics compiled by the division. 
The 1943 total was 26.1 per cent over the $33,336,656 paid in 
1942. The increase was relatively greater in claims paid on 
carload than on less-carload freight. The 1943 total for pay- 
ments for loss and damage to carload freight was $29,528,757, 
or 29.6 per cent higher than the $22,785,054 paid in 1942. On 
less-carload freight, the $12,050,364 paid in 1943 was 18.7 per 
cent higher than the $10,551,602 paid in 1942. 

Classified by causes, the largest portion of the 1943 freight 
claim bill was for unlocated damage, the total being $24,252,906 
Unlocated loss accounted for another $4,480,812. This was di- 
vided between thefts of entire packages, $348,876, or .8 per 
cent of the total claims paid, and thefts from packages, $228,- 
658, or .5 per cent of the total claims paid. By commodities, 
claims paid on manufactured goods and miscellaneous articles 
headed the list, the total of $9,690,336 representing 23 per cent 
of all claims paid. Claims paid on furniture totaled $3,396,050, 
or 8.1 per cent of the total; on fruits and vegetables, $3,317,366, 
or 7.9 per cent of the total; on live stock, $2,518,381, or 6 per 
cent of the total, and on ales, wines, alcoholic liquors and 
mineral waters, $2,096,036, or 5 per cent of the total. 

Although the total of claims paid in 1943 was 26.1 per 
cent greater than in 1942, this was in large part due to the 
heavier traffic on the railroads, The percentage increase in the 
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ratio of claims paid to revenue rose only 7.4 per cent in the 
year. Freight revenues in 1942 totaled $5,944,742,473, and the 
ratio of claims to revenues was .54 per cent. In 1943, the total 
freight revenues were $6,782,463,421, and the ratio of claims to 
revenue was .58 per cent. 


Railroad Earnings 


_ Class I railroads of the United States in February had an 
estimated net income, after interest and rentals, ‘of $46,300,000 
compared with $61,818,808 in February, 1943, according to re- 
ports filed by the carriers with the Bureau of Railway Eco- 
nomics of the Association of American Railroads. Class I rail- 
roads in February had a net railway operating income, before 
interest and rentals, of $84,493,179 compared with a net rail- 
way operating income of $105,834,247 in February, 1943. 

February was the ninth consecutive month in which the 


net earnings of the carriers had shown a decline, said the 
A. A. R., adding: 


Operating revenues for the month of February totaled $735,305,464 
compared with $663,479,220 in February, 1943, while operating expenses 
totaled $492,093,830 compared with $408,432,890 in the same month of 
1943. 

Class I railroads in the first two months of this year had a net 
railway operating income, before interest and rentals, of $167,317,095 
compared with $210,923,392 in the same period in 1943. 

Class I railroads in the first two months of 1944, had an estimated 
net income, after interest and rentals, of $91,500,000 compared with 
$124,798,638 in the corresponding period of 1943. 

In the twelve months ended February 29, 1944, the rate of return on 
property investment averaged 4.88 per cent compared with a rate of 
return of 5.87 per cent for the twelve months ended February 28, 1943. 

The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
but before interest, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books 
of the railways including materials, supplies and cash. 

This compilation as to earnings for the first two months of 1944 
is based on reports from all Class I railroads, representing a total of 
228,872 miles. 

Total operating revenues in the, first two months of 1944 totaled 
$1,475,977,197 compared with $1,334,802,058 in the same period in 1943, 
or an increase of 10.6 per cent. Operating expenses in the first two 
months of 1944, amounted to $996,106,905 compared with $832,611,319 
in the corresponding period of 1943, or an increase of 19.6 per cent. 

Class I railroads in the first two months of 1944 paid $282,692,779 
in taxes compared with $260,838,821 in the same period in 1943. For the 
month of February alone, the tax bill of the Class I railroads amounted 
to $143,723,314 an increase of $10,111,216 or 7.6 per cent above Feb- 
ruary, 1943. 

Nineteen Class I railroads failed to earn interest and rentals in the 
first two months of 1944, of which ten were in the Eastern District, 
two in the southern region, and seven in the western district. 


Eastern District 


Class I railroads in the eastern district in the first two months of 
1944 had an estimated net income, after interest and rentals, of $35,- 
700,000 compared with $45,862,227 in the same period of 1943. 

Those same roads in the first two months of 1944 had a net railway 
operating income, before interest and rentals of $66,656,237 compared 
with $79,849,742 in the same period in 1943. 

Operating revenues of the Class I railroads in the eastern district 
in the first two months of 1944 totaled $646,919,735 an increase of 9.4 
per cent compared with the same period in 1943, while operating 
expenses totaled $468,397,357 an increase of 18.2 per cent above 1943. 

Class I railroads in the eastern district for the month of February 
alone had an estimated net income, after interest and rentals of $18,- 
800,000 compared with $22,258,989 in February, 1943. Net railway 
operating income, before interest and rentals, in February amounted to 
$34,010,317 compared with $39,510,130 in February, 1943. 


Southern Region 


Class I railroads in the southern region in the first two months of 
1944, had an estimated net income, after interest and rentals of $19,- 
900,000 compared with $25,904,134 in the same period of 1943. 

Those same roads in the first two months of 1944 had a net railway 
operating income, before interest and rentals of $29,967,575 compared 
with $36,798,197 in the same period of 1943. 

Operating revenues of the Class I railroads in the southern region 
in the first two months of 1944 totaled $219,001,442 an increase of 6.7 
per cent compared with the same period of 1943, while operating ex- 
penses totaled $133,284,348 an increase of 15.7 per cent above 1943. 

Class I railroads in the southern region for the months of February 
alone had an estimated net income, after interest and rentals of $9,- 
900,000 compared with $12,542,981 in February, 1943. Net railway 
operating income, before interest and rentals, in February amounted to 
$15,555,855 compared with $18,566,605 in February, 1943. 


Western District 


Class I railroads in the Western District in the first two months of 
1944 had an estimated net income, after interest and rentals of $35,- 
900,000 compared with $53,032,277 in the same period of 1943. 

Those same roads in the first two months of 1944 had a net railway 
operating income, before interest and rentals, of $70,693,283 compared 
with $94,275,453 in the same period of 1943. 

Operating revenues of the Class I railroads in the western district 
in the first two months of 1944 totaled $610,056,020 an increase of 13.4 
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per cent compared with the same period in 1943, while operating ex- 
penses totaled $394,425,200 an increase of 22.9 per cent above 1943. 

Class I railroads in the western district for the month of February 
alone had an estimated net income, after interest and rentals, of 
$17,600,000 compared with $27,016,838 in February, 1943. Net railway 
operating income, before interest and rentals, in February amounted to 
$34,927,007 compared with $47,757,512 in February, 1943. 


R. R. Capital Expenditures 


Capital expenditures for equipment and other improve- 
ments to railway property made by Class I railroads in 1943 
totaled $454,282,000, a decrease of $80,615,000 below those made 
in 1942, according to the Association of American Railroads. 

“Of total capital expenditures made in 1943, $255,981,000 
were for locomotives, freight-train cars, passenger-train cars 
and other equipment and $198,301,000 for roadway and struc- 
tures,” it said. “Capital expenditures for equipment in 1943 
were $93,393,000 below those in 1942, but expenditures for 
roadway and structures were $12,778,000 above the preceding 
year. 

“Comparison of capital expenditures made by the Class I 
railroads in 1943 with previous years reveals an interesting 
situation. While expenditures for roadway and structures in 
the past calendar year were greater than in any year since 
1931, those for equipment were less in 1943 than in each of the 
preceding three years. This was due principally to inability to 
obtain in recent years materials for new freight and passenger 
cars. On the other hand, expenditures for locomotives in 1943 
were greater than in any year since 1923.” 

Continuing, the association said: 


Capital expenditures for locomotives in 1943 totaled $142,070,000 
compared with $113,834,000 in 1942, and $80,607,000 in 1941. In 1940, 
capital expenditures for locomotives amounted to $54,351,000 and in 
1939 they were $42,807,000. In 1923 capital expenditures for that purpose 
totaled $208,966,000. 

For freight-train cars, capital expenditures in 1943 amounted to 
$97,890,000, which was less than in any of the preceding three years 
but an increase of $31,111,000 compared with 1939. For passenger-train 
cars, the amount of capital expenditures totaled $5,828,000 in 1943, which 
was considerably less than the amount spent for such purposes in any 
of the preceding nine years. In 1942 such expenditures totaled $24,- 
075,000 and in 1941 they were $29,544,000. Expenditures for passenger- 
train cars in 1940 amounted to $18,417,000 and in 1939 they were $19,- 
723,000. For other equipment, expenditures last year amounted to 
$10,193,000 compared with $10,353,000 in 1942, and $11,704,000 in 1941. 

Of the $198,301,000 spent for roadway and structures, about one-half 
was used for improvement of tracks and sidings. For additional track, 
capital expenditures in 1943 totaled $18,493,000 or nearly three times 
that spent for that purpose in the preceding year. For yards and sid- 
ings, expenditures in 1943 totaled $39,254,000 compared with $43,330,000 
in the year before, and for heavier rail the railroads spent $32,227,000, 
or a decrease of $873,000 under such expenditures in 1942. In addition, 
the railroads spent $6,229,000 in 1943 for additional ballast and $20,- 
673,000 for bridges, trestles and culverts. Expenditures for shops and 
engine houses in 1943 amounted to $15,615,000, or an increase of 
$1,992,000 above the year before, and for station and office buildings 
and other station facilities $10,320,000, which was slightly less than 
spent for that purpose in 1942. For signals and interlockers, including 
telephone and telegraph lines and automatic train control, they ex- 
pended $16,041,000 in the past calendar year, or an increase $220,000 
above 1942, and for other improvements, $39,449,000, or an increase of 
approximately $4,056,000 compared with the year before. 

Capital expenditures made annually by the Class I railroads in the 
past fourteen years follow: 1943, $454,282,000; 1942, $534,897,000; 1941, 
$543,021,000; 1940, $429,147,000; 1939, $262,029,000; 1938, $226,937,000; 
1937, $509,793,000; 1936, $298,991,000; 1935, $188,302,000; 1934, $212,- 
712,000; 1933, $103,947,000; 1932, $167,194,000; 1931, $361,912,000; and 
1930, $872,608,000. 


A. A. R. DIRECTORS’ MEETING 


Members of the board of directors of the Association of 
American Railroads, at their monthly meeting in Washington 
March 31, received information that there was little likelihood 
of the railroads obtaining any new railroad passenger cars this 
year. No program for the building of such equipment this year 
had thus far been formulated by the War Production Board, 
it was said. 

Shortage of manpower on the railroads was the principal 
topic of discussion at the meeting, it was said. Reports showed 
that recently 30 trains a day, on the average, were delayed 
because of lack of crews, for two hours or more. Most of these 
trains were freight trains, it was said. Approximately 45 
“switching tricks” a day were not worked, it was said, because 
of lack of crews. 

The question of obtaining deferment from the draft of 
skilled railroad workers was under consideration with the 
government, it was stated. 

Brig. Gen. Young, acting director of the Office of Defense 
Transportation, attended the afternoon session of the meeting. 

The question of what the railroads should do about the 
expiration July 1 of the Commission’s order suspending the 
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increases granted in Ex Parte 148 was not brought up at the 
meeting, it was stated after the meeting. At a meeting of the 
chief traffic officers of the railroads at Chicago March 1 and 2 
this matter was placed in the hands of a committee for report 
to the board of directors (see Traffic World, March 4, p. 575). 


TRUCK O. P. A. COMMITTEES MEET 
The O. P. A. advisory committees of the regular common 


carrier and contract carrier conferences of the American Truck-’ 
ing Associations met with Robert A. Nixon, chief, transporta-/ 


tion and public utilities branch, O. P. A., and Earl Cannon of 
the National War Labor Board’s trucking commission at the 


Bismarck Hotel, Chicago, April 5, 6 and 7. The conferees said§ 
that matters discussed at the meeting, which was closed, in-§ 
cluded price regulation of truck tires and other equipment,’ 


revision of forms for submission by the contract carriers of 
petitions for rate increases, effects of wage increases on income, 
and manpower shortages. 


N. Y. RAIL CUSTOMS ASSOCIATION 


Railroad officials who are charged with the handling mer-| 


chandise in bond and through the customs at New York have 
organized the Railroad Customs Association. Meetings of the 
new organization are held the third Thursday of each month at 
the rooms of the New York Produce Exchange. Problems con- 
nected with the clearing of freight through customs and the 
handling of in bond merchandise are discussed and U. S. Cus- 
tmos officers are invited to be present to give advice. The fol- 
lowing are members of the association: 


A. Fleischman, New York Central; W. Hauser and. H. E. Wood- 
burn, Jr., Pennsylvania Railroad; J. J. DePalma, Lehigh Valley Rail- 
road; J. J. Kane, Delaware, Lackawanna and Western Railroad; E. S. 
O’Neil, Erie Railroad; J. T. Harrington, New York, New Haven and 
Hartford Railroad; W. H. Croissant, Canadian National-Central Ver- 
mont; J. J. Horrigan, Canadian Pacific Railway; J. Kern, Jr., Railway 
Express Agency; Jack Donlon, Baltimore and Ohio Railroad. 


A. T. A. MANAGERS MEET 


Ray G. Atherton, general manager, and Shipley Burton, 
director of state association activities, American Trucking Asso- 
ciations, held regional meetings at St. Louis, April 1, and 
Chicago, April 3, of managers and secretaries of the affiliated 
associations. Similar meetings will be held at Boston and 
Atlanta in the next two weeks. Plans for the A. T. A. national 
membership drive to be held in May, and manpower and equip- 
ment shortages, are the subject of discussion at the meetings. 

Those attending the Chicago conference included: 


Richard Thornton and John M. Robbins, Central Motor Freight As- 
sociation; John M. Byrnes, Wisconsin Motor Carriers Association; Ken- 
neth Streeter, Associated Motor Carriers of South Dakota; Caroline 
Kirker, Michigan Trucking Association; Lee A. Winter, Northwestern 
Truck Association; Homer V. Winn, Indiana Motor Truck Association; 
Paul Halpine, Nebraska Trucking Association. 


PUBLIC MERCHANDISE WAREHOUSING 


Reports received by the Bureau of the Census, Depart- 
ment of Commerce, from 700 public merchandise warehousing 
companies showed that the percentage of space occupancy in 
warehouses of those companies at the end of February was 
86.4 per cent, as against 85.6 per cent in January, Director 
Capt, of the Census Bureau, announced. He said that the 700 


companies operated 1,997 merchandise warehouse buildings in | 


February, with a total of 52,274,681 square feet of occupiable 
space of which 45,158,352 square feet were reported as occu- 
pied. The number of merchandise warehouse buildings operated 
in January, he noted, was 1,994, and the occupiable space for 
public warehousing of general merchandising in that month 
totaled 52,587,916 square feet, of which 44,994,162 square feet 
were reported occupied. 


PAPER CONSERVATION 


Increased military requirements for fibre shipping con- 
tainers, waterproof papers, map, multiwall bags and other 
essential papers made from kraft pulp, would materially re- 
duce the available supply of civilian products such as paper 
bags and wrapping paper in the second quarter of 1944, mem- 
bers of the Over-All Paper Industry Advisory Committee were 
told at a meeting, Rex W. Hovey, director of the paper division 
of the War Production Board, said. 

Although over-all production of paper and paperboard in 
the first two months of 1944 averaged slightly under the recom- 
mended minimum monthly production of 1,406,000 tons, the 
shortage of pulpwood and pulp, as well as waste paper, made 
it necessary for continued conservation, reuse and salvage of all 
types of paper and paperboard, Mr. Hovey pointed out. 
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Merchandise Traffic Struggle 
(Continued from page 970) 


At the moment, its services are essential to the winning 
of the war. If government subsidies are necessary to 
keep it operating, they ought to be granted—whether 
directly or through adjustments on tire purchases and 
junking of substandard parts—purely as a war measure. 
For the rest, it must rely on the business that needs it 
to keep it alive. The services the truckers render are, — 
in many ways, different from those of the railroads and 
better suited for many purposes. For this superiority, 
business s should be willing to pay. If it shows a reluc- 


») tance tance to do so now, we think that 1 is inno small - part due 


o the error ‘the hig hwa ‘industry made in the beginning | 
in fixi tes aa with the rail rates ee 
of the service superiorities it had to ‘offer. It has taught 
shippers to ) buy t two types of service at the same price 
level. It will be s something of a struggle to re-educate 


them to consider quality and service along with the~ 


Regan 


Price._ 


The £.C.C. Vacancy 


There is a vacancy on the Interstate Commerce 

Commission, caused by the death of one of the 
ablest members it ever had. The President, subject to 
confirmation by the Senate, may appoint anyone he 
chooses, so long as he is not a Democrat, the quota from 
that party being already complete. It is to be hoped 
that a worthy successor will be appointed. We have no 
candidate for the place and no comment to make now 
on any of the candidates who have been suggested other 
than that we hope ability will govern the choice and 
that the qualifications of the man selected ought to be 
the only test. 


We, being acquainted with the facts of life and 
unable to change them, know that politics will play a 
part, but even within the range of political expediency 
there are plenty of good men. One of the ways in which 
politics will, doubtless, enter is in the decision as to what 
part of the country the man chosen shall come from. 
But politics ought to be the only consideration in this 
respect, for it should make no difference to the public to 
what state the appointee owes his residence or whether 
all the members of the Commission come from one part 
of the country or are distributed geographically. 

About the poorest claim a candidate or his friends 
can make for the job is that he comes from here or 
there and that his part of the country “deserves and 
needs representation.” We want no “representatives” 
of any region or anything else on the Commission. If 
they are put there for any such reason and accept 
appointment in that sense, that very fact disqualifies 
them for the highest service. They are there to judge 
Cases on their merits and not in the interest of any 
locality or faction. 

The appointment ought to be made as soon as pos- 
sible for, with a vacancy existing and Commissioner 
Johnson to double as Director of the Office of Defense 
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Transportation, the Commission will otherwise be 
short-handed. 


Another motor carrier rate bureau—the South- 
western Motor Freight Bureau, Dallas, Tex.—has this 


week begun publication of its dockets in The Traffic 
Bulletin. 


i. C. C. Vacancy 


The names of Dr. G. Lloyd Wilson, chief rate consultant 
on the personal staff of the director of the Office of Defense 
Transportation, former director of the O. D. T. rates division, 
and J. Edward Davey, chief of the section of finance of the 
Commission’s Bureau of Motor Carriers, have been suggested 
in connection with the vacancy on the Commission. 

A movement in behalf of Dr. Wilson, who is professor of 
commerce and transportation, University of Pennsylvania, had 
been started by Pennsylvania civic and commercial organiza- 
tions, and other Pennsylvanians interested in transportation, it 
was learned. 

Wilmer A. Hill, of Ames, Hill & Ames, a Washington, D. C. 
law firm, has addressed a circular message ‘To those who have 
the interest of the Interstate Commerce Commission at heart,” 
suggesting Mr. Davey’s fitness for the position. 

Mr. Hill said that from October, 1935, when he was ap- 
pointed chief of the Commission’s section of complaints, until 
May, 1939, when he resigned, he was in almost daily contact 
with Mr. Davey, and that his practice since that time had 
frequently brought him before Mr. Davey. The latter had had 
a difficult task as chief of the section of finance in the last 
8% years, said Mr. Hill, and that it was “because of the manner 
in which he has performed it that my mind turns so promptly 
to him now.” Coming to the Commission after twenty-one 
years in public utilities, and three years specializing in finan- 
cial readjustment work, Mr. Davey had mixed his legal and 
financial training with practical experience “gained coming up 
the hard way,” said Mr. Hill, adding that he had been able 
to understand the problems of the carriers “as only a graduate 
of the school of the workaday world could possibly understand 
them.” He asked that it be remembered that Mr. Davey’s 
contact had been with “multiple forms of transportation,” and 
said it was of more than passing interest that it had been the 
late Commissioner Eastman who had persuaded Mr. Davey to 
come to Washington to take up service with the government. 

Mr. Hill suggested that the recipients of his letter express 
their views in a letter or telegram to President Roosevelt; to 
express similar views and recommendation to the senators from 
their states, urging that they “press the matter upon the 
President;” and that others familiar with the problem be 
contacted. 

Further efforts in behalf of Herschel A. Hollopeter, of 
Indianapolis, Ind., traffic director of the Indiana State Cham- 
ber of Commerce, on leave from that organization with the 
O. D. T. (see Traffic World, April 1), include a letter addressed 
to President Roosevelt by Dean H. Mitchell, president of the 
Indiana State Chamber of Commerce. In part, Mr. Mitchell 
said: 

The board of directors of the Indiana State Chamber of Commerce, 
by resolution adopted at its meeting March 25, 1944, respectfully recom- 
mends to you, Mr. President, the appointment of Mr. Herschel A. Hol- 
lopeter, of Indianapolis, to the Interstate Commerce Commission, filling 
the vacancy created by the untimely death of the Hon. Joseph B. 
Eastman. 

Mr. Hollopeter’s wide txperience in the transportation field emi- 
nently qualifies him to assume the heavy responsibilities imposed by 
membership on this body. ‘ 

Mr. Hollopeter’s ability to work with transportation system repre- 
sentatives and with shippers has been demonstrated by his activities 
in the establishment and operation of car efficiency committees in 
Indiana for the purpose of obtaining full use of railroad freight cars, 
and by his part in the organizing of the Shipper-Motor Carrier Confer- 
ence of Indiana which performs the same function with respect to high- 
way transportation equipment. He has practiced before the I. C. C. 
for twenty-five years. 





After reviewing Mr. Hollopeter’s experience in the trans- 
portation field, the letter continued: 


Mr. Hollopeter is a valued executive of the Indiana State Chamber 
of Commerce and his loss would be keenly felt by this organization. 
We make this recommendation for his appointment to the high office 
of member of the Interstate Commerce Commission in the belief that 
in this position his talents would prove of even greater service to the 
nation’s transportation systems, to its shippers and travelers, and to 
the general public good. 


C. C. Hibbard, manager, transportation department, Kingan 
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& Co., Indianapolis packing firm, has advised supporters of 
Mr. Hollopeter that he has been active in promoting Mr. Hol- 
lopeter’s appointment, and that he believed “that we have 
reached some influential people.” He added that “we have the 
assurance that Mr. McNutt (chairman, War Manpower Com- 
mission) will speak to the President and we have contacted the 
senators from Illinois, Indiana, Michigan, and Ohio, and have 
their assured support. However, there will be a strong effort 
to secure the appointment of a new Englander.” He said he 
was sure no one was better qualified than Mr. Hollopeter. 

J. A. Curtin, of the Fort Wayne (Ind.) Corrugated Paper 
Co., has addressed a letter to Senator Jackson, of Indiana; and 
to R. Earl Peters, state director, Federal Housing Administra- 
tion, at Indianapolis, asking their efforts in behalf of Mr. 
Hollopeter. 

“We, in Indiana, feel the importance of having membership 
representative on this most important committee,” said Mr. 
Curtin’s letter to Senator Jackson. 

Mr. Hollopeter’s supporters in Washington have been ad- 
vised that Governor Schricker, of Indiana, has written President 
Roosevelt suggesting Mr. Hollopeter’s appointment to the Com- 
mission. The governor is understood to have told the President 
that both political parties in Indiana had joined in making the 
recommendation. 

The name of Howard Hosmer, who has been an examiner 
on the staff of the Commission since November, 1919, and 
assisted Mr. Eastman for a number of years, was suggested 
this week in connection with the vacancy. In addition to serv- 
ing as assistant to Mr. Eastman, Mr. Hosmer served in a similar 
capacity recently when Commissioners Aitchison and Alldredge 
served as chairmen of the Commission. 

Another,member of the Commission’s staff whose name was 
understood to be under consideration was that of J. A. Little, 
formerly director of transportation, Nebraska State Railway 
Commission, and now senior transport analyst, Bureau of 
Transport Economics and Statistics of the Commission. Mr. 
Little, when with the Nebraska commission, was chairman of 
the uniform freight classification committee of the National 
Association of Railroad and Utilities Commissioners. For many 
years he was engaged in private transportation practice and 
was a practitioner before the Commission. From 1911 to 1919 
he was rate expert and statistician of the North Dakota Board 
of Railroad Commissioners. He also served as research assist- 
ant to Mr. Eastman when the latter was Federal Coordinator 
of Transportation. When he was recently on the staff of the 
Board of Investigation and Research he was responsible for the 
investigation of rate-making and rate-publishing procedures of 
the railroad, motor and water carriers. The results of the in- 
vestigation have been published as House Document 363, 78th 
Congress, 1st session. As director of transportation of the 
Nebraska commission he assisted in establishing regulation of 
motor vehicle carriers in Nebraska. 

It was also understood that W. R. Scott, transportation 
commissioner of the Board of Trade of Kansas City, Mo., for- 
merly president of the National Industrial Traffic League, had 
been suggested for the place. 





INTER-AMERICAN HIGHWAY 


Major General Philip B. Fleming, Federal Works Adminis- 
trator, Commissioner Thomas H. MacDonald of the Public 
Roads Administration of the Federal Works Agency, and E. W. 
James, chief of the P. R. A. Inter-American Regional Office, 
have left Washington for a three-week inspection tour of the 
Inter-American Highway, says the F. W. A., adding: 


The party will go by plane to Tapachula, on the Mexico-Guatemala 
border, stopping over in Mexico City. From Tapachula the officials will 
travel by car along the route of the highway through Guatemala, El 
Salvador, Honduras and Nicaragua to San Jose, Costa Rica. 

From San Jose the party will fly to Panama Canal, passing over a 
71-mile uncompleted section between Cartago and San Isidro del 
General which engineers consider to be the most difficult road con- 
struction ever attempted anywhere in North America. 
to the United States will be by way of Miami. 

The route of the Inter-American Highway extends 3,356 miles, from 
the United States border at Nuevo Laredo, Mexico, to the Panama 
Canal. About three-fourths of this mileage now is open for all-weather 
travel and work on several of the unfinished sections is under way. 


The return trip 





POSTWAR HIGHWAY PLANS 

Speaking in the Senate, April 1, in support of S. 1498, 
a bill introduced by him to authorize an appropriation of 
$1,125,000,000 for construction of all-weather types of farm 
roads and to create a Rural Roads Administration, Senator 
Stewart, of Tennessee, expressed the belief that “the improve- 
ment of local rural roads is this country’s foremost transporta- 
tional need.” 

“Of the 2,400,000 miles of these roads, the farm-to-market 
mail routes, school bus routes, and the like, in our 48 states,” 
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he said, “only 45,000 miles have high-type pavement and some 
99,000 additional miles have low-type. The bulk of this vast 
over-all mileage probably does not warrant pavement, but, as 
can readily be seen, only a ridiculously small fragment has 
been hard-surfaced. . . . I have been long concerned with get- 
ting the farmer in my state out of the mud... .” ; 

Federal funds to be appropriated under the bill, he said, 
would be prorated, first, among the 48 states on the basis 
on which other federal road moneys were divided, and the 
share allotted for each state on this basis would be prorated 
among the counties or other local political subdivisions of the 
state on the basis of 50 per cent on mileage, 30 per cent on 
population, and 20 per cent on area. He said that one thing 
the bill “positively and definitely” provided was that the federal 
government should do none of the hiring, firing, or contracting. 
He added that “under this bill there can be no more W. P. A.” 

Representative Mott, of Oregon, a member of the House 
roads committee, speaking in the House, called attention to 
hearings the committee had held on H. R. 2426, the $3,000,- 
000,000 highway construction bill, which he described as the 
largest highway bill ever introduced in Congress (see Traffic 
World, April 1, p. 935). He said that the roads committee 
hoped “to be able to report the bill to the House shortly after 
the conclusion of the recess” of Congress until April 12. 


TRUCK PRODUCTION 


Preliminary reports showed that the 1944 truck production 
program ended its first quarter with an actual production of 
10,329 vehicles of all sizes for civilian use, of which 7,128 were 
in the medium class and 3,201 heavy trucks, the War Produc- 
tion Board announced. The goal for the quarter was 9,157 
vehicles. 

Actual production achieved, including military as well as 
commercial or civilian, trucks amounted to 100.4 per cent of 
the scheduled goal. This percentage makes allowance for 
modifications and adjustments in the military requirements in 
the three months period. ; 

In announcing these figures John H. Middlekamp, director 
of the automotive division of W. P. B., emphasized that while 
they indicated a satisfactory accomplishment for the first quar- 
ter, many problems were likely to be encountered in the re- 
mainder of the year which could exert considerable influence 
on production schedules. He cited the manpower situation as 
one factor and pointed out that production goals for the last 
nine months of 1944 were substantially greater than for the 
first quarter. 





MONEY FOR ACCESS ROADS 


H. R. 3912, increasing the amount provided in the defense 
highway act for construction and improvement of access roads 
to military and naval reservations and to war industry plants, 
was passed by the Senate, congressional action on the bill 
thus having been completed (see Traffic World, April 1, p. 
935). As sent to the President, the bill increased the amount 
for access roads to $290,000,000 from $260,000,000, with a pro- 
viso that $5,000,000 of the amount appropriated should be used 
by the Commissioner of Public Roads, in areas certified to the 
Federal Works Administrator by the Secretary of War or the 
Secretary of the Navy, as maneuver areas, “for such improve- 
ment and construction as may be necessary to keep the roads 
therein . . . in suitable condition for such training purposes.” 
Senator McKellar, of Tennessee, in discussion of the proviso 
in the Senate, said that in areas where the army had held 
maneuvers, roads had been damaged to a large extent, and that 
the $5,000,000 was designed for use in reconditioning those 
roads. 

President Roosevelt signed the bill April 4. 


AIR TRAFFIC SURVEY 


An air traffic survey map, showing data pertaining to the 
traffic flow along selected air route segments, has been made 
available at the Civil Aeronautics Board. The map was pre- 
pared by the research and analysis division of the board’s 
Economic Bureau and was based on information obtained from 
the 16th statistical control unit of the Air Transport Command, 
Army Air Forces. Shown on the map, at intermediate points 
on route segments, are tabs indicating the identity of the air 
carrier, the number of round-trips operated in a four-week 
period, the ratio of priority poundage to total poundage, the 
average mail pounds a flight, average express pounds a flight, 
average passengers a flight, and total poundage load factor. 
According to a footnote on the map, the figures represent aver- 
ages of four one-week averages, covering the period from Janu- 
ary 6 to February 2, 1944. 
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Air Transportation 





Air Certificate Applications 


Air service between several points in New England and 
points in the province of Quebec, Canada, is proposed in appli- 
cations filed with the Civil Aeronautics Board by Norseman 
Air Transport, of Longmeadow, Mass. 

In No. 1355, Norseman Air Transport proposes scheduled 
transportation, by helicopter or conventional type aircraft, of 
persons, property and mail, with pickup service for mail, on 
routes between Newport, Vt., on the one hand, and, on the 
other, Montreal, Three Rivers and Chicoutimi, Quebec; between 
Montreal and Malone, N. Y., and, in non-scheduled service, 
between Quebec and Moncton, New Brunswick, Canada, with 
service to intermediate points including Presque Isle, Me. 

In No. 1356, Norseman Air Transport proposed scheduled 
and non-scheduled transportation of persons property and mail 
by helicopter and/or conventional type aircraft over routes 
having as their termini the following cities: Albany, Malone 
and Syracuse, N. Y.; Portsmouth, Berlin and Gorham, N. H.; 
Portland and Augusta, Me.; Newport and Rutland, Vt.; Pitts- 
field and Fall River Mass.; Hartford, Conn.; Providence and 
Newport, R. I.; Montreal, Three Rivers, Chicoutimi and Monc- 
ton, Quebec, Canada. 

Other new applications filed with the C. A. B. are: 


No: 1353, Hogan Flying Service, Scotts Bluff, Neb.; scheduled trans- 
portation of persons, property and mail between Scotts Bluff and North 
Platte, Nev., and between Scotts Bluff and Casper, Wyo. 

No. 1354, Aero-Transportes, S. A., Mexico D. F., Mexico; foreign 
air carrier permit for service between Piedras Negras, Coahuila, Mex- 
ico, and San Antonio, Tex., via Eagle Pass, Tex. 

No. 1357, Mountain States Aviation, Inc., Denver, Colo.; scheduled 
drop and pickup transportation of property and mail over a ‘‘circle’’ 
route beginning and ending in Denver and serving the following Colo- 
rado points: Idaho Springs, Breckenridge, Climax, Leadville, Redcliff, 
Gilman, Eagle, Aspen, Crested Butte, Paonia, Ouray, Telluride, Rico, 
Silverton, Creede, Del Norte, Center, Saguache, Westcliffe, Florence, 
Cripple Creek and Castle Rock. 

No. 1358, Service Scages, Inc., Atlanta, Ga.; scheduled transporta- 
tion of persons, mail, baggage and light express by helicopter and/or 
other type of aircraft over routes between Atlanta, Ga., and Gadsden, 
Ala., Atlanta and Anniston, Ala., Rockmart, Ga., and Rome, Ga., and 
Piedmont, Ala., and Anniston. 

No. 1359, Fish Airlines Corporation, New Bedford, Mass.; non- 
scheduled and charter operations over irregular routes in transportation 
of fish from Boston and other specified Massachusetts points, Block 
Island, R. I., and Portland, Me., to specified cities in New York, Ohio, 
Virginia, West Virginia, Pennsylvania, New Jersey, Georgia, Maryland, 
District of Columbia, Alabama, Tennessee, Illinois, Michigan, Indiana, 
Missouri, Kentucky, Wisconsin, Louisiana, Delaware, the Carolinas, 
Arkansas, Florida and Minnesota; and ‘‘property of any type, accept- 
able to transportation by air,’’ from those destination points to New 
York City, Philadelphia, Boston, New Bedford, and Portland. The 
applicant says its stockholders also own the stock of Fish ‘lransport 
Co., Inc., a motor carrier of ‘‘general freight.’’ 


Loeal Feeder-Pickup Air Service 


A proposal to the effect that any authority granted to sur- 
face carriers to enter the air transport field should be limited 
so as to confine their air operations to service auxiliary, sup- 
plemental or incidental to their surface operations was at- 
tacked by spokesmen for motor carrier applicants for air cer- 
tificates in an oral argument before the Civil Aeronautics 
Board, on exceptions to the proposed report by Examiners 


William J. Madden and Albert E. Beitel in No. 857, Investiga- © 


tion of Local Feeder-Pickup Air Service (see Traffic World, 
March 11, p. 666, and March 18, p. 721). The oral argument 
began April 5 before Board Members Oswald Ryan, Josh Lee 
and Harllee Branch, the latter presiding. Mr. Branch said that 
Chairman Pogue and Vice Chairman Warner could not attend 
the hearing and that Mr. Warner was “out of the country on 
official business.” 

The restrictive proposal with respect to surface carriers, 
as to which the C. A. B. heard objections, was the seventh in 
a list of eleven proposed findings embodied in the examiners’ 
report (see Traffic World, Feb. 12, p. 412). 

Russell B. James, of Chicago, appearing for the Burlington 
Transportation Co., argued that that recommendation would 
compel the C. A. B. to read into section 401 of the civil aero- 
nautics act, relating to the issuance of certificates, the second 
Proviso of section 408(b), dealing with air carrier control and 
merger cases. He cited several court decisions to support his 
contention that such a proviso must be strictly construed. He 
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said that, in its recent decision in Eastern Central Motor Car- 
riers Association vs. United States, the Supreme Court of tbe 
United States set aside an order of the Interstate Commerce 
Commission on the ground that, by the order, the Commission 
would read into the law something that Congress had not put 
there. Mr. James said that the public interest would not be 
served if a surface carrier were denied an air certificate sought 
by it despite a showing that the public convenience and neces- 
sity required its service, rather than that of some other appli- 
cant. 

Ernie Adamson, counsel for the W. J. Dillner Transfer 
Co., of Pittsburgh, Pa., by which an application, docketed as 
No. 845, seeking authority to transport household goods by 
air, was filed with the C. A. B. last year, said it would be 
against the public interest to restrict to ‘supplemental, aux- 
iliary or incidental service” the air operations of a motor car- 
rier proposing to transport household goods by air beyond the 
scope of its motor carrier authority. 

William Ong, of Kansas City, appearing for Consolidated 
Air Lines Corporation, advocated revision of the C. A. B. safety 
regulations so as to permit use of single-engine aircraft in 
“feeder” air service. 

Leland Tolliver, of Newark, N. J., representing the Public 
Service Interstate Transportation Co., of New Jersey, agreed 
with the objections previously submitted against the ex- 
aminers’ seventh recommendation and took exception, also, to 
their eleventh proposed finding that “hearings on applications 
for authorization of air transportation service . . . based essen- 
tially on the use of helicopters should be deferred until such 
time as helicopters are available.” He said he recognized that 
commercial use of helicopters probably would have to wait 
until after the war, but that delaying the hearings on heli- 
copter applications might result in the acquisition of operating 
rights by “fixed-wing” aircraft operators in areas that the 
helicopter operates proposed to serve, before the latter had 
had a chance to be heard. He said the Public Service Inter- 
state Transportation Co. operated street railways and motor 
bus lines between points in New Jersey and between such 
points and Philadelphia and New York City, and that it pro- 
posed to use helicopters between the points now served by its 
surface carrier system. Board Member Ryan wondered if the 
proposed helicopter service would be supplemental to the sur- 
face operations, and how much the company expected to invest 
in the helicopter system. Mr. Tolliver said the company planned 
to carry by air many of the passengers it now transported on 
its surface lines. He said there was no way of determining 
the amount of investment required, as it could not be learned 
how much the helicopters would cost. Mr. Ryan said the 
reason he had asked about the amount of investment was that 
it had been argued that the objection to control of two types 
of transport by one company was that the type in which it had 
the larger investment would get “larger consideration.” 


John M. Dickerman, of Chicago, representing the Air Line 
Pilots Association, said the board should not amend its safety 
regulations so as to permit operation of single-engine aircraft 
or the employment of only one pilot in operation of an airline 
plane. He asked for permission to file a statement supplement- 
ing his remarks in the oral argument. 


Homer S. Carpenter, of Chicago, appearing for the Grey- 
hound Corporation, argued that there was a large volume of 
short-haul air passenger traffic that could be developed and 
that Greyhound proposed to develop. He displayed charts to 
indicate potential traffic on the routes proposed to be served 
by Greyhound. Roy St. Lewis, of Rochester, N. Y., represent- 
ing Page Airways, Inc., read a short prepared statement in 
which he averred, among other things, that “feeder” airlines 
would provide employment, after the war, for men now receiv- 
ing experience as army or navy fliers. 


W. A. Hill, for State Airlines, Inc., of Charlotte, N. C., 
opposing contentions of surface carriers that the C. A. B. had 
no authority under the civil aeronautics act to restrict the 
scope of operations of surface carriers in air service as pro- 
posed by the examiners, said that section 207 of the interstate 
commerce act limited motor carrier operations by rail carriers 
to service supplemental or auxiliary to their rail service. In 
the course of subsequent discussion, Board Member Branch 
asked Mr. James, spokesman for the Burlington Transporta- 
tion Co., what point there would be in restricting acquisition 
of an air carrier by a railroad, if the railroad could “come in 
for a certificate without restrictions.” Mr. James said that 
there was the point that, if a railroad sought to institute air 
service in an area in which there were already two or three 
airlines in operation, and if the railroad could not prove public 
convenience and necessity for its proposed new air service, the 
railroad could not buy one of the airlines and thereby, possibly, 
suppress competition. Mr. James contended that if a railroad 
could prove public convenience and necessity for air service 
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proposed by it, the board could not properly impose restrictions 
on it that it would not impose on other applicants showing 
similar proof as to other routes. 


Position of Eastern Airlines 


E. Smythe Gambrell, Eastern Air Lines counsel, argued 
that “promoters” had cultivated the belief that there was a 
field of service that existing carriers were not able to perform 
and had described it as “feeder” service. Established carriers 
with an established overhead could do a better job of develop- 
ing air service to smaller cities than small, inexperienced oper- 
ators could do, he maintained. He said it was “the height of 
idealism” to think that a feeder line could be “hemmed up” 
and that it would not strive to take in more and more territory. 
The disposition of regulatory boards and commissions, when 
they heard pleas of carriers as to needs for expansion of serv- 
ice and for additional revenue, was to yield to such pleas, he 
averred. 

Walter Roche, of Phoenix, Ariz., representing Southwest 
Airways said that, so far, air transport development had been 
extensive rather than intensive, and that intensive development 
of potential air traffic was what the feeder lines would accom- 
plish. Asked by Board Member Lee how he would distinguish 
between feeder routes and other types of air routes, he said 
the feeder line would be concerned with local traffic in a def- 
inite area and would provide, for small towns, service of a 
type that the trunk lines could not undertake without handi- 
capping their “major operation.” An independent operator of 
a feeder line would serve all trunk lines “alike,” he averred. 

Austin M. Zimmerman, speaking for All American Avia- 
tion, Inc., said that the “pickup” planes of that company were 
picking up 212 packages a day “without incident or fanfare.” 
It intended to develop combination passenger and pickup mail 
service where such service appeared feasible, he said. He main- 
tained that present operations of All American were producing 
a profit for the Post Office Department and said that in Febru- 
ary of this year its “bill” to that department was about $37,000 
and the revenue the department received from the operations 
of All American in that month, at a 3-cents-an-ounce rate, was 
about $54,000. He said that All American routes now totaled 
1,386 miles, and that “the economies desired by the board” 
could be effected by extending the mileage of All American to 
a minimum of 6,000 miles. He said that All American had not 
developed air express transport to any great extent because 
there was insufficient capacity in its planes for express. 


“Catapult” Device 


Ralph E. Young, appearing for Automatic Air Mail, Inc., 
of Lost Nation, Ia., said that that company had experimented 
with air mail and express pickup with the use of a catapult 
mechanism, operated by compressed air, by which containers 
were shot upward at the speed of the plane making the pickup. 
With use of the catapult, planes of the Waco type were able to 
take on loads up to 160 pounds “with no shock,” he said. He 
added that the catapult had proved successful in many tests, 
but not in scheduled air operations, and he asked the board to 
authorize its use on an experimental route. The company had 
on file with the C. A. B. five applications, involving a total of 
13 _—_ of which 12 were proposed as permanent routes, he 
said. 

George A. Spater, counsel for Transcontinental & Western 
Air, Inc., assailed the claims made by Greyhound Corporation 
as to short-haul traffic potentials. He said that Greyhound’s 
first proposal was for air hauls, by helicopters, of 25 to 50 
miles in length; that later it proposed hauls of 50 to 200 miles, 
and that now it planned routes up to 250 miles in length, and 
he added that those changes in its plans gave evidence of 
“creeping ambition.” He said Mr. Carpenter had claimed that 
most of the traffic that Greyhound would transport by air 
would come from private automobiles. Mr. Spater argued that 
the greater flexibility of automobile transportation would mili- 
tate against patronage of scheduled air carriers, on short hauls, 
from that source. 


AIRCRAFT PRODUCTION 


Aircraft production in March set an all-time monthly rec- 
ord, both in terms of numbers and weight of airplanes produced, 
C. E. Wilson, chairman of the Aircraft Production Board, an- 
nounced April 3. Said he: 


A total of 9,118 planes of all types rolled off the assembly lines last 
month, continuing the remarkable over-schedule achievement of the 
aircraft industry during the past several months. In terms of airframe 
weight, production exceeded for the first time the 100,000,000-pound 
mark, increasing by more than nine per cent over February, the pre- 
vious high, to attain a total estimated at 103,400,000 pounds. 


Mr. Wilson said that, in line with recent strategic emphasis, 
86.5 per cent of the total number of aircraft produced were 
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tactical types, representing bombers, fighters and transports. 
In this connection, he pointed out that practically all plants 
producing these much-needed types met or exceeded their 
schedule. 

Mr. Wilson congratulated the aircraft industry for produc- 
ing more bombers, more fighters and more transports in March 
than in any previous month. 

_ In announcing this record, Mr. Wilson said that the neces- 
sity of constant engineering changes to meet combat require- 
ments would make it difficult to continue meeting future sched- 
ules, particularly in view of the probable losses to the draft 
in the under-26-years age group. 

Mr. Wilson added, however, that he had the utmost confi- 
dence in the industry to put forth its best effort to cope with 
this situation, notwithstanding these losses. 


SERVICE AT MEXICAN AIRPORT 
The Civil Aeronautics Board, by an order, has granted au- 
thority to Braniff Airways, Inc., effective April 10, to serve 


Nuevo Laredo, Mexico, through the use of the Nuevo Laredo 
airport. 


NOVEMBER AIR EXPRESS FIGURES 


The air express division of the Railway Express Agency 
has reported that air express shipments handled on the nation’s 
commercial airlines in November, 1943, were greater in num- 
ber and weight than in any other month since air express oper- 
ations were inaugurated 16 years ago. Shipments totaled 
137,445, an increase of 16.3 per cent over the November, 1942, 
shipments. The November shipments had an aggregate total 
weight of 2,868,093 pounds, an increase of 31.9 per cent over 
November, 1942. 


U. A. L. SERVICE AT ALLENTOWN, PA. 


By an order in which it notes that the Court of Common 
Pleas of Lehigh county, Pa., has issued a preliminary injunc- 
tion enjoining United Air Lines, Inc., from operating air craft 
over farm properties adjoining the Allentown, Pa., airport at 
an altitude of less than 100 feet, the Civil Aeronautics Board 
has granted authority to United Air Lines to suspend service 
temporarily at Allentown, effective April 1 ‘‘and until such time 
as the said injunction is dissolved.” The board stated in its 
order a finding that service to and from Allentown had been 
prevented “by the issuance of the said injunction order.” 


P.-C. A. AIR APPLICATION 


By an order, the Civil Aeronautics Board has dismissed the 
application of Pennsylvania-Central Airlines, in No. 1155, for a 
certificate authorizing it to engage in air service on routes serv- 
ing many points in Central America, South America and the 
Caribbean area, withdrawal of the application having been re- 
quested by the applicant (see Traffic World, April 1, p. 920). 


INTERNATIONAL AVIATION VIEWS 


The Department of State has announced that Adolf A. 
Berle, Jr., Assistant Secretary of State, and Edward Warner, 
vice chairman of the Civil Aeronautics Board, have gone to 
London ‘for an exploratory exchange of view with His 
Majesty’s Government in the United Kingdom on civil aviation 
as a first step towards preliminary international discussion this 
summer.” 

“It is expected,” continued the department, “that a group 
composed of Mr. Joseph C. Grew, special assistant to the Sec- 
retary of State; Mr. L. Welch Pogue, chairman of the Civil 
Aeronautics Board; Mr. W. A. M. Burden, Assistant Secretary 
of Commerce for Air, and others will conduct similar explora- 
tory conversations with representatives of the U. S. S. R. in 
Washington within the next fortnight.” 


EMPTY SEATS ON PLANES 


Although airlines still have fewer than 200 transports in 
domestic operation some planes are still flying with empty 
seats after the priority list has been taken care of, says the 
National Aeronautic Association. 

“One explanation is,’ it says, “that transports are turned 
over to the lines on the basis of a high proportion of priority 
travel in relation to the total number of passengers carried. 
There are empty seats across the Atlantic as well; passengers 
routed to Europe and Africa via U. S. commercial or service 
transport planes are subjected frequently to delays en route, 
while British Overseas Airways Clippers fly with scanty loads. 
The terms of the pre-Pearl Harbor contract by which B. O. A. C. 
bought the Clippers from Pan American preclude it from put- 
ting the ships to commercial use, and only official British gov- 
ernment traffic is handled.” 
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| Boatmer Asks C. & E. I. Investigation 


V. V. Boatner a member of the board of directors of the 
Chicago and Eastern Illinois Railroad has made a request on 
Senator Burton K. Wheeler, chairman of the Senate committee 
on interstate commerce, to institute an investigation into the 


' activities of Secretary of Commerce Jesse Jones and the Re- 


construction Finance Corporation in connection with the C. & 
E. I., the investigation to follow the lines of that recently 
authorized in Senate Resolution 278 in connection with the 
management and policy of the Kansas City Southern (see Traf- 
fic World, April 1, p. 934). 

A statement issued by Walters, Burchmore, and Belnap, 
Chicago, attorneys for Mr. Baatner, said that he owned a 
“large block of the stock and bonds of that company” and that 
he “represented other owners.” Mr. Boatner, the statement 
said, alleges undue and improper influence by Mr. Jones and 
other officers and agents of the Reconstruction Finance Corpo- 
ration in blocking reduction of debt, saving in interest charges, 
and in other ways interfering with the policy of the railroad, 
oy to the best interests of that railroad company and the 
ublic.” 
: Mr. Boatner recently resigned as head of the rail trans- 
portation division of the Office of Defense Transportation. It 
is known that he and those he represents want to make him 
active in the management of the C. & E. I., one report being 
that an effort was to be made to have him elected president. 
The annual meeting of the railroad’s stockholders will be held 
in May. At a meeting of the board of directors a fortnight ago, 
it approved the slate of officers put forth by the present man- 
agement of the road, which included reelection of the present 
a Charles T. O’Neal (see Traffic World, March 25, 
p. ; 


KANSAS CITY SOUTHERN CONTROL 


Senator Reed, of Kansas, who, with Senator Clark, of Mis- 
souri, introduced S. Res. 278 calling for a Senate interstate 
commerce committee investigation of charges that Secretary 
of Commerce Jones and the Reconstruction Finance Corpora- 
tion were improperly endeavoring to influence the management 
and direction of the Kansas City Southern Railway Co., said, 
April 4, no action on the resolution would be sought as the 
objective sought by its introduction had been attained. In effect, 
said he, Mr. Jones and the R. F. C. had “backed down,” and 
had withdrawn support for the Couch management of the prop- 
erty (see Traffic World, April 1, p. 934). 


BRANIFF AIRWAYS AND MEXICAN LINE 


Three applications pertaining to proposed acquisition by 
Braniff Airways, Inc., of Dallas, Tex., of control of Aerovias 
Braniff, S. A., authorized to operate over several air routes in 


_ Mexico, have been filed with the Civil Aeronautics Board. 


In No. 1360, Braniff Airways asks for approval by the board 
of a proposed transaction under terms of which T. E. Braniff, 


| president of the applicant, would sell to the applicant, for “the 


equivalent of 1,000,000 pesos,” his controlling interest in Aero- 


| vias Braniff, S. A. According to the application, Braniff Airways 





would ultimately hold all the stock in Aerovias Braniff except 
the directors’ qualifying shares. 

In No. 1361, Braniff Airways, Inc., and T. E. Braniff ask 
the board to approve an interlocking relationship proposed to 
exist by the holding by T. E. Braniff of the offices of president 
and director of Braniff Airways and the offices of president 
and director of Aerovias Braniff. In No. 1362, Braniff Airways, 


i) Inc., and C. G. Adams ask the board likewise to approve the 


holding by C. G. Adams of the offices of secretary-treasurer of 
Braniff Airways and the offices of treasurer and director of 
Aerovias Braniff. 


ZONING OF SUGAR SHIPMENTS 


Changes in sugar zones, to equalize stocks of sugar at all 
refinery points, have been announced by the Office of Price 
Administration. This action was necessary, said the O. P. A., 
because of ‘frequent changes in the shipping situation, and the 
consequent need to safeguard supplies at refinery points.” 

The O. P. A. said that the order expanded the zones served 
by refineries in New York, Philadelphia,-and Savannah, where 
present stocks and forecasts of receipts were adequate to serve 


| increased territory. The area served by New Orleans refineries 


was reduced. Prospective receipts at this Gulf port were insuffi- 
cient for continuing to supply the entire present area, the O. 
P. A. stated, adding: 


The order makes two changes in the zones: western New York 
State is taken out of Zone 2 and put into a separate zone, 2A. Zone 8A 
ls expanded to include a larger part of Kentucky and Tennessee, for- 
merly part of Zone 8. 
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oe Details of changes in the areas to which refineries will ship are as 
ollows: 

1. The New York area is expanded to include Zone 3A, consisting 
of southern Ohio and eastern Indiana. New York refiners will continue 
to ship sugar into Zones 2 and 10, and into the new Zone 2A. 

2. Philadelphia refiners are permitted to expand their territory to 
include Zones 2A and 3A, and to continue to serve Zones 3 and 10. 

3. The Savannah refiners, in addition to serving Zone 6, will ship 
into the expanded Zone 8A along with New Orleans refiners. 

4. The New Orleans refiners will discontinue shipments to Zone 10 
(Lower peninsuia of Michigan and Northern Ohio) and these refiners 
will be assisted in supplying sugar needs in Zone 3A by shipments from 
both New York and Philadelphia. Savannah refiners will meet some 
of the demand in Kentucky and Tennessee in Zone 8A, although New 
Orleans refiners will also continue to ship into this area. 


The action by the O. P. A. was set forth in its eleventh 


revised zoning order No. 1 to Revised Ration Order 3—Sugar— 
effective April 3. 


CONTAINER SHORTAGE 


Shortages of pulp for kraft papers, boxes and cartons were 
regarded as a “most pressing” problem in a meeting of a newly 
organized over-all wholesale industry advisory committee of 
the War Production Board, according to a W. P. B. announce- 
ment. The W. P. B. said that government representatives in 
the meeting advised the committee members that wrapping 
supplies would be scarcer in the second quarter of 1944 than 
in any previous period but that they expressed a hope that the 
downward trend would not continue further. It added that, 
although committee members reported that re-use of con- 
tainers was well advanced in the wholesale field, even greater 
conservation and re-use was “the only avenue of relief at 
present.” 

__ It was stated that all wholesalers were much concerned 
with “the tight situation” in solid fibre and corrugated cartons, 
and that several wholesalers had difficulty in obtaining cartons 
for mixed shipments, the W. P. B. said, adding that the govern- 
ment representatives on the committee had agreed to submit to 
appropriate W. P. B. authorities the plea of the wholesalers 
with respect to priorities for the types of cartons needed. 

The W. P. B. said its wholesale drug industry advisory 


committee was concerned over the inadequate supply of fibre 
containers. 


WAR DAMAGE INSURANCE EXTENDED 


Jesse Jones, Secretary of Commerce, has announced that, 
in consideration of premiums heretofore collected, War Damage 
Corporation will extend automatically for a period of twelve 
months from their respective expiration dates all War Damage 
policies duly in force, March 31, 1944, without any additional 
premium or other charge. He said no action was required of 
the insured or the policyholder to keep the insurance in force 
for this extended period. New and additional insurance that 
may be written effective on and after April 1, 1944, will be at 
the presently established rates and premiums, according to the 
announcement continuing as follows: 


This action is being taken with the approval of the President, and 
also with the unanimous approval of representatives of the insurance- 
companies participating in the program. 

War Damage Corporation, created by R. F. C. pursuant to Section 
5d of the R. F. C. act, as amended, began business July 1, 1942, and 
established uniform rates by classes throughout the country. By oper- 
ating through the insurance industry, War Damage Corporation has 
been conducted on an economical basis, and great credit is due the in- 
surance industry for its cooperation and assistance. 546 fire and 88 
casualty insurance companies have participated, taking an aggregate 
of 10 per cent of the risks and being entitled to 10 per cent of any 
profits. The fire insurance companies have a maximum liability of 
$20,000,000 and the casualty companies $5,000,000, with maximum pos- 
sible profits of like amounts. Any company that does not wish to con- 
tinue in the underwriting will be relieved by War Damage Corporation, 
the company withdrawing to be relieved of any possible losses and not 
to share in any possible profits. It is hoped that all companies now in 
the program will continue their participation. 

Up to December 31, 1943, premiums collected amounted to approxi- 
mately $218,000,000 after payment of all expenses, which have been un- 
usually light. 

Claims for losses totaling $72,899.74 are in process of adjustment. 
In addition, approximately 300 claims arising out of the explosion of the 
Destroyer Turner in New York Harbor on January 3, 1944, have been 
presented and are being investigated. 


RADIO OPERATORS ON SHIPS 


The War Shipping Administration has announced that 
within the next three months at least 500 first and second class 
commercial radio telegraphers, licensed by the Federal Com- 
munications Commission, will be needed by the American mer- 
chant marine. Qualified radio operators, it said, were urgently 
needed “because most vessels will henceforth carry three civil- 
ian licensed operators instead of one.” 
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TRAFFIC WORLD 





A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Perfect Shipping Number 


Editor the Traffic World: 

I write to express my sincere appreciation of your March 25 
issue and the outstanding publicity given therein to Perfect 
Shipping. 

The carriers, collectively, are, I am sure, under deep obli- 
gations to your organization for the continued substantial sup- 
port given this activity. 

I was particularly pleased to see that the A. A. R. kicked 
in for a page of revenue advertising, and that the individual 
lines also supported this issue quite well. 

C. H. Dietrich, 
Executive Vice-Chairman, 
Freight Claim Division, A. A. R. 
Chicago, March 30, 1944. 


Editor the Traffic World: 

It is noted that the March 18 issue of the Traffic World 
contains an excellent editorial on “Perfect Shipping Month” 
and that the entire March 25 issue, which I understand is 
the largest ever printed, is dedicated to the 1944 Perfect Ship- 
ping Month campaign. 

We are attempting to increase public participation in our 
Perfect Shipping Month campaign from year to year and it 
is my belief that, during wartime, greater emphasis, rather 
than less, should be placed upon this activity. Your publication 
has, for many years, displayed a fine interest in regional ad- 
visory board activities, and particular emphasis has been placed 
on the Perfect Shipping Month campaign. The contribution you 
have made and are making in this respect is greatly appreciated. 

We have a strong national management committee this 
year, and I am sure the 1944 campaign will be an outstanding 


one. 
G. H. Shafer, 
President, National Association 
of Shippers Advisory Boards. 
St. Paul, Minn., March 31, 1944. 


Several Other Things 


Editor the Traffic World: 

; Some of your readers may wish to take a “gander” at 
part I, of the interstate commerce act, which directs the Com- 
mission (whose annual expenses are nine million), to initiate 
and police certain constructive steps in railroad operation and 
freight rates. 

When the war emergency came, it was disclosed this had 
not been done; the President had to set up the O. D. T. (19 
million), to get dispatch in operation; the Congress created 
the Board of Investigation and Research to begin, among other 
things, the breaking of bottlenecks in rate-making. The O. D. T. 
(packed with some very fine traffic men), has done a good job 
in spite of old-fogeyism and selfish obstacles. (Recall Coordi- 
nator Eastman bolstered the railroads in the 1933-36 period.) 

It is too bad that certain narrow interests are sabotaging 
the heroic work of the Transportation Board whose reports on 
rate-making are marvels; in fact, they must become the bases 
for long overdue correction in the now broadly admitted archaic 
system of transport charging. 

Would the man-power commission be surprised to find 
some hundred thousand.men in the railroad traffic and account- 
ing departments puttering on revenue rates, divisions, and dis- 
tribution, but who are available and transferable to better and 
necessary positions in the railroad operating and mechanical 
departments ? 

Last-ditch stands by unduly favored people and interests 
should not be allowed to further retard our true American 
economy. Similarly, 100 years ago artificial means were used 
to sustain the old turnpike and the slow canal boat against the 
coming of the railroad; which in turn now seeks to block the 
proper use in their places of the truck the modern watercraft 
and the airplane. 





cae 2. ESS 


Progress should not be retarded by any member of the | 


fascistic A. A. R. which insists on foisting excessive costs onto 
competing modern agencies of transport and retaining a nefari- 
ous system ofsrate-making in which, regrettably, the Commis- 
sion has appeared to go along docilely. (The railroads still 
have their place, but only to a decent extent.) 

It has been suggested that the interstate commerce act be 
rewritten to fit modern conditions; to set a small board over 
each section of the act (type of service), and to set up a super- 
board or Commission to reconcile and foster conversely the 
objectives of all types of carrier service. The T. A. of A. sug- 
gests (page 933 of your issue of the first) a joint intensive 
study of the problem, but looks backward when suggesting 
railroad relief from the anti-trust laws, and wants to preserve 
private ownership. How does that association (now doing some 
real study on the subject), know beforehand the result of the 
study it suggests before that? 

The Congress should improve in statesmanship; omit pett 
narrow politics and look broadly to the future welfare of the 
nation, including the transport problem. Please remember the 
President can’t bat 100 per cent all the time; but watch his 
curves—they’re great. 

It is truly hoped he will appoint an honest able man of 
principle to the vacancy on the Commission—one of education 
and deep-seated moral and spiritual philosophy, not one of 
uncouth nature who has climbed over the backs of others more 
capable, merely for material gain and glitter. 

T. H. Trelford, Traffic Counselor. 

Duluth, Minn., April 6, 1944. 


TAXES AND TRANSPORTATION 


Resellers of iron and steel products, such as warehouse- 
men and jobbers, have obtained permission from the Office of 
Price Administration to use the lowest filed or published rail 
tariff rate of freight plus 3 per cent of such rate in computing 
delivered prices, O. P. A. has announced, adding: 


The action removes any question of possible liability under the 
revenue laws for misrepresentation of the payment of the federal trans- 
portation tax by a reseller in a delivered sale where the freight factor 
may not be the same as freight actually paid. The amendment is effec- 
tive April 8, 1944. 

There has been some question as to whether sellers were permitted 
to include the federal tax in maximum delivered prices for sales to the 
United States government or its agencies, inasmuch as the revenue laws 
previously exempted such government shipments from the transportation 
tax. This issue now, however, has been clarified by the removal of 
exemption of government shipments from the 3 per cent tax by the 
revenue act of 1943, which became effective March 26, 1944. 

This price action authorizes the addition of 3 per cent of the rate 
of rail freight in computing delivered prices, no matter whether the 
tax actually has been paid or not. 


(Amendment No. 21 to Revised Price Schedule No.: 49—Resale of f 


Iron and Steel Products—effective April 8, 1944.) 


The Commissioner of Internal Revenue, Treasury Depart- 
ment, has issued T. D. 5354, containing regulations giving effect 


to the amendments of the revenue act of 1943, enacted Febru- f 


ary 25, 1944, relating to the tax on the transportation of prop- 
erty. 


MILWAUKEE ROAD SAFETY AWARD 


The Milwaukee Road will hold a dinner at Savanna, IIl., 
April 12, for officers and employes of the company’s Dubuque 
and Illinois division in recognition of the division’s safety rec- 
ord in 1943. The division had the best such record of the com- 


pany’s 18 divisions. H. A. Scandrett, Chicago, chief executive 
officer, will present a trophy cup as an award to the division. f 


It will be received by W. G. Bowen, division superintendent, 
in behalf of the division. Members of the National Safety 
Council and railroad and civic officials from Chicago, Dubuque, 
Ia., Davenport, Ia., and other cities located on the division will 
attend. L. J. Benson, Chicago, assistant to the chief operating 
officer, in charge of safety activities, has charge of arrange- 
ments. 


Apri 
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Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 

published it is because they are inappropriate or not timely. Copies 

of a club’s publication or the notices it sends to members are 

: usually not sufficient, because often they are received too late to be 

t.) of value. THE TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 














— ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
: quately and promptly informed.—Editor THE TRAFFIC WORLD. 
— F. A. Doebber, president, Associated Traffic Clubs of Amer- 
fari- ica, in a letter to presidents and secretaries of member clubs, 
amis- appeals to them to “aid in every possible way” in the April 
still Perfect Shipping Month campaign. Nothing is more important 
at present than the conservation of materials, vital and other- 
ct be wise, “and the space they require to be transported,” says he. 
“over || In earlier years, he says, the association had assisted in provid- 
uper- ing speakers for special Perfect Shipping luncheons of traffic 
y the clubs. It would like to do the same this year, he adds, “but 
' sug- there are too few speakers available to go out on assignments 
snsive || of this nature.” 
— The Woman’s Traffic Club of Milwaukee, Wis., has elected 
some |, the following officers: President, Hazel E. Rozek; vice-presi- 
of the |, dent, Ida Knuth; secretary, Myrtle Albright; treasurer, Dorothy 
| M. Blask. 
mn 
ll Edward Dahill, chief engineer, freight container bureau, 
er the | Association of American Railroads, New York, will speak on 
ch his “Packaging” at the annual meeting of the Traffic Club of the 
Lehigh Valley at the Hotel Americus, Allentown, Pa., April 17. 
xan of | Dinner will be served. New officers will be elected. 
~ogge The South Bend, Ind., Transportation Club will hold a 
; more |. fathers and sons night dinner meeting at the LaSalle Hotel 


April 10. The Rev. Robert Hall, chaplain, Indiana State Prison, 

or will speak on his experiences at the prison. There will be a 

, | program of music by Gordon Crispin and Charles Battenberg 

and other entermainment. Milton Schulz is chairman of the 
committee on entertainment. 





Col. W. J. Williamson, chief, traffic control division, trans- 

















—, portation corps, U. S. Army, spoke on the importance to the 
- | armed forces of careful packing of military supplies at a Per- 
ed rail J fect Shipping Month luncheon meeting of the Traffic Club of 
aputing | Fort Worth, Tex., April 3. There was a program of music by 
| students of Texas Christian University. The film “Careless 
,der the |} Dollars” was shown. R. T. Wilbanks was chairman of the 
al trans- {} committee on arrangements. 
ht factor 
is effec- At the monthly luncheon meeting of the Birmingham, Ala., 
ittea || 1taffic and Transportation Club March 30, Lt. Robert N. Staf- 
xg the || ford, Jr., U. S. Army, now stationed at Nashville, Tenn., for 
nue laws || air ferrying training, spoke on his experiences in bombing 
portation |) Tarawa Island. 
moval of 
x by the The Transportation Club of St. Paul, Minn., held a Perfect 
: Shipping Month luncheon meeting April 4. George H. Shafer, 
_ the = general traffic manager, Weyerhaeuser Sales Company, and 
ether the president, National Association of Shippers Advisory Boards, 
Resale of }) SPOKe on the use of advertising in encouraging shippers to take 
part in the perfect shipping campaign. The program was ar- 
ranged by the Northwest Shippers Advisory Board’s freight 
Depart- § loss and damage prevention committee. 
ng effect 
d Febru- § Carl Giessow, traffic director, St. Louis Chamber of Com- 
of prop- §/ merce, will speak on “St. Louis and Its Transportation Facili- 
ties” at a monthly dinner meeting of the Transportation Club 
of Springfield, Ill., April 12. C. J. Dinkelkamp, general agent at 
| St. Louis for the Cotton Belt Route, is chairman of the com- 
| mittee on arrangements for the meeting, which has been desig- 
nna, Ill.,}) nated St. Louis night. 
Dubuque , 
fety rec- A. L. Green, special representative, Association of Ameri- 
the com-—| can Railroads, Chicago, will be guest speaker at a monthly 
executive § meeting of the Transportation Club of Decatur, Ill., April 11. 
division. — Dinner will be served. 
ntendent, 
il Safety The traffic clubs of Connecticut, at Bridgeport, Hartford 
Dubuque, and New Haven, will forego holding their separate annual 
ision Wi! § dinners this year and will jointly hold a transportation victory 
yee dinner at the Hotel Taft, New Haven, April 19. Governor Ray- 
arran 





mond E. Baldwin of Connecticut will speak, and Edward Ingra- 
ham, president, E. Ingraham Company, Bristol, Conn., will be 
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toastmaster. J. F. Doolan, operating -assistant at New Haven 
for the New York, New Haven and Hartford, is general chair- 
man of the committee on arrangements. 





The Fox River Valley Traffic Club will hold a Perfect 
Shipping Month dinner meeting at the Valley Inn, Neenah, Wis., 
April 11. W. L. Thorton, Jr., general traffic manager, Kimberly- 
Clark Corporation, will be guest speaker. 





The Denver Commercial Traffic Club, through its activi- 
ties committee, will hold a “Last Chance Saloon” stag smoker 
at the Coronado Club April 14. Members of the Traffic Club of 
Denver and others in the transportation industry at Denver 
have been invited. It is to be a costume party. More than 500 
are expected to attend. The activities committee is composed 
of Ralph Merritt and Robert Smith, Wheelock Brothers Trans- 
portation Company; Sam Shafer, Benjamin Moore and Com- 
pany; R. D. MacKenzie, Clay Bailey Manufacturing Company; 
Fred Newton, T. and M. Transportation Company. 





The Traffic Club of Minneapolis held its fifth annual Easter 
luncheon meeting April 6. It was designated ladies’ day. There 
was a program of Easter songs by the Cecelian Singers of the 
Twin Cities, directed by Thure Fredrickson and accompanied 
by Hazel Stageberg Tkach. H. W. Williams was chairman for 
the day. L. H. Lamb, British consul at St. Paul, Minn., will 
speak at a luncheon meeting April 13. The bowling league will 
hold its annual dinner at Freddies’ Cafe April 10. Prizes will 
be awarded to winners in league play. 





_ Frank J. Bondurant, new president of the Oklahoma City 
Transportation Club, is traffic manager for the Harbour-Long- 
ies _.. mire Company. He was born and 
reared on a farm in northern Missouri 
and educated in nearby public schools. 
His first work was with a newspaper at 
Trenton, Mo. After two years, he 
bought and operated a weekly paper 
in Galt, Mo. Some years later, he 
moved: to Elk City, Okla., where, for 
nine years, he worked as cashier for 
the Chicago, Rock Island and Pacific 
Railway. He was then transferred to 
Oklahoma City as accountant for that 
railway. Five years later, he left the 
Rock Island to work in a wholesale 
drug house and later accepted a posi- 
tion with the Harbour-Longmire Com- 
pany, furniture dealers. He has been 
with that company sixteen years. The 
Oklahoma City Club sponsors a traffic 
school and a troop of Boy Scouts. At its March meeting, the 
speaker was E. W. Smart, chairman, Oklahoma planning and 
research board. 








Lt. A. M. Roberts, U. S. Navy, will be guest speaker at a 
— of the Pacific Traffic Association of San Francisco 
pril 11. 





The Waukegan-North Chicago Traffic Club will hold a 
monthly dinner meeting at the Johns-Manville clubrooms, Wau- 
kegan, IIll., April 13. Members will discuss transportation prob- 
lems. 





The following changes in the list of traffic clubs published 
in the Traffic World, April 1, have been received: Fox River 
Valley Traffic Club of Wisconsin, Ed Balda, president, and 
Franklin Otis, secretary; Transportation Club of Salt Lake 
City, Utah, W. G. Koplin, president, and A. O. Flandro, secre- 
tary; Trenton, N. J., Traffic Club, Andrew A. Black, president, 
and William J. Werts, secretary; Traffic Club of Racine, Wis., 
Ollie Hansche, president, and Lee J. Orth, secretary; Traffic 
Club of Kalamazoo, Mich., William C. Ward, president, and 
W. J. Newhouse, secretary. 





At a Perfect Shipping Month luncheon meeting of the 
Traffic Club of St. Louis, April 10, A. Naffsiger, superintend- 
ent of stations and freight claim preventions, Missouri Pacific, 
and Joe Marshall, special representative, freight claim division, 
Association of American Railroads, will speak. The program 
was arranged by F. L. Ruland, assistant general traffic man- 
ager, Gaylord Container Corporation, and chairman of the 
St. Louis district committee of the Trans-Missouri Shippers’ 
Advisory Board. 





The Traffic Club of Memphis, Tenn., will hold a dinner 
party at the Hotel Gayoso April 17. The Santa Fe Railway 
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will present a program of entertainment. Joe Hall is chairman 
of the entertainment committee, in charge of arrangements. 





The York, Pa., Traffic Club will hold a motor truck night 
dinner meeting April 13 at which Representative John Jen- 
nings, Jr., of Tennessee will speak on ‘Post-War Planning.” 
There will be a program of vaudeville acts, and music by Bud 
Lehr and his orchestra. The annual outing will be held June 15. 





At a truckers’ night meeting of the Junior Traffic Club of 
Metropolitan St. Louis April 5, C. F. Weilbacher, secretary and 
treasurer, Viking Freight Company, and regional vice-president, 
American Trucking Associations, spoke. The annual election 
meeting will be held May 3. Candidates for election to office 
include: For president, William Beam; first vice-president, Matt 
Klein; second vice-president, Al Schueler and Frank Trautman; 
third vice-president, P. Brislane and R. Hoffman; recording 
secretary, Paul Yellen; financial secretary, Earl Herchert; 
treasurer, Willard Eilers and Al Cannon; transportation di- 
rector, H. Fanning and A. Schaefer; industrial director, 
O. Wander and William Overman. 





The Junior Traffic Club of Chicago will present its Dixie- 
land Minstrels of 1944 at Orchestra Hall April 28. It will in- 
clude songs and specialty acts by the members, including music 
by the J. T. C. Banjo Band. The show will include songs by 
the glee club of the Chicago Association of Commerce and 
music by Lew Diamond and his orchestra. The pastime com- 
mittee, Cecil Baker, chairman, is in charge of arrangements. 





The Women’s Traffic Club of Philadelphia will hold its an- 
nual mother’s night meeting at Kugler’s Arcadia April 11. 
There will be a program of entertainment, arranged by the 
entertainment committee of which Marion Hansen is chair- 
man. 

At the monthly luncheon meeting of the Portland, Ore., 
Transportation Club April 21, David Simpson, president, Port- 
land Chamber of Commerce, will speak on ‘Post-War Plans 
for Portland.” 





Michael D. Konomos, attorney, spoke on ‘‘Problems We 
Must Face in the Post-War Period” at a luncheon meeting of 
the Traffic Club of Kansas City April 3. F. F. Beringer, man- 
ager, Kansas City chapter, American Red Cross, was guest of 
honor. There was community singing. R. L. Stufflebam is 
chairman of the luncheon committee. The annual spring 
smoker will be held April 29. Bill Heider, Dutch Feiring and 
Paul Kirk are in charge of arrangements. 





The Green Bay, Wis., Traffic Club will hold a Perfect Ship- 
ping Month meeting April 13. C. H. Dietrich, executive vice- 
chairman, freight claim division, Association of American Rail- 
roads, will speak on “The Railroads’ Contribution to Perfect 
Shipping and Careful Handling.” 





The Tri-City Traffic Club of Rock Island and Moline, IIl., 
and Davenport, Ia., will hold a Perfect Shipping Month dinner 
meeting at the LeClaire Hotel, Moline, April 20. A. L. Green, 
special representative, Association of American Railroads, Chi- 
cago, will speak on “Package Specifications in Relation to Per- 
fect Shipping,” and Harry Chaddick, president, American 
Transportation Company, Chicago, will speak on “Perfect Ship- 
ping.” The annual outing has been set for July 20, and the 
annual dinner dance for October 19. 





W. C. Cowling, manager, Port of Detroit Commission, will 
speak on “By Land, Sea or Air—Which?” at a forum meeting 
of the Motor City Traffic Club of Detroit April 10. John Wal- 
lace, Ford Motor Company, will be guest chairman. 





The High Point, N. C., Traffic and Transportation Club 
will hold a Perfect Shipping Month meeting April 19 at which 
L. H. Woodall, assistant to vice-president, Southern Railway, 
Chattanooga, Tenn., and C. W. Strickland, general traffic man- 
ager, Proximity Manufacturing Company, Greensboro, N. C., 
will speak. 





The Traffic Club of Newark, N. J., held an old timers’ night 
meeting, dedicated to members of 25 years’ standing, April 3. 
James L. McFadden has been appointed editor of The Tariff, 
monthly magazine, succeeding Ken Carberry, who resigned 
after serving as editor for seven years, on joining the armed 
services. 





Lt. Lewis Macomber, Kalamazoo, Mich., squadron, Civil 
Air Patrol, spoke on activities of the patrol at a recent meeting 
of the Traffic Club of Kalamazoo. 


N. R. D. G. A. Traffic Group 


The program for the wartime conference of the traffic 
group of the National Retail Dry Goods Association, to be held 
at the Hotel Statler, St. Louis, Mo., April 12, 13 and 14, has 
been completed. Arthur D. Bibbs, traffic manager, The Halle 
Brothers Company, Cleveland, O., chairman of the group, will 
preside at the opening session, the morning of April 12. Charles 
J. Darcy, warehouse manager, Ludwig Baumann, New York, 
will speak on “Things of Interest About the Operation of Our 
Warehouse,” and there will be a discussion of warehousing 
problems. There will also be a discussion of merchandise mark- 
ing materials and methods. 

Everett C. Valdes, traffic manager, Desmond’s, Los An- 
geles, Cal., will preside at the afternoon session. The following 
will speak: Harold D. Koontz, chief, traffic branch, Office of 


Civilian Requirements, War Production Board, on “The Gen- | 


eral Transportation Outlook From the Retailing Point of 
View”; Charles B. Colpitts, eastern-southern director, rail-truck 
conservation, division of railway transportation, Office of De- 
fense Transportation, on “What Can Be Done to Improve Less- 
Carload Merchandise Service at This Time’; M. D. Miller, 
cargo traffic manager, American Airlines, Inc., New York, on 
“Air Cargo and Its Probable Effect on Postwar Distribution,” 
and Andrew Loebl, president, National New York Packing and 
Shipping Company, Inc., New York, on “The Failure of Manu- 
facturers in the New York Market to Follow Shipping Instruc- 
tions.” 

On the morning of April 13, Edward Reynolds, receiving 
manager, Carson Pirie Scott and Company, Chicago, will pre- 
side as chairman of a board of examiners at a “new idea ses- 
sion.” Members of the board will be: 


Jack Moss, traffic and receiving manager, Strouss-Hirshberg Com- 
pany, Youngstown, O.; R. G. Brown, receiving superintendent, J. L. 
Hudson Company, Detroit, Mich.; Mrs. O. Osborn, traffic manager, 
L. S. Ayers and Company, Indianapolis, Ind.; O. W. Willenberg, re- 
ceiving and marking manager, Stix, Baer and Fuller, St. Louis, Mo.; 
F. W. Ashton, traffic manager, Bullock’s, Los Angeles, Cal.; Hugh 
Bright, receiving manager, Saks Fifth Avenue, New York; J. P. Brown, 
assistant traffic manager, Joseph Horne Company, Pittsburgh, Pa.; 
W. L. Bullock, traffic manager, William Hengerer Company, Buffalo, 
N. Y.; Miss Thelma I. Benstein, traffic manager, Fifth Street Store, 
Los Angeles. 


At noon on April 13 there will be a luncheon, sponsored 
by the traffic group and the Associated Retailers of St. Louis, 
at which Taylor Henry, chief, Associated Press, Vichy, France, 
who was interned by the Germans and recently returned to 
this country, will speak. 

The afternoon session on that day will be open to members 
of the group only. Mr. Bibbs will preside over a panel discus- 
sion of a number of retailers’ transportation problems, includ- 
ing unsatisfactory handling of loss and damage claims; post- 
war water service; forwarder restrictions on overcharge claims 
based on misdescription; attempts by motor carriers to restrict 
liability for loss and damage; six-day week freight acceptance; 
use of second-hand containers, and transient insurance on do- 
mestic shipments. Members of the panel will be: 


Leonard F. Mongeon, manager, traffic group, N. R. D. G. A.; Fred 
Simpson, traffic manager, Broadway Department Store, Inc., Los An- 
geles; Frank A. Danahy, traffic manager, Burdine’s, Miami, Fla.; E. C. 
Valdes, traffic manager, Desmond’s, Los Angeles; C. L. Haswell, gen- 
eral traffic manager, Mandel Brothers, Chicago; Paul W. Brown, gen- 
eral traffic manager, Sears Roebuck and Company, Chicago. 


R. G. Brown, receiving superintendent, The J. L. Hudson 
Company, Detroit, will preside the morning of April 14. Com- 
mittees will report at that session and officers will be elected. 
At noon, there will be a luncheon of the board of directors, and 
in the afternoon those attending the meeting will visit receiving 
and marking departments of St. Louis stores. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 

William Buchtel, Redding, Calif.; Rex H. Holden, Okla- 
homa City, Okla.; Samuel M. Hollander, Newark, N. J.; Morris 
Lippincott, Cincinnati, Ohio; Fred Much, Houston Tex.; John 
C. Murphree, Iowa Park, Tex.; Isidore Rose, New York, N. Y.; 
E. B. Smith, Boise, Ida., and William Edward Wright, San 
Francisco, Calif. 


W. S. A. APPOINTMENTS 


Marshall E. Dimock, assistant deputy administrator for 
recruitment and manning, War Shipping Administration, has 
been made special assistant to Capt. Edward McCauley, deputy 
administrator, W. S. A., and H. Chase Stone, of the recruitment 
and manning staff, has been appointed to fill Mr. Dimock’s 
former position. 


TRAFFIC WORLD | 
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Questions and Answers 


In this column will be cnswered questions of both legal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tax on Transportation 


Texas.—Question: Will you be kind enough to answer the 
following question with appropriate authority, if available: 

We are presently making shipments to various Rural Elec- 
trification Authorities properties, these shipments being con- 
signed, for example, North Central Kansas Rural Electric Co-op. 
The question we desire answered is, Does the present trans- 
portation of 3 per cent apply to these shipments when consigned 
to the various properties ? 

Answer: In accordance with Section 3475 (b) of the Code, 
as amended by Public Law 180 (78th Congress), an amount paid 
on or after December 1, 1943, for the transportation, originating 
on or after such date, of property to or from the Government 
of the United States, or any state, territory, or political sub- 
— thereof, or the District of Columbia, is exempt from 
the tax. 

Shipments to various Rural Electrification Cooperatives, 
such as shipments consigned to the “North Central Kansas 
Rural Electric Co-Op” are not considered to be shipments to 
the Government of the United States, or any state or political 
subdivision thereof, within the meaning of Section 3475 (b) of 
the Code, as amended. Accordingly, amounts paid for the trans- 
portation of property consigned by private corporations to such 
a cooperative would be subject to the tax. 

In accordance with the provisions of Section 3475 (b) of 
the Code, as amended by Section 307 of the Revenue Act of 
1943, effective June 1, 1944, the exceptions previously applicable 
to amounts paid for the transportation of property to or from 


the Government of the United States, or any agency or instruy 


mentality thereof (with certain exceptions applicable to the 
American National Red Cross, the Post Office Department, and 
the War Shipping Administration), will be terminated. f 

The above is in accord with an interpretation from the 
Bureau of Internal Revenue. 


Overcharge Claims—Payment of by Motor Carriers 


Indiana.—Question: The following situation has arisen and, 


§ although it is somewhat out of the ordinary, and while we are 


not in accord with the arguments as advanced by another car- 
rier, still, on the other hand, we would appreciate your com- 
ments. e 


_ We are fully acquainted with the fact that the Motor Car; 
rier Act does not provide for a time limit for the filing of 
overcharge claims, but, on the contrary, such limitations are 


governed by the various individual state statutes of limitations.) 


However, a connecting line motor carrier contends that inas- 
much as the Interstate Commerce Commission permits the de- 
Stroying of freight bills after a period of three years, and as 


| such records have been destroyed, this would automatically void 




















any overcharges filed after the three-year limitation. 


The Motor Carrier Act specifically states that a carrier 
must charge the applicable tariff rate, and if an error has 
occurred and the shipper has been overcharged, then of course 
the carriers involved must honor the overcharge claims, if they 
have been supported with the paid freight bill, showing con- 
Clusively that overcharges exist, and such overcharges should 
be immediately paid, regardless of whether the carrier or car- 
riers can produce their office copy of such receipts. 

Answer: There are no provisions in the Motor Carrier Act 


) Nor in any other act, of which we are aware, that pertain to 
) the filing and payment of overcharge claims. 


Furthermore, we know of no opinion of the Commission 
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that determines what papers must accompany a claim for over- 
charge. 

However, the standard form for presentation of overcharge 
claims, approved by the Interstate Commerce Commission, con- 
tains the following statement: 


Claimant will please check (X) before such of the documents men- 
tioned as have been attached, and explain, under ‘‘Remarks,’’ the 
absence of any of the documents called for in connection with this claim. 
When for any reason it is impossible for claimants to produce original 
bill of lading, if required, or paid freight bill, claimant should indem- 
nify carrier or carriers against duplicate claims supported by original 
documents. 


The standard form requires that the original paid freight 
bill accompany the claim, or a reason given for its absence. 

If the proper settlement of the claim is dependent upon the 
presence of all or any one of the documents mentioned they or 
it must be attached, but if a particular document is not essen- 
tial to the proper settlement of the claim, its absence will not, 
apparently, under the provision quoted above, preclude the 
settlement of the claim, if the carrier is indemnified against a 
duplicate claim, supported by the original documents. 

It is the duty of a carrier to make a proper investigation 
before paying an overcharge claim. Likewise, it would seem to 
be the duty of a carrier to be certain that only one payment of 
an overcharge is made. 

In the voluntary settlement of an overcharge claim a car- 
rier may, in our opinion, insist upon the production by the 
claimant of evidence which will conclusively show that the 
claimant is entitled to the refund. This rule applies to awards 
of reparation, where specific proof may be demanded by the 
carrier. 

In its decisions in several reparation cases the Commission 
has laid down certain principles involving the presentation of 
original paid freight bills, receipted copies of freight bills or 
evidence in lieu thereof. See Atlas Metal Works vs. Akron, 
C. & Y. Ry. Co., 208 I. C. C. 472; A. B. Cole & Sons vs. Missouri 
Pac. R. Co., 206 I. C. C. 313; South Carolina Produce Assn. vs. 
Aberdeen & R. R. Co., 205 I. C. C. 581, and United Iron Works, 
Inc., vs. Alabama G. S. R. Co., 200 I. C. C. 31. 

The original paid freight bill is the best evidence, but as 
indicated above, is not the only evidence of the payment of 
freight charges. 

The fact that the carrier’s duplicate copy of a freight bill 
has been destroyed should not result in a denial of a right of 
recovery..of-overcharges by a Shipper, particularly where the 
shipper_is in possession of the original paid freight bill. 


/variff Interpretation—Less-Than-Truck-Load Shipments 


Wisconsin.—Question: Will you kindly favor us with your 
Opinion relative to the applicable rates and charges for the 
following shipment: 132 wooden slack barrels, actual weight 
2,640 pounds, from Chicago, Ill, to Madison, Wis., via Yellow 
Truck Lines. 

The carrier rated the shipment as 10,000 pounds at 51 cents 
or $51.00, per Item 1, page 23 of National Motor Freight Classi- 
fication No. 7 and the class rates are named in Central States 
Motor Freight Tariff No. 216-B, MF-I. C. C. No. 94. 

However, we contend that when the L. T. L. rate at the 
actual weight produces a lower charge than the volume rate at 
the volume minimum, on the same shipment, the L. T. L. rates 
will apply. In this case the L. T. L. rate is double 1st class or 
$1.44 and at the actual weight of 2640 pounds would produce 
a charge of $38.02, which is $12.98 less than the volume ratinz. 

We are unable to find any item in Central States Motor 
Freight Tariff No. 216-B which specifically states that the car- 
rier has the authority to charge the volume rate and minimum 
on a shipment in lieu of the L. T. L. rate, providing the latter 
produces a lower charge. 


Answer: We agree with your interpretation as to the 
applicable rate on barrels as described above. There is no 
provision in Central States Motor Freight Bureau, Inc., Agent, 
MF-I. C. C. No. 94, Tariff No. 216-B, that permits the carrier 
to assess the volume rate and minimum weight in connection 
with a less truck load shipment, assuming that the provisions 
of Item 2280-B, on page 20 of Supplement 23, coveri trucks 
ordered—by_a shipper for exclusive use were not invoked. 





ILLINOIS TRAFFIC LEAGUE MEETING 


The Illinois Territory Industrial Traffic League, at a meet- 
ing at the Palmer House, Chicago, April 5, voted to file a pcti- 
tion of intervention and to participate actively in I. and S. 
5269, Iron and Steel to Iowa, Minnesota, Michigan and Wis- 
consin, hearings in which will be resumed in Chicago May 17 
(see Traffic World, March 18, p. 712). It also voted to partici- 
pate in oral arguments before the Commission in the general 
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classification case Docket 28310, in which it had filed a brief, 
jointly with the Central Territory Rate Conference. 

The league adopted a resolution opposing further individ- 
ual readjustments in, and cancellation of motor carrier rates, 
rules and ratings on the plea of war necessity. The view 
expressed was that such changes, where motor carriers believed 
them necessary, ought be justified on grounds other than the 
war emergency. Where that emergency brought about situa- 
tions requiring increases in motor carrier revenues, the effort 
to meet those needs ought to be by general percentage in- 
creases, not by piecemeal changes in individual rates, ratings 
and rules, the league said. 

The league also adopted a resolution restating its position 
in favor of complete abolition of land grant rates on the basis 
of the Boren bill (H. R. 4184). It approved the action of its 
officers in authorizing its president to appear before the House 
interstate commerce committee in support of that bill (see 
Traffic World, March 25, p. 825). 

A. H. Schwietert, traffic director, Chicago Association of 
Commerce, president of the league, presided. 


Wartime Foreign Trade Data 


Secretary of Commerce Jones April 7 announced the re- 
lease of “certain statistics of the wartime foreign trade of the 
United States which have been restricted for security reasons 
since September, 1941.” 

“The lifting of the ban of secrecy from these statistics was 
authorized in order that exporters and importers may obtain 
data urgently needed for the study of postwar foreign markets 
and foreign sources of supply,” said the department, adding: 


Data released consist of statistics of export and import trade with 
the other American Republics in 1942. This information is available on 
request to the Department of Commerce both in the form of an analysis 
of the trade accompanied by summary statistical tables, and in the 
form of detailed statistical tables of exports to and imports from the 
other American Republics by commodities and countries, exclusive in 
both cases of information on trade in military, strategic, and critical 
commodities. 


The Department of Commerce also announced that statistics of 
United States foreign trade with all foreign countries in 1941, previ- 
ously restricted, are now available to the public. These statistics may 
be obtained on request in the form of the annual Summary of Foreign 
Trade of the United States, Calendar Year 1941 and in the form of 
Tables 1 (imports) and 4 (exports) of Foreign Commerce and Naviga- 
tion of the United States, the annual publication of the Department of 
Commerce containing fully detailed statistics of foreign trade. 

Copies of the Monthly Summary of Foreign Commerce of the 
United States for October, November and December, 1941, which have 
not been previously released to the public, are also available on request. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive 
of switching and terminal companies, totaled $95,498,072 in 
coaches and $51,246,928 in parlor and sleeping cars for Decem- 
ber, 1943, as against $71,148,415 and $43,272,431, respectively, 
for December, 1942, increases of 34.2 and 18.4 per cent, accord- 
ing to a compilation by the Commission’s Bureau of Transport 
Economics and Statistics of passenger traffic statistics, other 
than commutation, statement M-250. 

For the twelve months ended with December, 1942, pas- 
senger revenues amounted to $1,006,232,165 in coaches and 
$590,148,048 in parlor and sleeping cars as compared with 
$546,374,148 and $429,181,940, respectively, for the same 1942 
period, increases of 84.2 and 37.5 per cent. 

Revenue passengers carried for December, 1943, totaled 
43,454,709 in coaches and 5,022,556 in parlor and sleeping cars, 
as against 37,971,244 and 4,330,403, respectively, for December, 
1942. For the twelve months ended with December, 1943, rev- 
enue passengers carried totaled 513,781,870 in coaches and 
58,626,678 in parlor and sleeping cars, as compared with 337,- 
915,880 and 45,383,330, respectively, for the like period of 1942. 


PIONEER ZEPHYR’S BIRTHDAY 


Railroad and other notables will observe the tenth anni- 
versary of the Pioneer Zephyr, first diesel-powered streamlined 
passenger train, at a “birthday party” at the station of the 
Chicago, Burlington and Quincy Railroad at Lincoln, Neb., 
April 10. The Pioneer Zephyr made its first test run from 
Philadelphia to Perkiomen Junction, Pa., April 9, 1934. After 
a 30,000 mile tour of the country and exhibition at the Century 
of Progress Exposition in Chicago, it was put in daily service 
between Lincoln and Kansas City and, in May, 1936, was trans- 
ferred to the Chicago-Denver run. It has been in service be- 
tween Lincoln and McCook, Neb., since March, 1942. Since 
going in regular service, the train has operated 1,639,242 miles 
of the 1,668,683 miles assigned to it, an availability record of 
98.2 per cent. 
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Because April 9 is Easter Sunday, the birthday observance 
at Lincoln will be held the following day. It will be marked by 
the cutting of a huge birthday cake with an 8-foot knife at- 
tached to the engine of the train. Pieces of the cake will be 
sent to each of the more than a hundred streamline trains now 
operating on American railroads, and the remainder will be 
distributed to children and service men in Lincoln hospitals. 

Guests at the party will include Charles F. Kettering, vice- 
president, General Motors Corporation, Detroit, Mich.; Edward 
G. Budd, president, Edward G. Budd Manufacturing Company, 
Philadelphia, Pa.; Ralph Budd, president of the Burlington | 
Lines, Chicago; Charles G. Dawes, former vice-president of the 
United States, and Governor Dwight Griswold of Nebraska. 
The University of Nebraska glee club will sing. The visitors 
will be guests of the Lincoln Chamber of Commerce at a 
luncheon at the Cornhusker Hotel, at which Messrs. Ralph 
Budd, Edward Budd and Kettering will each speak briefly on | 
“The Past, Present and Future of Railroad Transportation.” 


SEAMEN’S INSURANCE BENEFITS 


Congress has completed action on H. R. 3259, to clarify 
existing law with respect to deductions from pay of seamen 
in the employ of the War Shipping Administration for old-age 
and insurance benefits (see Traffic World, March 4, p. 612), 
the bill having been passed by the Senate. The purpose of the 
bill was to exempt from wage deductions for benefits under the 
U. S. social security laws seamen who signed on and off in a 
foreign country on vessels of the W. S. A. that did not touch a 
United States port. 

President Roosevelt signed the bill April 4. 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate orders 
No. 250, “Cuban Surcharges” on berth freight rates, trade be- 
tween U. S. Atlantic and Gulf ports and Havana, Cuba; No. 
251, rate and surcharge, coke in bulk, from U. S. Gulf ports to 
Havana, Cuba, and No. 252, rates and surcharges, bauxite in 
bulk, from Surinam and British Guiana to U. S. North Atlantic 
and Gulf ports. 


WwW. S. A. AND WAR RISK INSURANCE i 

In recent months, an improved situation as to ship sinkings } 
by enemy action had enabled commercial American underwrit- § 
ers again to provide war risk insurance adequate for substan- 
tially all of the needs of the nation’s waterborne commerce at 
reasonable terms and conditions, and, accordingly, the War 
Shipping Administration had substantially withdrawn from this 
field of activity, said Admiral Land, head of the W. S. A. and | 
of the Maritime Commission, in a report to Chairman Bland, | 
of the House merchant marine committee, on operations of the 
marine and war risks insurance fund of the W. S. A. 

Admiral Land stated in the report that the W. S. A. had, 
on March 2, transmitted to the Bureau of the Budget a recom- 
mendation that $100,000,000 of the $250,000,000 appropriated to | 
the marine and war risk insurance fund of the W. S. A. be 
transferred to the W. S. A. revolving fund, “as being no longer | 
necessary to the insurance activities of the War Shipping Ad- 
ministration under that appropriation.” 

He said that, with respect to insurance provided for crews 
of vessels owned by or under charter to the W. S. A., and with 
respect to vessels under charter to the W. S. A., it was antici- 
pated that “the activities of the W. S. A. will continue in full 
force and effect for the duration of the wartime control exer- 
cised over ocean shipping by the W. S. A.” 


POSTAL REVENUES 


“Postal revenues in February totaled $87,116,809.74, an 
increase of $11,205,673.22, or 14.76 per cent, over February, 
1943,” says the Post Office Department. “Making allowance 
for the extra day in February, 1944, the increase was 10.17 per | 
cent. Accrued expenditures for the month totaled $87,612,975.01, 7 
an increase of $2,710,694.04, or 3.19 per cent. : 

“For the first eight months of the fiscal year (July, 1943- 
February, 1944), postal revenues were $721,332,584.61 and ac- 
crued expenditures were $725,575,743.38. 

“Reports from 201 of the largest post offices show the fol- 
lowing increases in special services in February as compared 
with a year ago; number of war savings bonds sold, 33.13 per 
cent; postal savings certificates issued, 23.03 per cent; paid 
domestic registered articles, 7.32; domestic insured articles, | 
5.78; domestic c. o. d. articles, 10.59. Sacks of parcel post in-| 
creased .03 per cent; pieces of parcel post outside sacks, 16.4 | 
per cent. There was a decline of 2.5 per cent in the number of 
domestic money orders issued, and the number of special de- 
livery articles was practically unchanged.” 
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“REEP ‘EM ROLLING” 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation’s war program. 
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Personal Notes 





J. Frank Dickson, Jr., principal transportation analyst of 
the Board of Investigation and Research, who prepared the 
for-hire motor cost study reported in The Traffic World, 
March 4, p. 597, has resigned to become vice-president of the 
H. B. Church Truck Service Co., Boston, Mass. He was treas- 
urer of the Church company when he took the assignment to 
make the study for the board. 

Wayne A. Johnston has been appointed assistant vice- 
president, operating department, Illinois Central, at Chicago. 

William P. Loyzelle has been appointed assistant traffic 
aia for the American Locomotive Company at Schenectady, 


_Charles F. Groom has been appointed to the newly created 
position of freight traffic manager for the Gulf, Mobile and 
Ohio at Mobile, Ala. Ivan H. Wente has been appointed as- 
sistant traffic manager at Chicago, and J. S. Chartrand, general 
freight agent, St. Louis. 

E. C. Fuller has been appointed traffic agent at the Haw- 
thorne plant, Chicago, of the Western Electric Company, suc- 
ceeding H. W. Hamilton, who was transferred to the Manufac- 
turers’ Junction Railway Company. G. M. Schifferdecker has 
been appointed traffic agent at the company’s Kearney, N. J., 
plant, and F. A. Demarset, division traffic agent, at New York. 

Harvey C. Young has been appointed traffic manager and 
warehouse supervisor for Max Ams, Inc., at New York. He 
was formerly assistant traffic manager for the Onondaga 
Freight Corporation. 

Frank S. Collins has been appointed general agent, real 
estate and conveyancing department, and M. Hurt Ramsey, 
assistant to vice-president and vice-president of subsidiary 
lines, for the Southern Railway, both at Washington, D. C. 
John H. Grieme has been appointed district freight agent at 
Mobile, Ala.; G. C. Schmoll, district freight agent at St. Louis, 
a newly created position, and Andrew E. Hanson, commercial 
agent at St. Louis. 

B. R. Olson has been appointed traveling freight agent at 
Billings, Mont., for the Soo Line. 

The Central Railroad of New Jersey, has discontinued its 
joint agencies with the Reading Company at Buffalo and Al- 
bany, N. Y., and Boston, and has announced the following 
appointments at those cities: C. R. Everding, general agent, 
Buffalo; H. W. Gruchy, New England freight agent, Boston, 
and R. E. Rowland, general agent, Albany. 

The Kansas City Southern-Louisiana and Arkansas have 
announced the following appointments: J. T. Garrigues, general 
coal agent, Kansas City, Mo.; H. L. Hale, western general 
agent, San Francisco; Paul C. Brown, general agent, Kansas 
City; Ray Henry, assistant general coal agent, Kansas City, 
and H. L. Sullivan, general agent, Los Angeles. 

The National Victory Garden Institute has issued a manual 
of information prepared by L. A. Hawkins, orchard and garden 
adviser, International Harvester Company, to help industrial 
companies, railroads, public utilities and other companies or- 
ganize employe gardens. W. M. Jeffers, president, Union 
Pacific, is chairman of the Institute’s industrial advisory garden 
committee, several members of which are heads of railroads 
and other companies in the transportation field. 


A. L. Lauser has been appointed general agent at Sioux 
City, Ia., and A. H. Simon, assistant structural engineer, Chi- 
cago, for the Burlington Route. 

W. W. Rouse has resigned as traffic commissioner of the 
Green Bay, Wis., Association of Commerce, to join the Public 
Utilities Commission of South Dakota as assistant rate expert. 

The Santa Fe Trail Transportation Company has an- 
nounced the following appointments: W. A. Gammon, general 
manager, eastern lines, Wichita, Kan.; Gene Allen, general 
manager, western lines, Los Angeles; C. H. Davis, superintend- 
ent, Chicago division; J. F. Ross, superintendent, Los Angeles 
division; Rex Fifield, general passenger agent, western lines, 
Los Angeles. 

Eight employes of the White Motor Company, who recently 
completed 40 years of company service, received inscribed gold 
watches as service awards, at the annual meeting at Cleveland, 
March 21, of the company’s Five and Twenty Club, composed 
of employes with 25 or more years of service. There are 663 
such veterans at Cleveland. The 40-year veterans honored 
March 21 were Peter Medzenyak, George Parker, Edmund 
Ackerman, Albert Lietz, Frank Vestfal, James Sup, Roy Kail, 
and Peter Schambach. The awards were presented by Robert 
F. Black, president of the company. Mayor Frank J. Lausche 
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of Cleveland spoke. The club elected the following officers: 
President, W. B. Hume; vice-president, B. J. Broeker; treasurer, 
F. J. Sapp, and secretary, B. A. Meermans. 

The board of directors of the National Foreign Trade 
Council at its annual meeting at New York, March 24, reelected 
Eugene P. Thomas chairman and president; William S. Swingle, 
vice-chairman and vice-president; Robert H. Patchin, treasurer, 
and Lindsay Crawford, secretary. Board members elected to 
membership on the executive committee included Mr. Patchin, 
who is vice-president of W. R. Grace and Company; Edward 
Riley, vice-president, General Motors Corporation; Charles R. 
Carroll, counsel, General Motors Overseas Operations; Mr. 
Swingle; Mr. Thomas; George W. Wold, president, United 
States Steel Export Company, and Leigh C. Palmer, vice- 
president, American South African Line. 

Allen White, regional chief in California for the small 
business division, Maritime Commission, spoke on ‘Post-War 
Trade Possibilities with Mexico” at a dinner meeting of the 
Oakland, Cal., Foreign Trade and Harbor Club April 6. Felipe 
N. Puente, National Railways of Mexico, took part in a round- 
table discussion on Mexico. Ralph Boomer, club member, spoke 
on “Yugoslavia.” Dr. William R. Odell, superintendent, Oak- 
land Public Schools, was guest of honor. 

The following have been appointed chairmen of the stand- 
ing committees of the Trafficmen’s Association of America, 
Chicago: Recreation, Fred Link, Aero Mayflower Transit Com- 
pany; program and reception, W. P. McLaughlin, Kimbel Lines, 
Inc.; membership, Lewis Purnell, Kropp Forge Aviation Com- 
pany; chapters and states, Norcross W. Putnam, Gamble Skog- 
mo, Inc.; publicity, George Ruby, Freight Traffic Institute; 
armed services, Edward F. Bohne, Stewart-Warner Corpora- 
tion; educational, Jacob A. Burkley, Freight Traffic Institute. 
George Batzel, Chapman and Smith, has been appointed. man- 
aging editor, and Harry A. Machin, Foster Freight Lines, news 
editor, of Trafficmen’s Association News, monthly publication. 

The alumni association of the Traffic Managers Institute, 
New York, will hold a dinner dance at the Masonic Club Apr | 
15, not April 20, as stated in this column last week. It has 
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cancelled its regular meeting set for April 20. RRERS Ai 

More than a hundred members of the Warehousemen’s §j wD 
Association of New York held a luncheon meeting at the Ath- 1 Ray 
letic Club, March 30, in honor of Frank Henderson, president in hh 
of the association and of the American Dock Company and % wa 


Pouch Terminal, who has completed 45 years of warehousing 
service in New York. He has been president of the association 
for five years. Tributes were paid to him in talks by Frank § ¢ 
T. Leahy, executive vice-president of the association; Frank 
O’Hara, president, National Association of Refrigerated Ware- 
houses, and vice-president, Manhattan Refrigerator Company; 
E. W. Ford, vice-president of the association and of Baker and 
Williams; Walter Firth, Beard’s Erie Basin. J. Leo Cooke, 
secretary of the association, and vice-president, Lackawanna 
Warehouses, was toastmaster. 

George Spatta, executive vice-president and general man- 
ager, Clark Equipment Company, Buchanan, Mich., has re- 
ceived a plaque from the National Association of Foremen in 
recognition of meritorious service to the association in the past 
year. The plaque, which bears the association’s honor roll, in- 
cluding Mr. Spatta’s name, was presented to him by H. J. Post, 
executive manager of the association, at the annual dinner of 
the Foremen’s Club of the Clark Equipment Company at the 
Oliver Hotel, South Bend, Ind., recently. 
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SHIP CONSTRUCTION 


Latest figures available, as of February, show 582,342 work- 
ers in 37 major yards engaged in shipbuilding under Maritime 
Commission contracts, the commission has announced. Included 
in this number were 64,028 trainees and 82,516 women, it said, 
adding: 


The yard employing the greatest number was Bethlehem-Fairfield 
Shipyard, Inc., Baltimore, Md., with a total of 42,503 employes. In the 
months of December and January, these workers delivered 33 Liberty 
(EC-2 type) ships of 356,400 deadweight tons. Both in number of ships 
and tonnage these totals exceeded the entire output for 1939 by all 
Maritime Commission yards. The output in 1939 was 28 ships totaling | 
341,219 deadweight tons. } 

Froemming Brothers, Inc., Milwaukee, Wis., was the smallest ship-} 
yard, in point of manpower, with a force of 1,181 persons. This com- 
pany was engaged in building special type vessels for navy use and 
delivered four such ships during the months of December and January. 





TOMBIGBEE-TENNESSEE PROJECT 


Senator Bankhead, of Alabama, has submitted to the Sen- 
ate an amendment to the river and harbor improvement au- 
thorization bill, H. R. 3961, providing for adoption of the 
$66,000,000 Tombigbee-Tennessee River project. The House re- 
jected the project. 
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PEORIA-GATEWAY 





Doing More 
with Less... 


@ It isn't easy to do more and do it better 
with less but that's exactly what makes 
World War Il railroad performance so 
miraculous. Tonnage way, way up. New 
motive power and freight cars down. 
Shortage of help prevalent. 


Certainly, the preparedness of the rail 
industry lies in its years and years of do- 
ing—efficient and economical moving of 
freight, from origin to destination. 


So many years of experience — more 
than sixty years of it—have made P. & 
P. U. especially prepared for performing 
its all-important interchange function of 
efficiently and speedily assembling and re- 
assorting of freight cars and shooting 
them along to destination. Continued co- 
operation with shippers and railroad men 


alike is a peace-time as well as war-time 
P. & P. U. policy. 


PEORIA & PEKIN UNION RAILWAY 


E. B. Stock, Trafic Manager—Union Station, Peoria, lil. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Paeific Ry.; Chic & North Western 
Ry.; Chicago & Iilinols Midland Ry.; Illinois Terminal Raliroad Cot Inland Waterways 
‘ . R.; Alton Rallroad; Atchison, Topeka & Santa Fe Ry.; 

R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chi Burtingion 
& Quincy Railroad; New York, how y & Louls Rallroad; Cleveland, Cineinnati, 
Chicago & St. Louis Ry. (Peoria Eastern); Toledo, Peoria & Western R. R. 





“One of America’s Rallroads—All United for Victory” 
Don't Ferget to Buy Those Wear Bonds 








TRAFFIC WORLD 


DOCKET OF THE COMMISSION 
April 10—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 33: 


MC 9259 Sub. 21—Bowen Motor Coaches, Fort Worth, Tex., certifi. | 


cate to extend operations. 
April 10—Louisville, Ky.—Kentucky Hotel—Examiner Weems: 
29080—Myers, Myers and Goen vs. C. R. lL. & P. Ry. Co. et al. 
April 10—Rome, Ga.—Fed. Bldg.—Examiner Yardley: 
MC 104903—McKellar Transfer Co., Shannon, Ga., certificate. 
April 11—Canon City, Colo.—Dist. Ct. Rm.—State Comm.: 
Finance 14411—Application D. & R. G. W. for bandonment of line 
from Chandler Junction to Chandler, Colo. 
April 11—Chicago, !!1.—Sherman Hotel—Examiner Disque: 
29069—Swift and Company vs. Alton R. R. Co. et al. 
29069 Sub. 1—The Cudahy Packing Co., vs. Alton et al. 
April 11—Cincinnati, O.—Gibson Hotel—Examiner Smith: 
MC F-2418—Cincinnati, Newport & Covington Ry., issuance of note. 
MC F-2419—C, Allen, Jr., et al., control, Cincinnati, Newport & Cov- 
ington Ry. and Dixie Traction Co. 
April 11—Omaha, Neb.—Hotel Fontanelle—Jt, Bd. 93: 


MC 70451 Sub. 32—Watson Bros., Transportation Co., Inc., Omaha. | 


Neb., certificate to extend operations. 
April 11—Philadelphia, Pa.—U. S. Ct.—Examiner Boss: 
1. & S. M-2369—Articles requiring specialized handling in east. 
April 11—Savannah, Ga.—U. S. Ct.—Jt. Bd. 131: 
MC 61599 Sub. 52—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
April 11—Staunton, Va.—Fed. Bldg.—Jt. Bd. 245: 
MC 1003 Sub. 11—Meyer Transit Co., Inc., Davis, W. 
to extend operations. 
MC 59155 Sub. 9—Reynolds Transportation Co., Clarksburg, W. Va., 
certificate to extend operations. 
MC 59155 Sub. 10—Reynolds Transportation Co., Clarksburg, W. Va., 
certificate to extend operations. 
April 11—Washington, D. C.—Jt. Bd. 112: 
MC 79625 Sub. 2—Bailey’s Express, Bushwood, Md., certificate to 
extend operations. 
April 12—Amarilio, Tex.—Capitol Hotel—Jt. Bd. 77: 
MC 102200 Sub. 6—Levelland Truck Lines, Lubbock, Tex., certificate 
to extend operations. 
April 12—Chicago, !1!1.—Sherman Hotel—Examiner Disque: 
29054—-Truscon Laboratories, Inc., vs. C. & O. Ry. Co. et al. 
April 12—Hartford, Conn.—Bond Hotel—Jt. Bd. 134: 
MC 104932—Dominic Cersosimo & Sons, East Hartford, Conn., cer- 
tificate. 
April 12—Washington, D. C.—Argument: 
MC 44128 Sub. 4—The Transport Corporation of Va., extension of 
operations, Maryland; Blackstone, Va. 
MC 73673—C. H. Gant, common carrier application, Statesville, N. C., 
now G. & M. Motor Transfer Co., Inc. 
April 12—Savannah, Ga.—U. S. Ct.—Jt. Bd. 64: 
MC 29879 Sub. 8—Reliable Transfer Co., Inc., Augusta, Ga., certif- 
cate to extend operations. 
April 12—Washington, D. C.—Examiner Snider: 
1. & S. 5291—Passenger Fares, D. & C. Nav. Co. 
April 13—Boston, Mass.—Hotel Manger—Examiner Harrison: 
MC 14554 Sub. 3—W. L. Mead, North Fairfield, Ohio, certificate to 
extend operations. 
April 13—Brooklyn, N. Y.—Hotel St. George—Examiner Boss: 
* 1, & S. M-2386—Classifications, min. wts., Middle Atlantic territory. 
April 13—Charileston, W. Va.—State Comm.—Jt. Bds. 118 and 117: 
MC 552 Sub. 1—Cooper Transfer & Storage Co., Beckley, W. Va.. 
certificate to extend operation. 
April 13—Chicago, tt_—Sherman Hotel—Examiner Disque: 
FF 78—Truck-Rail Terminals, Inc., Freight Forwarder Application 
April 13—Des Moines, lowa—Hotel Kirkwood—Examiner Smith: 
* MC F-2409—J. Ruan, purchase; The Leonard Lines, Inc. 
April 13—Jacksonville, Fia.—Mayflower Hotel—Jt. Bd. 64: 
MC 19190 Sub. 16—Elamiggo Truck Lines,, Inc., Jacksonville, Fia., 
certificate to extend operations. 
April 13—Roanoke, Va.—Patrick Henry Hotel—Examiner Mackley: 
29014—Roanoke City Milles, Inc., vs. Aberdeen & Rockfish et al. 
April 13—Washington, D. C.—Examiners Howard, Molster and Eddy: 
Finance 14500—Application of Seaboard Ry. to issue securities and 
assume obligation and liability in respect of certain securities. 
Finance 14501—Application of Seabeard Ry. for authority to acquire 
or lease properties of certain railroads, to acquire trackage rights, 
and to acquire contro] of certain carriers. 
April 14—Albuquerque, N. Mex.—Hilton Hotel—Jt. Bd. 87: 
MC 103157 Sub. 2—Dorris Truck Line, Hot Springs, N. Mex., certifi- 
eate to extend operations. 
April 14—Boston, Mass.—Hotel Manger—Examiner Harrison: 
MC 30938 Sub. 3—Eastern Transportation Co., Boston, Mass., certif- 
cate to extend operations. 
April 14—Chicago, I1!1.—Sherman Hotel—Examiner Disque: 
W-125—George N. Childs, contract carrier application. 
April 14—Cleveland, Ohio—Hotel Cleveland—Examiner Proudley: 
MC 8902—The Western Express Company, Cleveland, Ohio. 
April 14—Little Rock, Ark.—Marion Hotel—Examiner Weems: 
Fourth Section Appl. 20615—Pipe fittings from Ala. to Neb. 
April 14—Salt Lake City, Utah—State Comm.—Jt. Bd. 258: 
MC 70947 Sub. 4—Pacific Trailways, Bend, Ore., certificate to extend 
operations. 
April 14—Tallahassee, Fla.—Florida R. R. Comm.—Examiner Yardley: 
MC 104767—Knight & Brogdon, Valdosta, Ga., certificate. 
April 14—Union City, Tenn.—County Ct. House—Examiner Schutrumpf: 
Finance 14469—Application of N. C. & St. L. for abandonment of line 
from Union City, Tenn., to Hickman, Ky. 
April 14—Washington, D. C.—Argument: 
29008—St. Paul Corrugating Co. vs. C. & N. W. et al. 


Va., certificate 


a eT Si 


April 8, 





April 8, 1944 


50 Secondhand Double Sheathed Box Cars, 40 Ton Capacity . 


Steel Ends and Outside Steel Roofs 
Trucks—Cast Steel Side Frames 
Quotations Gladly Furnished on Request 


RAILWAY ACCESSORIES COMPANY 


4100 CAREW TOWER, CINCINNATI 2, OHIO 


« DOUBLE A we: 


Double Quick 


Hitler, with failing transportation one of his biggest 
headaches, would get no pleasure from hearing how 
efficiently war essentials are moved in America. For 
example, often in a matter of minutes, one of the 
fleet of modern, steel Ann Arbor ships takes on a 
loaded freight train and again is on its way across 
Lake Michigan. Ship and train schedules are co- 
ordinated to eliminate delays. We are glad to be 
contributing to America’s transportation victory. 


Wood Sides and Floors 


F. G. Maxwell, Traffic Manager 
Cherry Street Station, Toledo, Ohio 


SO 


EPENDABLE 


Ts DOUBLE A 


"SERVICE, 


MANITOWOC 


Lake 
Michigan 


LINKING EAST\AND NORTHWEST 
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April 15—El Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: April 17—Los Angeles, Calif.—Fed. Bldg.—Commissioner Lee: 
MC 35320 Sub. 29—Dalby Motor Freight Lines, Inc., Lubbock, Texas, MC C-380—Crude Talc, Calif. Mines to Dumm, Calif. 


certificate to extend operations. 
April 15—Montpelier, vt.—U. S. Ct.—Jt. Bd. 116: 


certificate. 


MC 66562 Sub. 551—Railway Express Agency, Inc., New York, N. Y., April 17—Louisville, Ky.—Kentucky Hotel—Examiner Schutrumpf: 


certificate to extend operation. 
April 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Myers: 


ney in a westerly direction along Crab Apple Creek a distance of 


MC 14562—W. E. Fife, Canonsburg, Pa., certificate or permit. 2.60 miles, in Hopkins County, Ky. 


MC 76561—O. Hamilton, McKeesport, Pa., certificate or permit. 
April 17—Burlington, towa—Fed. Bldg.—Examiner Disque: 

29086—Burlington Shippers’ Association et al. vs. C. B. & Q. et al. 
April 17—Chattanooga, Tenn.—U. S. Ct.—Examiner Mackley: April 17—Miami 

29050—General Oils, Inc., vs. T. A. & G. Ry. Co. et al. 
April 17—Chicago, iIl.—Sherman Hotel—Jt. Bd. 162: 

MC 16947—Lincoln Express and Freight Lines, Chicago, Ml. * MC F-2361—F. V. Watson et al 
April 17—Fort Wayne, Ind.—U. S. Ct.—Examiner Proudley: 


Finance 14490—Application of C. St. L. & N. O. for authority to con. 


point near Daniel Boone Mine No. 4, in Hopkins County. Ky. 

» Fla.—Dade County Ct. House—Examiner Yardley: 
MC 104887—American Van & Storage. Inc., Miami, Fla.. certificate. 

April 17—Omaha, Neb.—Hotel Fontenelle—Examiner Smith: 

., control; Watson Bros. Transportation 

Co., Inc., purchase; Jens Christensen and Jack Christensen. 


MC 1720 Sub. 5—Cook Trucking Co., Columbia City, Ind., certificate * MC F-2362—F. V. Watson et al., control; Watson Bros. Transportation 


to extend operations. 


April 17—Houston, Tex.—Ben Milam Hotel—Examiner Weems: April 17—Portland, Me.—Fed. Ct. Bldg.—Jt. Bd. 70: : 
29068—Timber Engineering Co., southwest vs. A. T. & S. F. Ry. Co. MC 66562 Sub. 107 and 114—Railway Express Agency, New York, 
et al. N. Y., certificate or permit. 





SERVING AMERICA 





Co., Inc., purchase; D. Weinland. 


MC 66562 Sub. 554—Railway Express Agency, Inc., New York, N. Y., 


certificate to extend operations. 
April 17—San Antonio, Tex.—Plaza Hotel—Jt. Bd. 294: 
* MC 104975—Del Rio & Villa Acuna Transportation Co., Del Rio, Tex., 
certificate. 
April 17—Syracuse, N. Y.—U. S. Ct.—Examiner Myers: 
MC 69745—Penn.-N. Y. Truck Lines, Inc., Pittsburgh, Pa. 
April 17—Washington, D. C.—Examiner Snider: 


NUMBER ONE * |, & S, 5292—Free time for unloading at Hanford, Wash. 
April 18—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 78: 
ON MC 565 Sub. 5—Nevada Consolidated Fast Freight, Los Angeles, 
Calif. . 
MC 565 Sub. 6—Nevada Consolidated Fast Freight, Los Angeles, 
U. S. HIGHWAYS Calif., certificate to extend operations. 


STOWAWAYS ON VESSELS 
The Senate passed and sent to the President H. R. 3602, 
amending the stowaway act of June 11, 1940, so as to make 
subject to its provisions stowaways who are not apprehended 
until after disembarkation (see Traffic World, Dec. 18, 1943, 
p. 1553, and Feb. 1, p. 399). 
President Roosevelt signed the bill April 4. 


4 MERCHANT MARINE INSURANCE 

The Senate has passed, with amendments, H. R. 3257, au- 
thorizing the War Shipping Administration to extend the 
statue of limitations applicable to suits on isurance in accord 
with the intent of subtitle II of the merchant marine act of 
1936, as amended (see Traffic World, April 1, p. 954). The 
House has yet to act on the Senate amendments, after a re- 
AAAS cess of Congress until April 12. 


MANNING MERCHANT MARINE 
The War Shipping Administration has wired all represen- 


MISSOU Ri —: < = recruitment and manning and training organiza- 
tec : ions as follows: 
tp PACIEIC 
“LINES 
S 
“A 


Until further notice the R. M. O. and the Training Organization 
will not recruit or assign to vessels men under 26 years of age unless, 
(1) they are in active labor force or in training as of April 1, 1944, (2) 
they hold Selective Service classification of 4-F or 1-C, or are discharged 
veterans, (3) they hold licenses or certificates as officers, radio opera- 
tors, or able-bodied seamen. Port representatives shall not approve for 


seamen’s certificates men under 26 years of age except under above 
limitations. 


MERCHANT SHIP PRODUCTION 


With delivery of 152 ships totaling 1,538,357 deadweight 
tons in March Maritime Commission shipyards have delivered 


AIR MAIL - PASSENGERS | Niwmsas i 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. PAL 


VCC" 1 AMERICAN GRACE AIRWAYS 
CHRYSLER BUILDING, NEW YORK 


ecting with Pan American Airways at Balboa, C. Z.; Cali, Ipiales, Colombia; Corumba; Brazil; and Buenos Aires, Argentina 
PANAMA : COLOMBIA . Sener Wenek ° PERU ~. BOLIVIA . CHILE ° ARGENTINA ° ae wale 





MC 104835—New York-Los Angeles Freightways, Long Beach, Calit.,/ 


Finance 14435—Application of L. & N. to construct a line from Rom} 


struct and Ill. Cent. to operate a line of railroad extending from aj 
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SET TO GO, but held by a brake. Goods ready 


to move faster and surer, but no adequate way to do it. 

That was America’s business situation in 1839. William 

Harnden had the idea for a railway express service. “T’ll 

: carry your goods for you,” he advertised to Boston and 

Yi. New York. And he did, at passenger speed in a wooden 

presen- (ai MEET } Be car between Boston and Providence which was where 

ganiza-§ the railroad ended ; and between there and New York by 

steamboat. That was the transportation service idea 

a ‘* . people and business needed. And as the idea grew, it 

1944, (2) 5 : helped broaden our young nation, unite its spreading 

scharged cs ; ; : 

io. opera- 2S frontiers and hasten its growth and development. 

agg = ———— Today, 105 years later, Railway Express is performing 

ani ~~ : by land, water and air the same basic personalized express 

‘ st LF service. The goods it carries now are mostly war materiel. 

dweight Sy @) H | @) In peacetime, they will again encompass every conceiv- 


elivered able personal item as well as the products of industry. 


@ ST.LOUIS 


a 


You, as a shipper, can help us carry our share of 
America’s wartime transportation load and serve 
you better by doing two simple things. Pack your 
shipments securely .. . address them clearly. Our 


AND BE ASSURED OF century of experience proves that “a shipment 


. a started right is half-way there 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 
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NATION-WIDE RAIL-AIR SERVICE 


Geo. Sealy, Chairman F. W. Parker, General Manager 
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410 ships totaling 4,115,951 deadweight tons in the first quarter 
of 1944, the commission has announced. The first quarter of 
1943 saw delivery of 379 vessels totaling 3,757,405 deadweight 
tons, it said. 

“Liberty ships continued to be the preponderant type,” the 
commission reported, “with 83 put into service in March, but 
the trend toward construction of military and other fast vessels 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads — $1.00 2 line, minimum 3 lines. Classified display —$15 a column inch.) 
z 6 time. fied display discount rates 









TRAFFIC CLERK WANTED. Draft exempt. $160 per month. Give 
full particulars previous experience. Box 215, Traffic World, Chicago 
address. 


AIR TRANSPORT COURSE. 13 weeks using actual tariffs, codes. 
routes, maps, schedules. Passenger, express, cargo. New, authentic. 


COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


SHIPPING GUIDES. Look to Official for better Shipping Guides. 
For information write Mike O’Keefe, Official Motor Freight Guide, 
732 West Van Buren St., Chicago 7, Illinois. 






























Mr. Operating Man: Mr. Traffic Man: 


Your own owned CARS! 
Demurrage, Avoidable Labor Expense, Extra. 


What could you SAVE? 
What increase in production could FFECT? Consider, also, bene- 
fits from MOBILE ‘'Storage’’. Whi of these cars could you use? 
125—Hopper, Double, 50-Ton 
1 Side. eta, 30-Ton 
150—Refrigerator, 40-Ft., 40-Ton 
6@—Reftrigerator 


. 36-Ft., 30-Ton 
198—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton; Steel Ends 
10—Dump, K & J, Automatic, 16-Yd., 40-Ton 
20—Dump, Western Automatic, 20-Yd., 40-Ton 
20—Flat, 40-Ft., 50-Ton 
43—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
10—Gondola, 50-Ton, High-Side, Steel 
25—Tank, 8000-Gallon, 50-Ton Truck 


Perhaps this list alse hes some ether cars you could use te very 
beneficial advantage new? 


All cars ere priced te seifll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brelnerd Ave., Chicege 33, Illineis 
"ANYTHING centelning IRON or STEEL" 






Let’s Trade with Other Nations 


American industry, in order to maintain high-level 
employment, should plan now to encourage trade 
with other nations. The American Merchant Marine 
offers a long-lasting prosperity to American Industry 
by carrying its products all over the world ... and 


bringing back other products to meet our needs. 


DIVISION OF POPE 
AND TALBOT, INC. 
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was again evident, as a total of 51 of the fast types was de- 
livered. Four Victory ships, a speedy type now coming into 
production, were delivered by the Oregon Shipbuilding Corpo- 
ration, Portland, Ore. Nineteen standard tankers and 16 C-type 
vessels of the long-range program also were placed in service. 


In addition, 21 special type vessels were delivered to the armed 
services.” 


W. S. A. ALLOCATION OF SHIPS 

Allocation of two additional Liberty ships to the Royal 
Greek Government has been announced by the War Shipping 
Administration. The vessels will be manned by Greek seamen 
and officers under charter agreements with W. S. A. but title 
will remain vested in the United States, says the W. S. A. It 
pointed out that in September, 1943, it had transferred two 
Libertys, the Ameriki and the Hellas, to the Greek Government. 


NEW MERCHANT MARINE ACT VOLUME 
Copies of a document (Committee Document No. 55) con- 
taining the merchant marine act, 1936, as revised up to Janu- 
ary 1, 1944, may be bought from the Superintendent of Docu- 
ments, Government Printing Office, Washington, D. C., at 25 
cents each. The publication was ordered by the House commit- 
tee on merchant marine and fisheries. 


CHANGES IN DOCKET 


Hearing Finance 14444, April 3, Baton Rouge, La., cancelled. 
Hearing Finance 14400, April 6, Houston, Texas, canceled. 
Hearing MC 90589 Sub. 1, April 8, Denver, Colo., canceled. 
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NOW! 

Direct Merehandise Cars 
: TO 
i LAREDO, TEX. 


nit- 








For Export 
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NEW YORK, N. Y. PHILADELPHIA, PA. 


BALTIMORE & OHIO RAILROAD PENNSYLVANIA RAILROAD 
PIER 21, EAST RIVER PIER 10, FT. WALNUT ST. 
















ALSO TO THE FOLLOWING PORTS 
For Export 
TAMPA, FLA MOBILE, ALA. 
PENSACOLA, FLA. EAGLE PASS, TEXAS 





NEW ORLEANS, LA. LOS ANGELES, CALIF. 


SAN FRANCISCO, CALIF. PORT EVERGLADES, FLA. 
also 





Domestic Cars to All Points in Oklahoma and Texas 


CARLOADER CORPORATION 


Main Office: 17 BATTERY PLACE, NEW YORK 
Telephone WHitehall 3-0457-0371-0373 

















Philadelphia Office: 976 Drexel Bldg. New Orleans Office: 607 Maritime Bldg. 
Telephone Lombard 8569 Telephone Magnolia 0519 





"EMG net total, made between July 1939 and January 


Ist, 1944, is 7,646,212 miles, representing the accumulated mileage of 9 | s 
Diesel locomotives—Nos. 5001-A, 5001-B, 5002-A, 5002-B, 5005-A, 5005-B, 


5006-A, 5006-B, 5007-A. 


Following is a breakdown of the mileage made by each locomotive: 
= 1,147,665 5006-A = 655,972 


5001-A = 1,150,700 5002-B 
5006-B = 662,000 


_ 5001-B = 1,140,996 5005-A = 657,893 


5002-A = 1,140,170 5005-B = 657,952 5007-A = 432,863 


These mileages were made on the Twin Cities ''400" and the "North Western Limited" 
between Chicago, Minneapolis and St. Paul, and the North Line Streamliners between 


Chicago, Milwaukee, Green Bay and Ishpeming. 


THERE HAVE BEEN NO REPLACEMENTS OF TIMKEN ROLLER BEARINGS 
ON THESE LOCOMOTIVES SINCE THEY WERE FIRST PLACED IN SERVICE 


THE TIMKEN ROLLER BEARING 
COMPANY, CANTON 6, OHIO 





